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REGULATION  OF  RAILWAY  RATES. 


Senate  of  the  United  States, 
Committee  on  Interstate  Commerce, 

Washington^  D.  CI,  Jidy  J,  1905. 
Prof.  H.  C.  Adams, 
11.  T.  Newgomb,  Esq., 

Watihington^  D.  C. 

Gentlemen:  Under  Senate  resolution  adopted  March  2,  1906  (copy 
of  which  I  herewith  inclose),  you  have  been  appointed  experts  by  the 
Interstiite  Commerce  Committee  to  collect  facts,  data,  and  statistics 
which  will  aid  the  committee  in  its  investigation  and  furnish  material 
for  a  report.  In  m}"  personal  interviews  with  you  in  reference  to  your 
duties  under  the  resolution  I  indicated  in  a  general  way  what  the  com- 
mittee wished  at  your  hands,  stating  later  on  I  would  go  more  into 
detail  in  writing.     The  committee  desires  the  following: 

First.  A  brief  statement  giving  in  a  general  way  the  history  of  the 
building,  progress,  and  development  of  railroads  in  the  United  States. 

Second.  A  digest  of  the  hearings  had  before  the  committee,  giving 
the  substance  of  the  statements  and  facts,  so  that  those  interested  will 
l>e  able  to  get  a  clear  understanding  of  the  same  without  going  through 
the  statements  in  detail. 

Third.  Collect  and  put  in  proper  shape  all  useful  data,  information, 
figures,  facts,  and  statistics  bearing  on  the  rates,  mileage,  construc- 
tion, oi>eration,  stock  and  bonded  indebtedness,  gross  and  net  receipts, 
and  gross  and  net  earnings  of  railroads  in  the  United  States. 

Fourth.  Make  comparisons  for  the  last  thirty  years,  by  years  or 
periods  of  live  years,  of  the  capitalization,  cost,  stock,  and  bonded 
indebtedness  per  mile,  avemge  freight  and  passenger  rates  per  mile, 
gross  and  net  receipts  i>er  mile,  gross  and  net  earnings  per  mile,  and 
the  distribution  of  the  same,  as  well  as  the  wages  paid  ana  distribution 
of  the  same  with  those  of  foreign  railroads. 

Fifth.  State  the  number  of  miles  of  standard  and  narrow  gauge  rail- 
road in  the  United  States  on  June  80,  190.*),  nuinb(»r  of  cars  and  loco- 
motives, value  of  the  same,  and  value  of  all  railroads  and  railroad 
property,  area,  population,  and  number  of  miles  of  railroad  in  each 
State  and  Territory  of  the  United  States,  number  of  miles  of  railroad 
in  the  Southern,  Northern,  Middle  West,  and  Pacific  coast  States,  the 
avemge  freight  and  passenger  rates  in  periods  of  five  years  for  the  last 
thirty  vears,  as  compared  with  the  freight  and  passenger  rates  of  mil- 
roads  m  foreign  countries.  Number  of  railway  corporations  in  the 
United  States  and  mileage  of  each;  number  of  railroads  combined  into 
svstems,  and  what  territory  each  system  covers,  and  the  mileage 
thereof. 
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Sixth.  The  differentials  to  the  Atlantic,  Gulf,  and  Pacific  coast  port«- 
from  interior  points  and  differentials  from  interior  points  to  other 
interior  points;  why  and  how  these  differentials  exist  and  are  main- 
tained and  the  results;  whether  their  maintenance  is  in  the  public 
interest,  and  if  they  should  be  abolished  would  the  results  be  favor- 
able or  unfavorable  on  the  shipment  of  agricultural  and  manufactured 
products  for  consumption  in  the  United  btates  and  for  foreign  use. 

Seventh.  The  distance  and  rates  of  freight  from  Missouri  and  Ohio 
river  points  and  principal  points  in  the  Southwest  and  Northwest  to 
the  Pacific,  Gulf,  and  Atlantic  seaports. 

Eighth.  The  average  through  rates  for  the   last  thirty  years    in 

geriods  of  five  years  on  all  products  from  interior  points  in  the  United 
tates  to  Europe,  South  America,  and  the  Orient.  Ocean  rates  on  grain 
and  manufactured  products  from  Atlantic  ports  to  Pacific  ports  as  well 
as  foreign  ports;  also  the  rates  partly  %  water  and  partlv  by  rail 
between  Atlantic  and  Pacific  ports.  Joint  through  rates  by  land  and 
water  to  and  from  important  points  in  the  United  States  and  to  and 
from  such  points  in  the  United  States  and  foreign  countries.  The 
joint  through  rates  on  products  of  the  United  States  shipped  over  the 
Canadian  and  Maxican  railroads;  the  rates  on  agricultural  and  man- 
ufactured products  shipped  from  the  United  States  and  Canada  for  the 
last  thirty  years  to  foreign  countries;  the  rates  by  all-water  shipments 
from  Chicago  and  other  lake  points  to  Europe  and  South  America; 
the  i*ates  on  grain  and  other  agricultural  products  from  Canada  to 
European  ports,  as  compared  with  the  rates  in  the  United  States,  and 
on  grain  from  the  United  States  shipped  through  Canada  to  foreign 
countries. 

The  joint  rates  to  Pacific  and  Atlantic  ports  on  agricultural  and 
other  products  shipped  partly  through  Canada  and  partly  through  the 
United  States.  Tne  average  export  and  import  rates  for  the  last 
thirty  3^ears,  in  periods  of  ten  years,  on  all  products  shipped  to  and 
from  the  United  States.  The  through  import  rates  from  foreign 
countries  and  export  rates  to  foreign  countries  on  agricultural  and 
other  products  as  compared  with  the  rates  on  same  products  shipped 
to  points  in  the  United  States  for  domestic  consumption.  The  avei'age 
ocean  rates  from  all  Atlantic,  Pacific,  and  Gulf  ports  to  foreign  coun- 
tries as  far  as  can  ))e  obtained,  for  the  last  thirty  years,  in  periods  of 
five  years. 

Ninth.  What  lias  been  the  reduction  of  passenger  and  freight  rates 
on  the  railroads  of  the  United  States  as  compared  with  those  on  foreign 
railroads,  for  the  last  thirty  years,  in  periods  of  five  years. 

Tenth.  Changes  in  commoility  and  car-load  rates  and  in  the  classifi- 
cation of  freiirht  in  the  last  thirtj^  yeai-s,  and  the  results  from  such 
changes. 

Eleventh.  The  percentage  of  advantage  to  points  reached  by  joint 
rail  and  water  rates  or  all  water  rates  over  those  reacheil  only  by  mil. 

Twelfth.  State  the  average  capitalization,  bonded  cost  and  stock  cost 
per  mile  of  railroads  in  the  United  States.  The  average  cost  of  railway 
material  and  equipment,  and  the  average  capacity  of  freight  and  pas- 
senger cars  for  the  last  thirty  years,  in  periods  of  five  years.  Average 
wages  paid  for  the  last  thirty  years,  in  periods  of  five  years,  to  rail- 
way employees,  whether  the  same  has  increased  or  decreased,  and  dis- 
tribution of  the  same;  also  percentiige  of  increase  in  the  number  of 
employees  during  the  same  period. 
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The  increase  in  the  mileage  and  rolling  stock  of  railroads  during  the 
last  thirty  years  and  the  increase  in  the  passenger  and  freight  traffic 
in  the  same  time. 

The  percentage  of  increase  in  revenue  during  the  last  thirty  years, 
and  from  what  source  is  this  increase  in  revenue  derived;  also  per- 
centage of  increase  in  expenditures  and  to  what  this  increase  is  aue. 

The  increase  in  cost  or  labor  and  whether  the  same  is  due  to  an 
average  advance  in  wages,  also  the  increase  or  reduction  in  the  cost  of 
fuel. 

The  average  pay  of  railway  employees  in  the  United  States  as  com- 
pared with  those  of  foreign  countries;  the  average  pay  of  en^inemen, 
firemen,  conductors,  office  clerks,  station  agents,  and  machmists  as 
compared  with  like  employees  on  railroads  in  foreign  countries. 

The  increase  in  railway  equipment  for  the  last  thirty  years,  in 
periods  of  five  yeai*s,  and  the  aggregate  cost  of  the  same;  also  cost  of 
the  safety  appliances  required  by  law,  and  cost  of  their  maintenance. 

During  the  last  thirty  years  what  railroad  companies  in  the  United 
States  paid  interest  on  bonds  and  dividends  and  those  that  did  not; 
and  the  years  in  which  interest  and  dividends  were  paid  and  the  years 
not. 

What  railroads  during  the  last  thirty  years  have  been  reorganized 
by  going  into  the  hands  of  a  receiver  or  otherwise,  and  state  their 
mileage  and  capitalization.  ' 

State  the  number  of  stock  and  bondholders  of  railroads  and  number 
of  employees  and  their  compensation;  also  corporations  holding  the 
bonds  and  stock  of  said  railroads  for  the  year  ending  June  30,  1906. 

How  much  or  what  percentage  of  the  gross  earnings  of  railroads  in 
1904  went  to  pay  employees,  to  purchase  fuel,  to  pay  taxes,  interest 
on  bonds,  and  how  much  went  to  pay  dividends. 

What  has  been  the  percentage  of  increa^^e  in  the  value  of  railroads, 
increase  in  their  gross  and  net  income,  in  the  last  ten  years. 

Thirteenth.  State  how  the  gross  earnings  of  railroaas  in  the  United 
State  were  distributed  in  1904  and  1905,  if  available,  and  what  propor- 
tion labor  and  capital  shared  in  the  gross  earnings  as  compared  with 
those  of  England,  Germany,  France,  Belgium,  Italy,  and  Switzerland. 

State  the  number  of  complaints  that  have  been  made  to  the  Inter- 
state Commerce  Commission  since  its  organization  and  how  many  have 
been  settled  without  formal  proceedings,  how  many  under  decisions  of 
the  Interstate.  Commerce  Commission,  and  how  many  by  suit;  how 
many  on  which  suit  has  been  brought  in  the  courts  have  been  for 
excessive  or  extortionate  rates,  and  what  disposition  has  been  made  of 
the  eases  appealed  from  the  decisions  of  the  Interstate  Commerce 
Commission  and  the  result;  the  time  cases  were  pending  before  the 
Commission  and  in  courts. 

Fourteenth.  State  whether  or  not  the  present  system  of  bookkeep- 
ing by  interstate  commerce  railroads  and  reports  now  required  b^  law 
can  be  improved  upon  and  a  better  and  more  uniform  system  adopted 
that  would  lead  to  the  detection  of  evils,  abuses,  discriminations,  and 
payments  of  rebates,  and  what  would  be  the  probable  cost  of  making 
any  change  in  the  present  method. 

iFifteenth.  Data  and  statistics  showing  accidents  and  deaths  on  rail- 
roads of  the  United  States  and  railroads  of  foreign  countries.  All 
data,  statistics,  and  figures  showing  the  prevention  of  accidents  and 
saving  of  life  by  the  adoption  of  the  safety  appliances  by  the  various 
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railroads,  in  pursuance  of  acts  of  Congress,  making  comparisons  with 
the  accidents  and  deaths  on  railroads  of  the  United  States  with  those 
of  foreign  countries. 

Sixteenth.  All  data,  facts,  figures,  and  information  showing  any 
►  preferences,  advantages,  discriminations,  rebates,  abuses,  evils,  and 
mjustices  growing  out  of  or  due  in  any  way  to  the  operation  of  rail- 
roads and  to  the  use  of  private  or  refrigerator  cars,  switching  or  ter- 
minal charges,  routing,  freight  and  connecting  arrangements  oetween 
railroads,  and  connecting  arrangements  and  contracts  between  inter 
state  railroads  and  lateral  or  branch  lines  connecting  with  such  inter- 
state railroads  or  trunk  lines  or  any  connecting  arrangements  or 
contracts  between  railroads  in  the  United  States  and  railroads  in  for- 
eign countries,  or  any  arrangements  made  by  and  between  railroads 
in  the  United  States  and  steamship,  lake,  and  river  lines  of  transpor- 
tation; also  the  usual  allowance  made  to  short  connecting  or  branch 
lines  by  interstate  or  trunk  line  railroads  for  originating  freight. 

Seventeenth.  How  much  does  the  present  average  freight  rate  on 
railroads  of  the  United  States  add  to  tne  cost  of  articles  and  products 
to  the  consumer;  and  how  much  does  the  average  freight  mte  on  for- 
eign railroads  add  to  the  cost  of  products  and  articles  to  the  consumer? 

Eighteenth.  Compare  results  of  transportation  in  States  that  have 
provided  by  law  for  regulation  of  rates  with  those  that  have  not;  and 
m  States  and  foreign  countries  where  governmental  regulations  have 
been  adopted,  what  has  been  the  result? 

The  information  asked  for  is  for  the  purpose  of  aiding  the  com- 
mittee and  furnishing  material  for  a  report,  as  above  stated.  The 
committee  does  not  desire  you  to  make  a  report  or  express  an  opinion 
or  any  conclusion  on  the  data,  statistics,  and  comparisons  you  may 
bring  together. 

It  is  earnestly  desired  by  the  committee  that  you  furnish  this  infor- 
mation to  the  committee,  in  proper  form,  at  least  three  weeks  before 
the  regular  session  of  Congress,  or  an  extm  session  if  one  should  be 
called.  It  is  my  purpose  to  call  the  committee  together  about  a  month 
before  Congress  meets  with  a  view  to  framing  a  bill  and  preparing  a 
report. 

Nineteenth.  All  data,  facts,  figures,  and  statistics  are  to  be  collected 
and  taken  only  from  oflBcial  sources,  and  where  they  can  not  be 
obtained  from  official  sources,  then  from  the  most  authentic  sources, 
all  sources  of  information  to  be  given. 

Very  truly,  yours,  S.  B.  Elkins. 


Washington,  D.  C. 
Hon.  Stephen  B.  Elkins, 

Clutirman  of  t lie  Senate  Committee  on  Interstate 
C(ym  nu-rce. 
Sir:  Pursuant  to  the  above  letter  of  instructions,  the 
undersigned  have  the  honor  to  submit  their  report.  It  has 
not  been  found  possible  in  the  short  time  at  our  dispostil  to 
answer  in  detail  every  question  contained  in  your  letter. 
Especially  is  this  true  concerning  the  request  for  a  com- 
pamtive  statement  of  the  methods  and  results  of  railway 


DIGEST   OF   HEABINQS   ON   RAILWAY  BATES. 


9 


operations  in  this  country  and  in  the  countries  of  Europe. 
A  cursory  comparison  could  of  course  have  been  maae, 
but  it  would  have  been  insufficient  for  the  purpose  for 
which  it  was  requested  on  account  of  the  radical  diflFer- 
ences  that  exist  oetween  the  character  of  the  industries 
served  by  the  railways  in  the  respective  countries  and  the 
marked  divergence  in  methods  of  administration  and  forms 
of  accounts. 

Completely  to  have  rendered  the  service  which  the 
letter  contemplates  in  this  regard  would  have  required 
a  detailed  and  comprehensive  investigation  into  the  legis- 
lativ^e  conditions  and  statistical  results  of  continental  rail- 
ways, as  also  the  operating  rules  and  financial  principles 
under  which  they  are  administered.  If  the  committee 
desires  exhaustive  information  of  this  class,  it  will,  in  our 
opinion,  be  necessary  to  provide  for  a  special  investigation. 

It  would  have  been  impossible  to  secure  many  of  tne  data 
in  this  report  in  time  for  the  use  of  the  committee,  had  it 
not  been  for  the  courtesy  extended  by  the  Interstate  Com- 
merce Commission.  The  compilation  of  internal  railway 
rates  was  made  in  the  auditor's  office  under  the  direction 
of  Mr.  J.  M.  Smith,  auditor  of  the  Commission;  the  sta- 
tistical tables  from  1880  to  1904  are  from  unpublished 
material  prepared  by  the  Division  of  Statistics;  while  the 
compilation  of  complaints  of  rate-cutting  is  based  upon  an 
examination  by  Mr.  Harold  M.  Bowman,  of  the  dockets  of 
both  formal  and  informal  complaints  submitted  to  the  Com- 
mission during  the  eighteen  years  of  its  existence,  now  in 
the  possession  of  the  secretary's  office. 

The  compilation  showing  the  Concentration  of  Railway 
Control  in  the  United  States  was  prepared  b}^  Mr.  William 
J.  Meyers,  from  data  in  the  office  of  the  Statistician  to 
the  Interstate  Commerce  Commission.  Acknowledgment 
should  be  made  of  the  assistance  rendered  by  Mr.  C.  C. 
McCain,  former  auditor  of  the  Interstate  Commerce  Com- 
mission, now  commissioner  of  the  Association  of  Lake 
Lines,  who  collected  and  compiled  the  freight  rates  for 
ocean  and  foreign  traffic  found  in  an  appendix  to  this 
report.  It  i3  also  proper  to  make  public  recognition  of 
the  courtesy  of  railway  officials  whose  answers  to  the  let- 
ters addressed  to  them  by  the  chairman  of  this  committee 
upon  long  and  short  haul  rates  and  import  mtes  are  to  be 
found  in  appendices. 

The  authors  of  this  report  have  held  constantly  in  mind 
the  present  legislative  situation,  so  far  as  the  relation  of 
Government  to  railways  is  concerned,  and  have  assumed 
that  the  committee  desires,  above  all  else,  its  comprehen- 
sive and  systematic  presentation,  whether  disclosed  in  the 
testimony  submitted  by  witnesses  that  have  appeared  be- 
fore the  committee,  in  the  records  of  the  administrative 
experience  of  the  Interstate  Commerce  Commission,  or 
in  the  decisions  of  the  courts  when  dealing  with  railway 
questions.     The  measure  of  the  usefulness  of  such  a  report 
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must  be  the  extent  to  which  it  gives  concrete  expression 
to  fundamental  principles  and  makes  plain  the  technical 
difficulties  attenaing  efforts  to  formulate  a  statute  which 
will  enforce  whatever  principles  have  Congressional  ap- 
proval. 

As  a  substitute  for  an  estimate  of  the  value  of  railway 
property  requested  in  your  letter,  attention  is  called  to 
Bulletin  21,  published  by  the  Bureau  of  the  Census,  upon 
A  Commercial  Valuation  of  Railway  Operating  Property 
in  the  United  States,  1904.  This  estimate  of  valuation 
was  made  under  the  joint  auspices  of  the  Interstate  Com- 
merce Commission  and  the  Bureau  of  the  Census.  It 
shows  the  commercial  v^alue  of  the  operating  property  as 
computed  for  the  year  1904  to  be  $11,244,852,000.  Its 
estimate  of  the  value  of  Pullman  cars  was  $51,000,000  and 
of  private  cars,  $72,000,000.  The  following  table,  taken 
from  that  report,  shows  the  distribution  of  this  estimated 
valuation,  exclusive  of  the  valuation  of  Pullman  cars  and 
private  cars. 


Table  1. — Showing  the  commercial  value  of  railway  property  devoted  to 
transportation  in  the  several  States  and  Territories  as  of  June  SOj  1904. 


state,  Territory,  or  District. 


United  states . 


aSll, 244 .852.000 


Alabama 

Arkanitafi 

California 

Colorado 

Connecticut , 

Delaware 

Florida 

Georgia 

Idaho 

Illinois 

Indiana 

Iowa 

Kan.sas 

Kentucky 

Louisiana 

Maine 

Maryland 

Massachusetts  . . . 

Michigan 

Minnesota 

MissisMippi 

Mis80un 

Montana 

Nebraska 

Nevada  

New  Hampshire . 

New  Jersey 

New  York 

North  Carolina  . . 

North  Dakota 

Ohio 

Oregon 

Pennsylvania 

Rhode  Island 

South  Carolina  .. 
South  Dakota  — 

TenneHsee 

Texas 


Commercial 
value  of  rail- 
way operating 
property  as  of 
June  30,  1904. 


Per  cent  I 
of  total  jRank 
for      !    of 

United  iState. 

States. 


I 


Number  of 

miles  of 
single  track 


Average 

value 
per  mile. 


100.000  1 213,932.13  1      »52,600 


150,211,000 
124,626,000 
350,694,000 
198,261.000 
106,369,000 
17,285,000 
80.467,000 
156,603.000  I 
91,877,000  I 
805,a57,000 
375,541.000  I 
344,847,000  i 
356,356,000 
155,772,000  ' 
12.3.401.000  1 
80,146.000  I 
132,342,000  I 
2.T0.052.000  I 
277,597,000  , 
466,734,000  • 
107,884,000 
309,768,000 
1%,  209. 000  I 
2(»,170,000  I 
43.745.000  I 
79,786.000  1 


0333,568,000 


«  898, 222, 000 

113,146,000  i 

123,390,000  I 

6^9,797,000  I 

7.5,661,000  ' 

1.420.608,000  ! 

25,719.000  I 

75.500.000  ' 

49.646.000  1 

131,166.000  I 

237.718.000  . 


1.336  ' 
1.109  I 
3. 119  i 
1.7fr4  I 

.937 

.154  ! 

.716  I 
1.392 

.817  ! 
7.159  i 
3.340 
3.067 
3.159  I 
1.385  1 
1.097 

.718 
1. 177  I 
2.224  I 
2.469 
4.151  I 

2.755 
1.745  I 
2.340  I 
.389  , 


2.966  1 
7.988 
1.006  I 
1.097  I 
6.134 

.673  I 

12.633  I 

.229  I 

.671 

.441  I 

1. 167  I 

2.114  ! 


24 

27  I 

8| 
19; 
32  I 
49  1 
37  I 
22  I 
34 
3  I 
^  i 


28  i 
38  ' 

25  I 

15  I 

13  , 
5 

31  I 
11  , 
20 

14  I 
46 
39 
10 

2 

30 
29 

4 

«i 

48  I 
43  I 
45 

26  ' 

16  I 


4,669.35 
4,126.44 
6.262.54 
4, 976. 24  I 
1,017.72  I 
335.93  I 
3,555.84 
6,304.72 
1,461.53 

11,622.74 
6.917.85 
9,859.23 
8. 811. 43 
3.253.00 
3,898.74  I 
2,021.58 
1,421.10 
2,118.75 
8, 6tK).  29 
7.811.04 
3.480.25 
7.711.05 
3.267.10  , 
5,  S20. 8H 

9S6.56  I 
l,27.r97 
2. 277. 8.^> 
8. 297. 29 
4.07.5.00 
3.190.77 
9,1%.S8 
l,736.Ji4 

11.023.24 
211.89 
3. 17.'>.  2K 
3.047.14 
3. 4S0. 8;i 

11.S4H.03 


32,200 
30,200 
66,000 
39,800 
103.500 
51.500 
22.600 
24.800 
62,900 
69,300 
54,300 
35.000 
40.400 
47.900 
31,600 
39.600 
93,100 
118,000 
32. 100 
59,800 
31.000 
40. 200 
60,100 
4o,200 
44,  .'100 
62,  .500 
146.400 
108.300 
27.800 
38,700 
75,000 
43,  rKH) 
12H,  IHH) 
121.400 
2.3.  800 
16,300 
37,700 
20,100 


a  Exclusive  of  Jersey  City  ferries  of  the  Pennsylvania  Railroad  sy.stem.    The  vahie 
of  this  ferry  property  is  15.698,000. 
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Table  1, — Shomng  the  cammtrcial  luilue  of  railway  property  devoted  to 
transportation  in  the  several  States  and  Territories,  etc. — Continued. 


Commercial 
value  of  rall- 


Per  cent 
of  total 


State.  Territory,  or  District.!  way  operating  |      for 


51 


roperty  as  o! 
nne  30, 1904. 


United 
States. 


Rank!   Number  of 

of    I      miles  of 
State,  single  track. 


I 


Utah ;  «90.326,000  ; 

Vermont 37,311.000  .332 

Virginia I  211,315,000'  1.879 

WMhinirton 182,837,000'.  1.026 

West  Virginia 201,799,000  1.795 

Wisconsin I  284,510,000  2.630 

Wyoming 100,307,000^  .892 

Alaska 100,000!  .001 

Arizona 68,356,000!  .608 

District  of  Columbia ,  6, 578, 000  !  .  (M9 

Indian  Territory 79,406,000  i  .706 

New  Mexico 86.400,000  .768 

Oklahoma 78,668.000  .700 


I 


35 

47 

17 

21  ; 

18  i 

12 

33  • 

51 

44 

50! 

40 

36 

41 


1,779.69 
1,063.25 
3,932.33 
it,  356. 83 
2,836.83 
7,048.76 
1,247.70 

27.79 
1,751.35 

32.00 
2,532.00 
2,504.66 
2,611.03 


Average 

value 
per  mile. 


$50,800 
35,100 
53,700 
54,500 
71,000 
40,400 
80,400 
3,600 
39,000 

174,800 
31.400 
34,500 
30,100 


This  Bulletin  contains  an  explanation  of  the  method  of 
arriving  at  the  figures  submitted  in  the  above  summary. 
As  bearing  upon  their  correct  interpi'etation,  the  follow- 
ing quotation  is  pertinent: 

The  valuation  submitted  in  this  report  may  be  properly  defined  as 
the  commercial  value  of  property  used  by  railways  in  connection  with 
the  business  of  transportation.  By  "commercial  value"  is  meant  the 
estimate  placed  upon  the  worth  of  property  regarded  as  a  business 
proposition.  This  must,  of  course,  be  the  market  estimate  and  not 
the  arbitrary  estimate  of  a  public  official.  The  two  fundamental  con- 
siderations by  which  the  market  is  influenced  in  placing  a  value  up>on  censtu  Bulle- 
property  when  bought  or  sold  are  the  expectation  of  income  arising  tin  No.  21,  p.  8. 
from  the  use  of  the  property  and  the  strategic  significance  of  the 
property.  These  two  considerations  are  made  the  basis  of  the  valua- 
tion of  railway  property  submitted  in  this  report.  The  material  made 
Ufle  of  in  this  valuation  is,  first,  the  operating  and  financial  accounts 
of  the  railways;  second,  inter-railway  contracts  and  agreements,  and, 
third,  the  published  records  of  the  stock  market. 

This  is  no  place  to  enter  upon  a  discussion  of  the  nature  and  classi- 
fication of  different  kinds  of  value,  but  a  word  of  caution  may  be 
allow^ed  in  order  to  guard  against  an  unwarranted  use  of  the  figures 
here  submitted.  The  commercial  valuation  of  railway  property,  in  so 
far  as  it  depends  on  income  arising  from  the  sale  of  tran8{X)rtation,  is 
the  result,  among  other  thin^,  of  an  established  schedule  of  freight 
and  passenger  rates,  from  which  it  follows  that  such  a  valuation  can 
not  be  used  for  determining  the  reasonableness  or  unreasonableness  of 
the  rates  in  question.  The  solution  of  the  rate  problem  demands  a 
separate  valuation  of  the  physical  property. 

The  importance  of  a  comparative  study  of  the  conflict- 
ing opinions  of  witnesses  relative  to  fundamental  indus- 
trial principles  of  general  application  becomes  evident 
when  it  is  recognized  that  they  are  regarded  as  the  con- 
trolling considerations  for  the  adoption  or  leiection  of  the 
plans  for  remedial  legislation  to  be  considered  by  the  com- 
mittee. 

ECONOMIC    PRINCIPLES. 


Any  discussion  that  ])ringH  into  prominence  the  relation 
of  government  and  industry  is  forced  to  place  a  compara- 
tive estimate  upon  two  agencies  for  the  control  of  indus- 
trial conduct.     These  agencies  are  voluntary  association 
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and  governmental  supervision.  The  fonner  relies  for  effi- 
ciency upon  the  mutual  interest  of  contracting  parties; 
the  latter  brings  into  play  all  those  familiar  rules  and 
maxims  that  are  suggested  by  the  term  ''public  policy.'^ 

Those  who  rely  upon  the  former  believe  that  industry 
contains  within  it«elt  means  for  the  correction  of  the  evils 
which  its  progress  develops,  while  those  who  support  the 
latter  believe  tnat  the  agencies  of  enlightened  government 
can  exercise  a  sufficiently  intelligent  and  far-sighted  con- 
trol over  business  to  enable  the  htate  to  eliminate  all  evils 
of  which  complaint  may  justly  be  made  and  to  promote 
general  social  welfare.  The  testimony  submittea  to  the 
committee  discloses  a  wide  muge  of  opinion  so  far  as 
fundamental,  industrial,  and  economic  pnnciples  are  con- 
cerned. 

Those  witnesses  who  oppose  the  further  extension  of 
statutory  restraints  upon  the  administration  of  railway 
properties  argue  that  the  commercial  restraints  are  ade- 
quate, that  competition,  if  not  that  of  rival  routes,  at  least 
tnat  of  markets  and  of  consumers  and  producers,  is  both 
permanent  and  efficient,  and  that  the  public  finds  more 
effective  protection  against  maladministration  of  railway' 
property  m  the  enlightened  self-interest  of  railway  officers 
and  owners,  on  the  one  hand,  and  that  of  the  traveling  and 
shipping  public  on  the  other,  than  it  could  have  at  the 
hanas  or  any  administrative  agency. 

The  advocates  of  further  legislation,  on  the  other  hand, 
urge  that  the  commercial  restraints  contemplated  by  the 
common  law"  of  industry  fail  to  work  satisfactorilv  when 
applied  to  the  business  of  railway  transportjition,  tliat  the 
regime  of  free  contract  neither  can  nor  does  apply,  and 
that  there  is  frequently  a  conflict  between  the  private 
interest  of  a  railway  corporation  and  the  public  interest  of 
the  community  which  the  corporation  serves.  These  diver- 
gent opinions  are  fundamental  to  the  proper  appreciation 
of  the  question  under  consideration  and  for  that  reason 
may  be  given  somewhat  at  length. 

The  president  of  the  Boston  and  Maine  Railroad  says: 

Mr.  Tuttle,  Self-interest  to  the  railroad  is  a  governing  factor  in  this  matter. 
There  is  no  mystery  alx)ut  the  management  of  a  railroad  or  itn  opera- 
tion. Its  business  must  l)e  conducted  upon  exactly  the  sjiuie  lines  a8 
any  other  trade  or  commercial  business  in  the  world.  It  depends  for 
its  life,  for  its  income,  upon  the  transportation  of  the  proi>erty  of  its 
customers. 

Another  witness  urges  that  '*the  principle  of  copart- 
nership precludes  anything  of  that  sort'' — that  is  to  say, 
anv  disregard  of  the  interest  of  the  public  and  the  shipper. 

The  president  of  the  Great  Northern  Railroad  says: 

Mr. HIU,  1474.  You  (that  is  to  say,  the  railroad  manager)  must  enable  the  man 
who  lives  on  a  farm,  or  works  in  the  fort»st,  or  in  the  mine.**,  to  carry 
on  his  work  with  a  profit  or  he  will  cease  to  work  and  your  investment 
becomes  worthless.  *  *  ♦  You  art^  chargeil  with  the  prosperity 
of  every  man  on  the  line  of  the  road,  if  he  works. 

Another  form  in  which  this  same  idea  is  presented  is 
that  there  is  nothing  so  peculiar  about  the  manufacture 
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etS-  and  sale  of  traDsportation  as  to  warrant  the  proposed 

ie>:  treatment  at  the  hands  of  Congress.     The  adjustment  of 

and  rates  through  the  agency  of  traffic  officers,  it  is  claimed, 

v."  is  an  adjustment  in  response  to  natural  law. 
.irv  The  president  of  the  Delaware  and  Hudson  Canal  Com- 

vii>  pany  says: 

^""^  The  transportation  service  is  similar  to  any  other  service,  and  ita  ^JI'-.^Wilcox 

lenl         price  can  not  he  successfully  controlled  by  statute,  but  must  depend^''*"  *'"* 
•on-         on    *    *    *    natural  laws.    The  most  potent  cause  of  the  downward 
'^.*|^         course  of  rates  in  the  past  has  been  not  the  statutes  nor  the  Commis- 
sion, but  the  pressing  commercial  necessities  of  shippers  and  con- 
sumers, and  the  efforts  of  traffic  officials  to  meet  them. 


lOtP 

tht- 
r  a- 

:-on- 


va\ 


:•■! 


,8688. 


The  president  of  the  Illinois  Central  Railroad  expresses 
his  views  as  follows: 


The  witness  denies  that  traffic  managers  have  any  con- 
trol over  rates,  as  may  be  read  from  what  follows: 


I  We  have  had  a  free  contest,  so  far,  but  under  this  bill  (the  Esch-    Mr,  Fiah,  277. 

,-,j  >      Townsend  bill)  it  is  sought  to  put  the  power  of  fixing  rates  in  the 
hands  of  a  Government  commission  which  is  going  to  hamper  the  con- 
^.  -      '     test  and  bring  in  as  controlling  the  situation,  in  lieu  of  supply  and 
^**'-         demand  the  world  over,  the  ipsi  dixit  of  a  Government  official. 

>tii 

.^^     {        Senator  Newlands.  The  railroad  companies  do  have  some  people, 
however,  who  fix  these  rates,  do  they  not? 

Mr.  Fish.  They  find  a  certain  number  of  elements  in  the  problem  Mr,  Fiah,  280. 
and  then  they  work  out  the  problem,  that  we  can  move  a  certain  com- 
it'  modity  at  a  certain  rate;  the  conditions  are  such  that  in  order  to  move 

it  it  is  necessary  to  do  certain  thin^,  and  when  we  can  do  those 
things  and  meet  those  conditions  then  we  contract  to  make  that 
movement 

The  Chairman.  It  is  the  conditions  that  govern? 

Mr.  Fish.  The  conditions  govern. 

The  chairman  of  the  trade  and  transportation  committee 
of  the  New  York  Produce  Exchange  urges  that  railways — 

*    *    *    Should  be  permitted  to  find  their  basis  in  the  compe- 
tition of  the  day,  which  from  the  nature  of  things  must  govern  the 
carriers  so  long  as  they  are  free  to  establish  the  rates  in  the  interest    Mr.  Parker, 
of  territorial  and  industrial  development,  and  uix)n  which    *    *    *  '^^^*' 
the  continue<1  expansion  of  our  commercial  interests  are  primarily 
dependent. 

One  further  quotation  ma>'  be  permitted,  as  it  indicates 
the  machinery  through  which  the  private  interest  of  the 
corporations  may  become  enlightened: 

There  are  several  thousand  of  these  general  officers,  and  each  of -g^*"-  Vining, 
them  has  under  him  a  large  force  of  station  agents  and  other  employees 
to  report  t^>  him  and  assist  him  in  the  proper  performance  of  his  work. 

These  men  are  scattered  throughout  the  country  from  one  boundary 
to  the  other,  and  there  is  no  place  of  any  importance  whatever  that 
has  not  at  least  a  station  agent  who  is  interested  in  the  prosperity 
of  his  town,  which  necessarily  involves  the  prosperity  of  its  manufac- 
tarers  and  producers.  He  is,  therefore,  prepared  to  listen  to  any  rep- 
resentation that  these  may  make  as  to  disadvantages  whi(!h  limit  their 
business  and  as  to  proposed  changes  by  which  it  could  be  increased. 
These  are  reported  to  the  railroad  heatlquarters,  and  it  is  the  business 
of  the  head  of  the  traffic  department  to  give  them  prompt  and  careful 
consideration.  Woe  be  to  him  if  he  does  not!  His  position  is  natu- 
rally dependent  upon  his  success  in  assisting  in  the  development  of 
the'nataral  resources  of  his  road.  If  the  business  does  not  increase, 
the  railroad  directors  naturally  look  about  for  another  man  who 
knows  how  to  bring  about  an  increase,  and  the  incompetent  traffic 
man  thus  soon  loses  his  place. 
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If  the  economic  theory  suggested  by  the  above  quota- 
tation  approves  itself  to  Congress  (and  this  theory  was 
expressed  either  directly  or  by  implication  by  a  large 
number  of  witnesses  who  appeared  before  the  committee) 
it  is  evident  that  the  current  demand  for  further  statu- 
tory restmint  is  both  illogical  and  impolitic. 

Not  all  the  witnesses,  however,  subscribed  to  this  theory 
of  industrial  control,  although  but  few  expressions  in  op- 
position to  it  are  to  be  found.  A  member  of  the  Inter- 
state Commerce  Commission  expressed  himself  as  follows: 
^r.  Clements,  j  ^^  ^^^  know  any  other  department  of  life,  any  other  line  of  busi- 
ness, in  which  *  *  *  the  law-making  power  leaves  the  interest 
of  one  party  *  *  *  to  the  protection  of  the  self-interest  of  the  other 
party.  It  would  hardly  be  assumed  to  be  found  a  sound  basis  for  the 
ascertainment  and  administration  of  justice  anywhere  else  ♦  *  * 
that  the  rightful  and  lawful  interest  of  one  party  to  the  transaction 
can  be  left  for  its  protection  to  the  self-interest  of  the  other  party. 

The  absence  of  more  direct  testimon}^  against  the  doe- 
trine  of  enlightened  self-interest  is  not  to  be  interpreted, 
however,  as  a  concession  on  the  part  of  the  majority  of 
witnesses  that  commercial  considemtions  are  an  adequate 
guamnty  of  fair  and  equal  relations  betw^een  the  i^ailways 
and  their  patrons  or  of  a  wise  administration  of  railway 
property  from  the  public  point  of  view. 

Trie  testimony  contains  many  arguments  and  complaints 
that  imply  the  contrary  view.  Frequent  reference  is  made 
to  the  extent  to  which  concentration  of  railway  control 
has  V)een  carried  by  meaiis  of  consolidations,  contracts, 
and  common  understandings;  a  tendency  in  railwav  affairs 
which  can  have  no  bearing  upon  the  problem  In  hand 
unless  in  sup|X)rt  of  the  contention  that  these  consolida- 
tions, contracts,  and  understandings  have  resulted  in  a 
virtual  mastership  of  the  situation  b}^  the  railways  and 
that  this  condition  constitutes  a  monopoly  power  and 
exposes  the  shippers  and  the  public  to  the  possibility  of 
an  abuse  of  whatever  power  that  monopoly  gives.^ 

The  doctrine  that  private  interest  guarantees  a  just  use 

of  industrial  property  wa.s  developed  as  an  essential  part 

of   English  classical   political  economy  at   a  time   when 

normal  competition,  except  as  limited  bv  law  and  custom, 

fairly  controlled  industrial  conditions,     but  it  is  contended 

by  all  who  demand  that  railway  operations  should  be  placed 

under  unusual  restraints  that  normal  competition  of  the 

Mr  Baoon  1781 ''^^'^P'^  type  no  longer  pertains   to  the  situation    under 

■  which  American  railways  are  administered.     So  far  as  this 

2^''  P'<>^*y'is  admitted  it  becomes  logically  necessary  for  those  who 

oppose  legislative  supervision  to  find  a  substitute  for  the 

«As  to  the  extent  of  consolidation  see  Apj^endix  VI.  Also  testi- 
mony, pp.  12, 42,  55,  56, 136,  295,  779,  873, 908, 985, 989, 1064, 1138, 1424, 
1427, 1429, 1430, 1431, 1432, 1689, 1869,  2322,  2879,  2880,  3255,  3411,  3472, 
3531,  :^38,  3640.  As  to  its  effect,  see  testimony,  pp.  228,  259,  280,  290, 
842,  846,  890,  891,  913,  914,  915,  948,  985,  1002,  1062,  1063,  1065,  1137, 
1138, 1139, 1232, 1428, 1429, 1430,  1431,  1443, 1452, 1453, 1568,  1629, 1652, 
1655, 1683, 1781, 1963, 1977, 1996,  20ai,  2200,  2835,  2879,  3064,  3275,  3276, 
3435, 3436,  3516. 
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►Id  and  simple  type  of  competition  in  order  to  preserve 
itality  to  the  argument  that  when  railways  and  their 
patrons  seek  their  own  respective  interests  they  contribute 
n  the  highest  practical  degree  to  the  collective  interests 
>£  the  community. 

The  substitute  suggested  in  the  testimony  is  what  is    Mr.  Fi«h,  280; 
ermed  " competition  of  the  market"  which  presents  itself  J^^ '^\^4*;  gj; 
n  two  forms.     The  first  of  these  is  found  m  the  world's  Htnes,  i^',  lotej 
lemand  and  the  world's  supply  of  commodities,  and  places  hIs;  Mr.ilatter; 
■eliance  upon  the  fact  that  the  necessity  of  participation  \^.  Mr.vinSg; 
w  this  country  in  the  openitions  of  the  worla  s  market  isiessi  M^Raml 
he  ruling  consideration  tor  this  adjustment  of  an  important  Mr.'  Yorhy^l 
;lass  of  domestic  rates.     The  second  pertains  to  the  domes-  ^i  ^j^b^S' 
ic  market,  and  is  found  in  the  struggle  of  producers  and  2970!  Mr.  Elliott,* 
ihippers  in  the  various  parts  of  the  country  to  sell  goods  FifeV,  ^Mtli;  Mrl 
)ver  as  large  a  territory  as  possible  and  that  of  consumers  ^®'^^^™^'*^*- 
X)  obtain  their  supplies  at  the  lowest  possible  cost.     This 
■orm  of  competition,  it  is  claimed,  is  adequate  to  render. 
iie  service  under  modern  conditions  which  competition  of 
:he  other  sort  was  supposed  to  render  by  those  publicists 
«rho  developed  the  doctrine  of  enlightened  self-interest. 

The  existence  of  this  phase  of  competition  is  admitted 
)y  those  who  advocate  legislative  supeiTision  over  rail- 
j?ays,  but  they  claim  that  it  is  a  vanishing  force. 

Senator  Dolliveb.  Do  you  mean  to  say  that  that  kind  of  competi- 
ion — that  is  to  say,  market  competition  between  the  Missouri  Pacific 
ind  the  Northwestern — in  a  case  like  that  has  disappeared? 

Mr.  Prouty.  Certainly,.  I  do,  to  a  very  great  extent;  I  do  not  mean    Mr.  Prouty, 
»  say  entirely.     I  do  not  mean  to  say  it  has  disappeared  to  the  same  2879. 
ixtent  that  competition  in  the  rate  has,  because  that,  for  all  practical 
>arpo9e8,  has  absolutely  disappeared  in  the  United  States.     I  do  not 
>retend  to  say  that  competition  in  facilities,  market  competition,  has 
iioippeared,  but  I  say  it  is  disappearing. 

This  doctrine  of  enlightened  self-interest  was  urged 
t)efore  the  Senate  committee  of  1886,  the  report  of  which 
8?as  made  the  basis  of  the  ''Act  to  regulate  commerce"  of 
L887.  The  following  is  quoted  from  the  Senate  report  of 
1886  and  indicates  the  conclusion  to  which  the  committee 
name  at  that  time  with  regard  to  the  line  of  argument 
nade  so  prominent  in  the  present  testimony: 

It  is  argued  by  railroad  representatives  that  arbitrary  or  oppressive 
•utes  cannot  be  maintained;  that  they  are  adjusted  and  sufficiently 
legulated  by  competition  with  rival  roads  and  with  water  routes,  by 
»mmercial*  necessities,  by  the  natural  laws  of  trade,  and  by  that  self- 
ntereet  which  compels  the  corporations  to  have  due  regard  to  the 
vants  and  the  opinions  of  those  upon  whom  they  must  depend  for 
NisineeB;  that  such  discriminations  as  exist  are  for  the  most  part 
mavoidable;  that  the  owners  and  managers  of  the  property  are  the 
)e8t  judges  of  the  conditions  and  circumstances  that  affect  tne  cost  of 
ransportation  and  should  determine  the  compensation  they  are  entitled 
o  receive;  and  that,  in  any  event,  the  common  law  affords  the  shipper 
in  ade<}uate  remedy  and  protection  against  abuse  or  any  infringement 
»f  his  rights. 

This  answer  foils  to  recognize  the  public  nature  and  obligation  of 
he  carrier  and  the  right  of  the  people,  through  the  governmental 
oithority,  to  have  a  voice  in  the  management  of  a  corporation  which 
performs  a  public  function.     Nor  do  the  facts  warrant  the  claim  that 
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competition  and  self-interest  can  be  relied  upon  to  secure  the  shipper 
against  abuse  and  unjust  discrimination,  or  that  he  has  an  available 
and  satisfactory  remecy  at  Common  Law. 

If  it  found  that  the  Common  Law  and  the  courts  do  not  in  fact  afford 
to  the  shipper  an  effective  remedy  for  his  fijievance  we  have  no  need 
to  inquire  to  what  extent  grievances  may  exist.  The  complicated 
nature  of  the  countless  transactions  incident  to  the  business  of  trans- 
portation makes  it  inevitable  that  disagreements  should  arise  between 
the  parties  in  interest,  and  it  is  neither  just  nor  proper  that  disjjuted 
questions  materially  affecting  the  business  operations  of  a  shipper 
should  be  left  in  the  final  determination  of  those  representing  an  op- 
posing financial  interest.  When  such  disagreements  occur  the  shipper 
and  the  carrier  are  alike  entitled  to  a  fair  and  impartial  determination 
of  the  matters  at  issue,  and  by  all  the  principles  governing  judicial 
proceedings  the  most  fair-minded  railroad  oflficial  is  disqualified  by  his 
personal  interest  in  the  result  from  giving  such  a  determination. 

8W?''Mfl^i«or»-  I^  ^^y  ^*^®  \>een  true  in  1887  that  the  doctrine  of  en- 
wotz,ai*8i6,«i7;  lightened  self-interest  was  advanced  by  the  carriers  in  such 
««•  Mr.  iinS*^  wav  as  to  amount  to  a  denial  of  ''  the  public  nature  and 
TOto  m?-  ^r' ^^'^S^^^^"  ^^  ^^®  carrier."  No  such  denial  appears  in  the 
Pecit,  1279,'  1863-  present  testiraony.  Witnesses  on  behalf  of  the  i*ailways 
Mr.  Bird,  2250.  \^^yQ  repeatedly  admitted  the  right  of  public  regulation 
and  all  of  them  have  addressed  tneir  arguments  solely  to 
the  question  of  expedienc3\ 

One  view  of  the  point  which  Congress  is  called  upon  to 
decide  is  expressed  by  the  chairman  of  the  Interstate 
Commerce  Commission  in  discussing  the  importance  to 
the  country  at  large  of  the  rate-making  power.     He  says: 

Mr.  Knapp,     Do  you  realize  what  an  enormous  power  that  is  putting  into  the 
^^*'  hands  of  the  railroads?    That  is  the  power  of  tearing  down  and  build- 

ing up.  That  is  the  power  which  might  very  largely  control  the  dis- 
tnbution  of  industries,  and  I  want  to  say  in  that  connection  that  I 
think  on  the  whole  it  is  remarkable  that  that  power  has  been  so 
slightly  abused.  But  it  is  there.  My  esteemed  friend,  Mr.  Elliott, 
has  just  told  you  that  the  rates  on  wool  from  Montana  must  be 
adjusted  with  reference  to  the  rates  on  wool  from  Kentucky.  Well, 
grant  it.  But  suppose  he  should  see  fit  to  adjust  his  rates  on  wool  so 
that  they  moved  to  the  Pacific  coast  and  it  became  for  the  interest  of 
his  railroad  to  change  the  adjustment.  Is  that  to  be  left  entirely  to 
his  judgment?  After  all,  are  the  railroads  to  be  left  virtually  free  to 
make  such  rates  as  they  conceive  to  be  in  their  interests?  Undoubt- 
edly their  interest  in  large  measure  and  for  the  most  part  is  the  inter- 
est of  the  communities  they  serve.  Undoubtedly  in  large  measure 
and  for  the  most  part  they  try  as  honestly  and  as  conscientious! v  as 
men  can  to  make  tair  adjustments  of  their  charges.  But  suppose  they 
do  not.  Is  there  not  to  be  any  redress  for  those  who  suffer?  That  is 
really  the  question. 

It  is  not  possible  to  entertain  a  consistent  opinion  rela- 
tive to  remedial  legislation,  such  as  is  now  pressed  upon 
the  attention  of  Congress,  without  assuming  a  definite  point 
of  view  with  regard  to  the  extent  to  which  reliance  may  be 
placed  upon  commercial  conditions  and  commercial  forces 
m  the  regulation  and  control  of  railvyay  operations,  as  well 
as  upon  the  wisdom  and  precision  with  which  remedies  in- 
volving the  exercise  of  political  power  can  be  applied. 

HISTORICAL   SKETCH   OF   RAILWAY   DEVELOPMENT. 

*  Considerable  light  may  be  thrown  upon  the  character 
and  scope  of  the  problem  of  railway  legislation  by  a  cur- 
sory sketch  of  the  development  of  railways  in  the  United 
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States.  The  sketch  here  submitted  is  confined  by  the  pur- 
pose for  which  it  is  undertaken  to  a  considemtion  of  the 
le^slative  history  of  inland  transportation. 

It  makes  no  reference  to  mechanical  changes  and  tech- 
nical development,  except  so  far  as  they  are  reflected  in 
^  railway  operations  or  give  character  to  the  legislative 

^1  problem  now  brought  to  the  cx)nside ration  of  Congress; 
P^^  nor,  on  the  other  nand,  does  it  include  extended  state- 
^•r"  >  ments  of  the  manner  in  which  railway's  are  oi)erated  or  of 
;^i  the  statistical  results  of  such  operation.  In  an  a{)pendix  Appcnduvni. 
cii.  1  will  be  found  certain  statistical  tables  which  exhibit  the 
^  I  growth  of  railways  since  1830  and  the  results  of  their 
I  operation  since  1880,  so  far  as  equipment,  employment, 
er  I  capital,  income  and  expenditure,  tonnage,  and  accidents 
u2  1      are  concerned. 

iii^i  I         The  legislative  history  of  inland  transjwrtation  in  the 

rbr        United  States  divides  itself  into  four  periods,  as  follows: 

i\-  First.  The   period   prior  to   I880.  when   reliance  was 

ioc         placed  upon  Congress  for  the  development  of  those  large 

t"        schemes  of  inland  communication  which,  prior  to  1850, 

j       were  familiar  to  public  men  under  the  name  of  '^  internal 

t*    !      improvements." 

ite  T  Second.  The  period  from  1830  to  18.'»0,  at  the  beginning 
t<  i  of  which  chief  reliance  was  placed  upon  the  States  for  fur- 
■>  nishing  the  public  with  facilities  for  inland  tmnsportation. 

h^  :  It  was  during  this  period  that  the  idea  that  railways  might 
i«i-  :i  perform  services  eciuivalent  to  those  for  which  canals  had 
-t:  seemed  the  sole  reliance  was  developed,  and  with  it  the 
j^^  belief  that  corporations  might  be  substituted  for  Statics 

rt.  agency  in  financing  enterprises  of  this  class.     The  period 

^•^  •  is  marked  by  the  rise  of  industrial  corporations  and  the 
*^  decline  of  governmental  initiative  in  industry. 

[^,'  r  Third,  tne  period  from  1850  to  1870,  during  which  the 
t,'  railway  problem  was  primarily  a  problem  of  construction 

t*:  and  corporations  were  encouraged  by  generous  charters 

and  by  grants  of  land  and  money  to  supply  adecjuate  facil- 
ities ^or  inland  communication. 

Fourth,  the  period  from  1S70  to  the  prestMit  time.  Dur- 
ing this  period  the  State  governments,  and  Knally  the 
Federal  (iovernment,  have  assumed  more  or  less  super- 
visory control  over  railway  operations.  The  recognition 
of  the  railwav  problem  as  a  problem  of  supervision  dates 
fi  from  1870.  ' 
^  A  survey  of  these  periods  will  serve  to  make  clear  the 
^  changes  through  which  public  opinion  in  the  United  States 
>  passed  with  regard  to  those  fundamental  pro})lems  of  in- 
^l  j  temal  improvement  so  prominent  in  the  industrial  devel- 
opment of  all  civilizea  nations  during  the  nineteenth 
century.  It  will,  of  course,  be  understood  that  the  demar- 
cation of  these  periods  by  dates  is  for  convenience  of 
presentation,  and  not  because  each  date  named  defines  some 
specific  event.  E^h  period  is  characterized  by  the  pre- 
""  ponderance  of  an  idea;  each  served  as  a  step  in  the 
development  of  internal  improvements. 
S.  Doe  244.  69-1 2 
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[rdeinml  iiiiprave)nents  jrriar  to  ISSO. — The  beginning  of 
the   railway  system  dates  from  1880,  and  consequently 
^  prior  to  that  time  the  problem  of  inland  communication 

concerned  itself  with  canals,  canalized  rivers,  and  wagon 
roads.  The  necessity  of  providing  adequate  communica- 
tion between  the  territory  lying  east  and  west  pf  the  AUe- 
ghen}'  range  was  early  recognized.  While  the  commer- 
cial importance  of  such  communication  was  not  overlooked, 
the  primarv  niotive  was  political  rather  than  commercial, 
a  motive  tfiat  was  intensified  in  the  minds  of  the  early 
statesmen  by  the  ease  with  which  products  grown  west  of 
the  Alleghenies  could  tind  shipment  through  the  port  of 
New  Orleans,  which  was  then  in  possession  of  a  foreign 
country. 

Nothing,  however,  resulted  from  these  early  sugges- 
tions. The  first  comprehensive  plan  for  providing  the 
United  States  with  a  system  of  internal  communication  is 
found  in  a  report  to  the  Senate  in  1808  by  Albert  Galla- 
tin, then  Secretary  of  the  Treasury.  This  plan  contem- 
plated a  protected  waterway  from  New  England  to  South 
Carolina,  and  canals,  canalized  rivers,  and  wagon  roads 
connecting  this  waterway  with  the  Ohio  river  and  the 
Great  Lakes.  The  surplus  funds  then  in  possession  of 
the  Federal  Government  were  to  be  used  for  the  i^onstruc- 
tion  of  internal  improvements,  but  Federal  operation  was 
not  contemplated,  the  idea  being  that  each  link  in  the 
improvement,  upon  its  completion,  should  be  sold  to  the 
State  in  which  it  was  located,  or  to  a  private  company, 
and  the  proceeds  used  in  the  further  execution  of  the  plan. 

The  legislative  consideration  of  this  scheme  was  ren- 
dered impracticable  by  the  advent  of  the  war  of  1812,  which 
dissipated  the  surplus  and  substituted  therefor  increased 
indebtedness,  and  it  was  not  until  after  1820  that  enthusi- 
asm for  internal  improvements,  to  be  executed  ilnder  the 
direction  of  Congress,  again  made  its  appearance.  Be- 
tween 1820  and  1830  quite  a  number  of  bills  were  passed 
for  the  purpose  of  providing  internal  communication,  but, 
without  going  into  detail,  the  policy  that  the  Federal  gov- 
eriuuent  should  assume  responsibility  for  this  phase  of 
internal  development  was  abandoned  because  of  the  gen- 
ally  prevalent  belief  that  Congress  was  not  constitution- 
ally authorized  to  undertake  such  works.  This  belief 
found  expression  in  the  veto  in  1822  by  President  Monroe 
of  the  Cumberland  Road  bill  and  the  veto  in  1880  by  Pres- 
ident Jackson  of  the  Maysville  Road  bill.  This  last  veto 
marked  the  close  of  the  agitation  in  favor  of  what  bid  fair 
to  grow  into  a  department  of  public  works  under  the 
direction  of  Congress. 

Period  from  1830  to  1850, — The  retirement  of  Congress 
from  active  participation  in  the  field  of  internal  improve- 
ments did  not  mean  the  abandonment  of  this  class  of  enter- 
prises to  private  interest.  Some  of  the  States  now  took 
up  the  task  and  with  an  enthusiasm  even  greater  than  that 
previously  entertained  by  Congress.    The  situation  is  well 


DIGEST   OF   HEABINGS   ON    RAILWAY   BATES.  19 

expressed  b}-  Charles  Francis  Adams  in  an  article  contrib- 
uted in  1840  to  the  North  American  Rev  iew,  in  which  he 
discussed  the  indebtedness  of  the  States.     He  says: 

The  Americans  are  proverbial  for  never  being  discouraged.  If  they 
can  not  carry  a  point  directly,  they  will  manage  to  do  it  by  some^ 
roundabout  way.  They  were  determined  upon  improving  the  com- 
munications between  the  seaboard  and  the  interior.  A  very  large 
number  of  them  thought  it  best  that  this  work  should  be  done  under 
the  superintendence  of  a  common  head  and  they  proposed  a  method 
of  action  accordingly.  But  the  extent  of  it  excited  the  apprehensions 
of  a  still  greater  number  and  they  refused  to  adopt  it.  According  to 
them  the  business  could  be  intrusted  with  safety  only  to  the  care  of 
the  separate  States,  upon  whom  it  was  in  the  end  devolved.  The  con- 
8et|uence  has  been  the  outlav  of  quite  as  much  monev,  if  not  a  great 
deal  more,  than  would  have  Wen  expended  on  the  other  plan. 

The  report  of  William  C/Ost.  Johnson,  of  Maryland,  sub- 
mitted to  Congress  in  1843  relative  to  the  assumption  of 
State  de})ts  incurred  for  internal  improvements,  expresses 
this  point  even  more  clearly.     He  says: 

The  States  conformed  to  what  they  were  led  to  believe  was  the    ^Tj^Conmes, 
new  policv  of  the  Government  and,  in  anticipation  of  its  continued  No.2»6,*H.'of  IPj 
aid,  laid  down  plans  of  railroads  and  canals,  and  both,  or  all,  parties  p.  513.  ' 
rivale<i  each  other  in  projecting  intercommunications  in  the  belief  that    , 
thev  would  develop  the  resources  and  advance  the  prosperitv  of  their 
States. 

At  the  time  the  States  took  upon  themselves  responsi- 
bility for  the  development  of  inland  communication,  rail- 
ways were  in  their  infancy,  and  the  internal  improvements 
projected  were  ahnost  exclusivelv  canals,  canalized  rivers, 
and  wa^on  roads.  During  the  latter  part  of  the  fourth 
dec-ade  of  the  centuiy  the  significance  of  railways  seems  to 
have  been  appreciated  by  a  few,  but  for  the  most  part 
they  were  regaixled  as  feeders  to  the  canals,  or  as  a  means 
of  traffic  to  be  used  where  provision  for  water  connnuni- 
cation  was  for  any  reason  especially  difficult.  This  fact, 
in  view  of  the  subsequent  development  of  these  two  means 
of  communication-canals  and  railways — is  of  considerable 
inif)ortance,  for  it  suggests  one  explanation  of  the  failure 
of  the  States  in  their  industrial  experiment. 

Another  explanation  is  found  in  the  difficulties  that 
always  attend  tne  expenditure  of  money  collected  by  taxes, 
or  through  use  of  public;  credit,  for  providiiig  the  comnui- 
nity  with  facilities  for  tninsportatiou.  Such  efforts  result 
ine>vitably  in  the  projection  of  schemes  so  comprehensive 
that  they  can  not  be  carried  out;  a  generalization  that  finds 
support  in  the  history  of  railway  construction  in  Helgium 
and  in  France,  and  indeed  iii  every  country  where  reliance 
of  any  sort  has  been  placed  upon  the  government  for  the 
development  of  inland  communication.  Whether  a  period 
of  railway  construction,  such  as  took  place  throughout  the 
civilized  world  during  the  nineteenth  ctMitury,  can  be  ad- 
ministered more  satisfactorily  through  th(»  agency  of  pri- 
vate enterprise,  or  whether  the  task  of  supplying  the 
country  with  a  fundamentally  new  form  of  communication 
is  nei-essarily  accompanied  by  financial  disaster,  is  a  (jues- 
tion  that  lies  outside  the  scope  of  this  report. 
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The  fact  is  that,  with  a  few  isolated  exceptions  in  the 
ease  of  railways  fortuuately  located,  this  experiment  of 
State  railway  construction  ended  in  financial  embarrass- 
ment, and  by  1850  the  States  had  quite  generally  abandoned 
.the  task  which  in  1880  they  had  assumed  with  enthusiasm. 
So  great,  indeed,  was.  their  chagrin,  and  so  marked  was  the 
disinclination  of  the  people  to  pay  taxes,  that  the  funda- 
mental law  of  many  of  the  States  was  modified  in  such  a 
manner  that  the  State  legislatures  were  constitutionally 

Prohibited  from  making  use  of  the  public  credit  to  further 
usiness  enterprises  of  this  class. 

It  is  also  worthy  of  notice  that  during  this  period  the  in- 
fluence and  importance  of  industrial  corporations  developed 
as  the  industrial  influence  of  the  States  declined.  By  1850, 
speaking  of  course  in  general  terms,  the  task  which  had 
been  abandoned  first  by  the  Federal  Government  and  then 
b}'  the  State  governments  was  assumed  l)y  corporations 
which  the  States  created. 

Pei^iod  from  1850  to  1870, — It  would  not  be  proper  to 
call  the  period  from  1850  to  1870  the  period  of  i-ailway 
construction  for,  as  a  matter  of  fact,  the  avemge  rate  of 
increase  in  railway  mileage  was  greater  during  the  twenty 
years  subsequent  to  1870  than  during  the  twenty  years 
under  review. 

It  is  true,  however,  that  during  the  period  from  1850  to 

1870  the  railway  problem  presented  itself  to  the  public 

mind  as  a  problem  of  construction,  and  that  the  unusual 

interest  wnich  the  public  took  in  securing  this  means  of 

inland  communication  resulted  not  only  in  direct  financial 

assistance  by  the  Federal  Government  and  many  minor  civil 

divisions,  but  in  encouragement  to  railway  corporations 

by  liberal  charters  and  by  the  absence  of  any  marked  sug- 

p5SSc'i)omi^^  gcstion  that  this  class  of  propertv  would  be  subjected  to 

^^CongeM,M  peculiar  legislative  restrictions.    I^he  public  lands  granted 

Ex.  Doc. 47,*Part  by  Congrcss  prior  to  1880,  by  which  time  the  policy  of 

4,  p.  268,  etc.      granting  public  lands  for  assisting  railway  construction 

seems  to  have  been  abandoned,  amounted  to  215,000,000 

acres.     Of  this  amount,  a  clear  title  for  155,000,000  acre^ 

was  secured  bv  the  railwavs.     There  was  outstanding  in 

1880  $185,000,()00  county,  township,  and  city  bonds  that 

had  been  issued  for  the  purpose  of  granting  railway  aid. 

It  can  not  be  said  that  private  enterprise,  unaided  by  the 
Government,  was  adequate  to  the  |)erforniance  of  the  task 
that,  in  consideration  of  that  aid,  it  was  induced  to  under- 
take. 

JWlod  from  1870  to  the  jrrtsettt, — The  significance  of 
this  period  is  that  it  marks  the  recognition  and  develop- 
ment of  the  problem  of  i-ailway  supervision  and  control. 
Several  events  at  the  beginning  of  this  period  resulted  in 

[)lacing  greater  emphasis  upon  through  traffic  than  upon 
ocal  traffic.  The  West,  opened  to  agrarian  settlement  by 
artificially  stimulated  railway  construction,  and  with  its 
virgin  soil  cultivated  with  the  aid  of  newly  invented 
machinery,  furnished  a  surplus  of  food  products  which 
could  only  find  a  market  in  Europe. 
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The  process  of  uniting  connecting  strips  of  railway  into 
continuous  lines  iiad  been  carried  sufficiently  far  to  result 
in  the  creation  of  important  systems,  and  the  beginning  of 
the  substitution  of  steel  rails  for  iron  rails,  which  increased 
the  carrying  capacity  of  the  railways,  while  at  the  same 
time  increasing  the  economy  of  their  operation,  resulted 
in  placing  great  emphasis  upon  the  impoi-tance  of  through 
freight,  the  heavy  train,  and  the  long  haul;  and  the  conse- 
quent competition  of  traffic  managers  for  this  class  of 
freight  occasioned  such  a  difference  m  the  rate  per  ton  j)er 
mile  between  through  freight  on  the  one  hana  and  local 
freight  on  the  other  as  to  alarm  some  shippers  in  certain 
sections  of  the  country  and  to  create  a  demand  for  legis- 
lative restriction;  a  demand  which  succeeded  in  express- 
ing itself  in  the  form  of  certain  State  enactments  which 
claimed  for  State  legislatures  the  right  of  supervisory 
control  over  railway  rates. 

In  1903  the  Interstate  Commerce  Commission  published 
a  digest  of  State  railway  regulations.  By  referring  to 
this  digest  it  appears  that  the  States  which  had  created 
State  railway  commissions,  prior  to  1870,  were  Massachu- 
setts, Connecticut,  Rhode  Island,  Vermont,  Maine,  New 
York,  and  Ohio,  but  none  of  the  laws  by  which  these 
commissions  were  created  conferred  upon  them  the  power 
to  control  railway  rates,  except  so  far  as  this  might  result 
from  the  publicit}'  secured  by  their  reports  and  the  effect 
of  their  recommendations  upon  the  legislatures  of  their 
States.  At  the  present  time  there  are  thirty-four  States 
with  railway  commissions  (the  corporation  commission 
of  Virginia  and  that  of  North  Carolina  being  included), 
and  of  this  number  twent3'-three  are  clothed  with  some 
degree  of  rate-making  power  over  railway  charges. 

It  thus  appears  that  the  phase  of  the  railway  problem 
which  concerns  itself  primarily  with  governmental  super- 
vision over  railway  tariffs  had  not,  prior  to  1870,  received 
^neral  recognition,  but  that  its  subsequent  political  devel- 
o(>ment,  so  rar  as  the  States  are  concerned,  has  been  both 
rapid  and  extensive.  The  turning  point  in  this  regard  is 
marked  by  the  le^slation  popularly  known  as  the  ^'  Granger 
lerislation,"  which  originated  about  1870.  No  further 
reference  is  made  in  this  report  to  State  railway  legislation, 
but  the  committee  is  respectfully  referred  to  the  document  ^jj^gyj^J^^^ 
above  mentioned  as  presenting  a  detailed  summary  of  the  in  1902,  Part  rv. 
available  information  relative  to  State  stAtutor^'  railway 
law. 

THE   PRESENT   LAW% 

The  aims  of  the  80-<*Alled ''  Granger"  movement  were  not 
fully  satisfied  by  the  enactment  of  laws  for  the  regulation 
of  railways  by^  State  legislatures.  From  the  beginning 
those  who  participated  in  this  movement  urged  the  neces- 
sity of  Federal  legislation  in  regard  to  interstate  railway 
transportation.  Measures  which,  while  not  meeting  with 
the  extreme  views  of  some  of  the  leaders  of  the  movement, 
undoubtedly  had  their  origin  in  the  state  of  public  senti- 
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ment  which  it  had  evoked,  passed  the  House  of  Represent- 
atives in  January,  1874,  and  again  in  December,  1878,  but 
neither  received  final  enactment.  Again,  in  1885,  bills  for 
the  regulation  of  interstate  railway  transportation  were 
adopted  both  by  the  Senate  and  the  House  of  Represent- 
atives, but  the  differences  between  the  two  branches  of 
the  Congress  proved  to  be  an  insurmountable  obstacle  to 
legislation. 
118 U.S., 667.  The  decision  of  the  Supreme  Court  in  the  Wabash,  St. 
Louis  and  Pacific  case,  rendered  on  October  26,  1886, 
established  clearly  a  boundary  between  the  exclusive  power 
of  Congress  to  regulate  interstate  commerce  and  the  au- 
thority of  State  legislatures  to  deal  with  intrastate  traffic. 
This  decision  holds,  a<;cording  to  the  syllabus,  that  '"a 
transportation  of  goods  under  one  contract  and  by  one 
voyage  from  the  interior  of"  one  State  to  a  point  in 
another  State  is  "^commerce  among  the  States'  even  as  to 
that  part  of  the  voyage  which  lies  within  "  the  State  in 
which  the  traffic  originates  and  that  ''  its  regulation  is  con- 
fided to  Congress  exclusively." 

The  public  sentiment  evoked  by  this  declaration,  which 
an)ounted  to  a  statement  that  the  preponderating  portion 
of  the  railway  traffic  of  the  country  is  not  subject  to 
regulation  by  any  authority  except  that  of  the  Federal 
government,  brought  renewed  pressure  for  Federal  leg- 
islation and  was  the  occasion  for  the  adoption,  on  Febru- 
ary 4,  1887,  of  the  Act  to  regulate  commerce,  commonly 
known  as  the  Interstate  Commerce  law.  In  the  opinion 
referred  to,  the  Supreme  Couil  very  forcibly  expressed 
the  difficulties  which  would  result  from  the  contrary  vnew\ 
The  decision  reads  in  part  as  follows: 

Cook  V.  Penn-     xt  can  not  be  too  strongly  insisted  upon  that  the  right  of  continuous 

Si^^f' B^*^**  transportation  from  one  end  of  the  country  to  the  other  is  essential, 

vi  karyland^^2  ^^  modem  times,  to  that  freedom  of  commerce  from  the  restraints 

Wheat.,  419,  '446.  which  the  State  might  choose  to  impose  upon  it  that  the  commerce 

clause  was  intended  to  secure.     This  clause,  giving  to  Congress  the 

power  to  regulate  commerce  among  the  States  and  with  foreign  nation^, 

as  this  court  has  said  l)efore,  was  among  the  most  important  of  the 

subjects  which  prompted  the  formation  of  the  Constitution. 

And  it  would  be  a  very  feeble  and  almost  useless  provi.«ion,  l>ut 
poorly  ada})ted  to  secure  the  entire  freedom  of  commerce  among  the 
States  which  was  d€»emed  essential  to  a  more  perfect  union  bv  the 
framers  of  the  Constitution,  if,  at  every  stagt*  of  the  transportation  of 
goods  and  chattels  through  the  country,  the  State  within  whose  limits 
a  i)art  of  this  transportation  must  be  done  could  imp<3se  regulations 
concerning  the  price,  compensation,  or  taxation,  or  any  other  restric- 
tive regulation  interfering  with  and  seriously  embarrassing  this 
connnerce.     *    *     * 

As  restricted  to  a  transportaticm  which  begins  and  ends  within  the 
limits  of  the  State,  it  (the  law  of  Illinois)  may  l>e  just  and  e<iuitable, 
and  it  certainly  is  the  province  of  the  State  legislature  to  determine 
that  question. '  But  when  it  is  attempted  to  apply  to  transportation 
tiirough  an  entire  series  of  States  a  principle  of  this  kind,  and  each 
one  of  the  States  shall  attempt  to  establish  its  own  rates  of  transporta- 
tion, its  own  metho<ls  to  prevent  discrimination  in  rates,  or  to  i>ermit 
it,  the  deleterious  influence  upon  the  freedom  of  commerce  among  the 
States,  upon  the  transit  of  goods  throughout  these  States.  cm\  not  l)e 
overestimated.  That  this  species  of  regulation  is  one  which  must  be, 
if  established  at  all,  of  a  general  and  national  character,  and  t^n  not  be 
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safely  and  wisely  remitted  to  local  rales  and  local  regulations,  we 
think  is  clear,  from  what  has  already  been  said.  And  it  it  be  a  regu- 
lation of  commerce,  as  we  think  we  have  demonstrated  it  is,  and  as 
the  Illinois  court  concedes  it  to  be,  it  must  be  of  that  national  charac- 
ter, and  the  regulation  can  only  appropriatelv  exist  by  general  rules 
and  principles,  which  demand  that  it  snould  be  done  by  the  Congress 
of  the  United  States  under  the  commerce  clause  of  the  Constitution. 

During  1886  the  Committee  on  Interstate  Commerce  of 
the  Senate  conducted  the  second  important  and  general 
investigation  undertaken  on  behalf  of  the  Senate  with  re- 
gard to  railway  conditions.  The  report  of  this  investiga- 
tion, known  as  the  ''Cullom  report,"  holds  primarily  in 
view  the  problems  presented  bv  rebates  ana  unjust  dis- 
criminations. It  diners  from  the  "Windom  report''  ^f  2m\mxkmgrSK, 
1874  in  this  respect,  for  the  earlier  report  is  concerned  ist  session, 
more  with  reduction  of  the  mtes  on  through  traflSc,  a  task 
which  it  proposed  to  accomplish  by  the  development  of 
means  for  water  transportation.  It  also  proposed  build- 
ing or  the  purchase  of  a  Government  line  from  the  Mis- 
sissippi river  to  the  Atlantic  seaboard,  thus  establishing 
that  form  of  control  which  is  technically  known  as  the 
'* mixed  system"  control;  that  is  to  say,  control  of  the 
rates  charg-ed  by  private  lines  through  the  competition  of 
a  line  or  lines  owned  and  operated  ])y  the  State.  With 
few  substantial  modifications  the  recommendations  of  the 
^'Cullom  report"  were  accepted  by  Congress  and  are  ex- 
pressed in  tne  act  of  1887. 

Analysis  of  the  act  of  1887, — The  act  of  February  4, 
1887,  known  as  the  Interstate  Commerce  law,  originally 
consisted  of  twenty -two  sections,  but  an  additional  section 
was  provided  in  1889.  The  law  was  amended  on  March  2, 
1889,  again  on  Februarv  10,  1891,  and  again  on  Februaiy 
8, 1895,  In  addition  supplementary  statutes  of  importance 
were  adopted  on  February  11,  1893,  February  11,  1903, 
and  February  19,  1903.  The  act  applies  to  all  common 
carriers  engaged  in  the  interstate  transportation  of  pas- 
sengers or  property  by  rail,  or  over  routes  partly  b}-  mil 
and  partly  by  water  when  there  is  a  common  control  or 
management  or  an  arrangement  for  continuous  carnage. 
It  also  covers  transporUition  over  such  routes  between 
points  in  the  Unitt^d  Sbites  and  points  in  foreign  countries. 

The  Commission  which  it  creates  has  held  that  its  juris- 
diction does  not  include  express  business  not  conducted  as^^J  ^-c*  c.  Rep., 
a  branch  of  the  business  of  the  railroad  company  but  by' 
independent  organizations  acquiring  tmnsportation  nghts 
by  contrac'ti^  with  railroads  and  that  it  does  include  the 
business  of  electric  railway  companies  when  such  business ^7 1.  c.  c.  Rep., 
is  interstate  in  chamcter. 

Like  all  statutorv  enactments  designed  to  establish  con- 
ditions under  whict  the  rules  of  voluntary  association  may 
operate  in  business  affairs,  this  Act  first  gives  expression 
to  certain  standards  of  obligation  to  which  the  railways 
mast  conform  in  the  administmtion  of  their  property  and 
then  undertakes  to  make  provision  for  the  enforcement  of 
the^e  standards. 
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Standards  offMigation, — The  new  law  set  up  two  gen- 
eral standards  of  obligation,  which  are: 

A.  Rates  must  be  reasonable  in  themselves. 

B.  Rates  must  be  so  adjusted  as  to  be  relatively  reasonable. 

It  is  clear  that  the  first  of  these  obligations  adds  nothing 

to  the  Common  Law,  which,  as  is  now  known,  exercises 

controlling  force  over  the  operations  of  interstate  com- 

weetera  Union  merce.     There  are  few  more  difficult  problems  than  the 

Caif^PubiiSii'ng determination,  either  from  the  point  of  view  of  economic 

Co.,  181  u.  8.,  92.  theory  or  of  legal  principles,  of  sjitisfactory  standards  by 

which  the  absolute  reasonableness  of  i-ailway  charges  may 

be  measured. 

The  test  of  cost  of  production,  or  cost  of  service,  which 
is  commonly  regarded  as  useful  in  the  determination  of 
fair  compensation,  has  been  shown  to  be  inapplicable  to  the 
charges  for  specific  railway  services,  owing  to  the  com- 
plexity of  railway  traffic  and  the  fact  that  many  of  the 
expenses  of  conducting  the  railway  business  are  incurred 
on  behalf  of  the  entire  body  of  traffic  between  particular 
points  and  of  particular  kinds.  For  this  reason  it  is  gen- 
erally true,  not  only  that  there  is  no  ascertainable  cost  of 
perfonning  a  particular  service,  but  that  there  is  actually 
no  sum  which  can  beassiged  as  the  real  cost  of  any  single 
service.  The  latest  determination  of  the  Supreme  Court 
upon  the  subject  of  standards  of  reasonableness  is  to  be 
found  in  Smyth  v.  Ames,  in  which  it  is  held : 

169  u.  8.,  466.  That  the  basis  of  all  calculations  as  to  the  reasonableness  of  rates  to 
be  charged  by  a  corporation  maintaining  a  highway  under  legislative 
sanction  must  be  the  fair  value  of  the  property  being  used  by  it  for 
the  convenience  of  the  public.  And  in  order  to  ascertain  that  value, 
the  original  cost  of  construction,  the  amount  expended  in  permanent 
improvements,  the  amount  and  market  value  of  '\U  bonds  and  stocks, 
the  present  as  compared  with  the  original  cost  of  construction,  the 
probable  earning  capacitv  of  the  property  under  particular  rates  pre- 
scribed by  statute,  and  the  sum  required  to  meet  operating  expenses, 
are  the  matters  for  consideration  and  are  to  be  given  such  weight  as 
may  be  just  and  right  in  each  case.  We  do  not  say  that  there  may 
not  be  other  matters  to  be  regarded  in  estimafing  the  value  of  the 
property.  What  a  company  is  entitled  to  ask  is  a  fair  return  upon 
the  value  of  that  which  it  employs  for  the  public  convenience.  On 
the  other  hand,  what  the  public  is  entitled  to  demand  is  that  no  more 
be  exacted  from  it  for  the  use  of  a  public  highway  than  the  services 
rendered  by  it  are  reasonably  worth. 

A  study  of  the  foregoing  indicates  that  while  it  might 
furnish  a  very  satisfactory  test  to  determine  the  reason- 
ableness of  the  entire  schedule,  and  perhaps  might  success- 
fully be  applied  to  any  distinctly  separable  portion  of  a 
railway  system,  or  of  the  services  performed  b3'  such  a 
system,  it  could  scarcely  become,  in  practice,  a  very  serv- 
iceable test  of  the  reasonableness  of  a  single  mte  for  a 
single  service.  In  the  case  in  which  it  was  advanced  the 
court  did  apply  this  test  to  the  inti-a-state  business  of  a 
carrier  whicn  was  also  performing  interstate  services  over 
the  same  lines.  The  necessity  for  attempting  this  separa- 
tion was  announced  by  the  court  in  terms  which  suggest 
that,  in  conceivable  instances,  it  might  be  necessary  to  make 
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a  further  separation,  and  in  fact  to  ap{)ly  this  or  some  other 
standard  to  the  rate  for  a  single  service.  This  portion  of 
the  decision  reads  as  follows: 

If  we  do  not  misapprehend  counsel,  their  argument  leads  to  the  con- 
clusion that  the  State  of  Nebraska  could  legaTljr  require  local  freight 
business  to  be  conducted  even  at  an  actual  loss,  if  the  company  earned 
on  its  insterstate  business  enough  to  give  it  just  compensation  in  re- 
spect of  its  entire  line  and  all  its  business,  interstate  and  domestic. 
We  can  not  concur  in  this  view.  In  our  judgment  it  must  be  held  that 
the  reasonableness  or  unreasonableness  of  rates  prescribed  by  the 
State  for  the  transportation  of  persons  and  property  wholly  within  its 
limits  must  be  determined  without  reference  to  the  interstate  business 
done  by  the  carrier  or  to  the  profits  derived  from  it.  The  State  can 
not  justify  unreasonably  low  rates  for  domestic  transportation,  con- 
sidered alone,  upon  the  ground  that  the  carrier  is  earning  large  profits 
on  its  interstate  business,  over  which,  so  far  as  rates  are  concerned, 
the  State  has  no  control.  Nor  can  the  carrier  justify  unreasonably 
biffh  rates  on  domestic  business  upon  the  ground  that  it  will  be  able 
oiuy  in  that  way  to  meet  losses  on  its  interstate  business.  So  far  as 
rates  of  transportation  are  concerned,  domestic  business  should  not  be 
made  to  bear  the  losses  on  interstate  business,  nor  the  latter  the  losses 
on  domestic  business. 

It  is  only  rates  for  the  transportation  of  persons  and  prop)erty 
between  points  within  the  State  that  the  State  can  prescribe;  ancl 
when  it  undertakes  to  prescribe  rates  not  to  be  exceeded  by  the  car- 
rier, it  must  do  so  with  reference  exclusively  to  what  is  just  and  rea- 
sonable, as  between  the  carrier  and  the  public^  in  respect  of  domestic 
business.  The  argument  that  a  railroad  line  is  an  entirety;  that  its 
income  goes  into,  and  its  expenses  are  provided  for  out  of,  a  common 
fond,  and  that  its  oapitalization  is  on  its  entire  line,  within  and  with- 
out the  State,  can  have  no  application  where  the  State  is  without 
aathoritv  over  rates  on  the  entire  line,  and  can  only  deal  with  local 
rates  ana  make  such  regulations  as  are  necessary  to  give  just  compen- 
sation on  local  business. 

Under  the  Interstate  Commerce  law,  however,  the  Com- 
mission which  it  creates  and  the  courts  contributing  their 
part  toward  its  enforcement  are  authorized  to  act  only 
upon    suggestions  of    unreasonableness  arising  through 
complaints  or  originating  with  the  Commission    "on  its 
own  motion."     Wnile  it  is  clear  that  these  suggestions 
might,  under  the  statute,  challenge  the  reasonableness  of 
an  entire  schedule  of  rates,  it  is  a  fact  that  during  the 
history  of  the  act  .no  such  proceeding  has  been  brought. 
It  is  undoubtedly  true,  as  stated  in  the  special  report  of 
the  Commission  to  the  Senate,  dated  May  1,  1905: 

That  the  number  of  cases  by  no  means  measures  the  extent  and  variety 
of  the  interests  involved,  since  a  single  case  may  be  brought  by  a 
iDQnicipal  or  commercial  or^nization  on  behalf  of  all  ship[>er8  in  the 
immediate  locality  and  agamst  an  entire  group  of  carriers  reaching 
namerous  sections  and  distant  points  of  origin  or  destination. 

In  fact,  many  of  the  decisions  of  the  Commission  have 
involved  large  numbei's  of  rates.  But  notwithstanding 
this  fact  each  complaint  has  always  left  unchallenged  some 
of  the  rates  made  by  the  same  carriers,  and  the  idea  of 
comparison  between  the  mtes  questioned  and  others,  argu- 
mentatively  at  least,  admitted  to  be  reasonable  has  always 
been  prominent. 

In  fact,  even  in  the  few  cases  in  which  charges  have 
been  declared  excessive  in  themselves  bv  the  Commission 


26  DIGEST  OF   HEABING6  ON  RAILWAY  BATES. 

(no  such  finding  has  ever  been  made  by  a  Federal  court), 
the    tests    appned    have    invariabl)^    been    comparative. 


Until  the  effort  is  avowedly  to  revise  an  entire  schedule 
by  altering  all  or  nearly  all  of  the  rates  which  it  contains, 
it  is  unlikely  that  anv  other  standard  will  ever  be  applied. 
Relative  reasonahf^^^s. — The  second  requirement  im- 
posed by  the  Interstate  Commerce  law  is  that  rates  must 
DC  so  adjusted  to  one  another  as  to  be  relatively  reasonable. 
This  standard  is  found  in  Section  2,  which  forbids  a  greater 
charge  for  one  service  than  for  another  like  and  contem- 
poraneous service  performed  under  substantially  similar 
circumstances  and  conditions,  and  under  Section  3,  which 
prohibits  the  adjustment  of  charges  so  as  to  accord  to  any 
particular  person,  firm,  corporation,  locality,  or  descrip- 
tion of  traffic  any  undue  or  unreasonable  preference  or 
advantage.  In  order,  apparently,  to  afford  greater  deti- 
niteness  to  the  requirements  of  Section  3,  two  minor  stand- 
ards of  obligation  are  imposed  by  the  law.  These  are  as 
follows: 

A.  There  may  be  no  discrimination  in  the  charges  for  or  in  receiving 
or  forwarding  traffic  received  from  connecting  lines,  and 

B.  Assuming  substantially  similar  circumstances  and  conditions, 
there  may  be  no  greater  charge  for  like  traffic  for  a  shorter  than  for  a 
longer  distance  over  the  same  line  in  the  same  direction,  the  shorter 
being  included  within  the  longer  distance. 

A  great  deal  of  litigation  has  centered  upon  the  term 
''substantially  similar  circumstances  and  conditions''  as 
used  in  Section  2  and  in  Section  4. 

Very  soon  after  its  organization  the  Commission  decided, 
with  regard  to  business  domestic  to  the  United  States,  that 
a  railway  company  ma^^  properly  charge  more  on  traffic 
taken  up  at  one  of  its  terminals  and  originating  at  that 
point  than  for  like  traffic  contemporaneoush^  received  at 
the  same  terminal  from  a  connecting  carrier  and  trans- 
ported to  the  same  destination.  The  theory  of  the  law 
applied  to  this  class  of  cases  is  that  the  fact  of  more  dis- 
tant origin,  supplemented  by  that  of  transportation  under 
an  arrangement  for  continuous  carriage,  establishes,  as 
compared  with  traffic  of  local  origin,  the  substantial  dis- 
similarity of  circumstances  and  conditions  necessary  to 
remove  the  traffic  from  the  prohibition  against  unequal 
charges  contained  in  Section  2. 

The  Commission  was  of  the  opinion  that  the  same  reason- 
ing is  not  applicable  when  the  comparison  is  between  tniffic 
originating  in  a  foreign  country  and  carried  through  an 
American  port  of  entry  to  an  interior  point  of  destination, 
on  the  one  hand,  and  similar  traffic  of  domestic  origin 
carried  from  the  same  port  of  entr}^  to  the  same  destina- 
tion on  the  other.  In  accordance  with  this  conclusion, 
on  March  23,  1889,  the  Commission  issued  an  order  in- 
cluding, among  other  things,  the  following: 

Imported  traffic  transported  to  any  place  in  the  United  States  from 
a  port  of  entry  or  place  of  reception,  whether  in  this  country  or  in  an 
adjacent  foreign  country,  is  required  to  be  taken  on  the  inland  tariff 
governing  other  freights. 
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Subsequently,  at  the  suggestion  of  the  New  York  Board 
of  Trade  and  Transportation  and  the  Commercial  Exchange 
of  Philadelphia,  in  a  complaint  involving  most  of  the  rail- 
way carriers  connecting  interior  points  with  points  on  the 
Atlantic  seaboard  and  the  Gulf  of  Mexico,  the  Commis-g^'^Qj^Jie 
sion  ascertained  that  lower  inland  proportions  were  being  and  T^Mwrortft- 
accepted  on  imported  traffic  than  the  rates  at  the  same syivania'Raii' 
time  in  force  for  domestic  traffic  between  the  same  points,  g^  Rep '447/' 
and,  after  an  elaborate  discussion  of  the  legal  questions 
involved,  as  well  as  of  the  facts,  issued  its  order  requiring 
the  defendant  carriers  forthwith  to  ''cease  and  desist''  from 
carrying  any  article  of  imported  tmffic  shipped  from  any 
foreign  port  through  any  port  of  entry  of  the  United 
States  or  any  port  of  entry  in  a  foreign  country  adjacent 
to  the  United  States  upon  through  bills  of  lading  addressed 
to  any  place  within  the  United  States  at  any  other  rate 
than  upon  the  inland  tariff  covering  other  freight  from 
such  port  of  entry  to  such  place  of  destination,  or  at  any 
other  than  the  same  rate  established  at  such  inland  ports 
for  the  carriage  of  any  other  like  kind  of  traffic  in  the  ele- 
ments of  bulk,  weight,  and  expense  of  carriage. 

The  accuracy  of  this  interpretation  of  the  law  was  chal- 
lenged bv  some  of  the  defendant  carriers.     In  passing 
upon  it  the  Supreme  Court  of  the  United  States  decided    ie2U.8.,  197. 
adversely  to   the   view   held  by  the   Commission.      The 
Supreme  Court  said  in  part: 

The  coiu'lusions  that  we  draw  from  the  tiistory  and  language  of  the 
act  and  from  the  decisions  of  our  own  and  the  English  courts  are 
mainly  these: 

That  the  purpose  of  the  Act  is  to  promote  and  facilitate  commerce 
by  the  adoption  of  regulations  to  make  charges  for  transportation  just 
and  reasonable  and  to  forbid  undue  and  unreasonable  preferences  or 
discriminations;  that  in  passing  upon  questions  arisinc:  under  the 
act  the  tribunal  appointed  to  enforce  its  provisions,  whether  theCom- 
mimion  or  the  courts,  is  empowered  to  fully  consider  all  the  circum- 
stances and  conditions  that  reasonably  apply  to  the  situation,  and  that 
in  the  exercise  of  its  jurisdi(;tion  the  tribunal  may  and  should  consider 
the  legitimate  interests  as  well  of  the  carrying  companies  as  of  the 
traders  and  shippers,  and  in  considering  whether  any  particular  local- 
ity is  subjected  to  an  undue  preference  or  disadvantage  the  welfare  of 
the  communities  occupying  the  localities  where  the  goods  are  deliv- 
ered is  to  be  considerea* as  well  as  that  of  the  communities  which  are 
in  the  locality  of  the  place  of  shipment;  that  among  the  circumstances 
and  conditions  to  be  considered  as  well  in  the  case  of  tratfic  originat- 
ing in  foreign  ports  as  in  the  case  of  traffic  originating  within  the  limits 
of  the  United  States  competition  that  affects  rates  should  be  consid- 
ered, and  in  deciding  whether  rates  an<l  charges  made  at  a  low  rate 
to  secure  foreign  freights  which  would  otherwise  go  by  other  competi- 
tive routes  are  or  are  not  undue  and  unjust,  the  fair' interests  of  the 
carrier  companies  and  the  welfare  of  the  community  which  is  to  receive 
and  consume  the  commodities  are  to  be  considered;  that  if  the  Com- 
mittiion,  instead  of  confining  its  action  to  redressing,  on  complaint 
made  by  some  particular  firm,  person,  cor|H)ration,  or  locality,  some 
specific  disregaztl  by  common  carriers  of  provisions  of  the  Act,  pro- 
poses to  promulgate  general  orders,  which  thereby  become  rules  of 
action  to  the  carrying  companies,  the  spirit  and  letter  of  the  at^t  rei^uire 
that  such  onlers  should  have  in  view  the  purpose  of  promoting  and 
^litating  commerce  and  the  welfare  of  all  to  be  affected ,  a.*^  well 
the  carriers  as  the  traders  and  consumers  of  the  countrv. 
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In  its  report  for  1897  the  Commission  explained  the 
dilBference  of  interpretation  between  itself  and  the  Supreme 
Court,  saying: 

The  Cpmmiesion  did  not,  and  decided  that  under  existing  law  it 
could  no't,  take  into  conflfderation  the  circumstances  and  conditions 
affecting  transportation  of  traffic  by  reason  of  its  foreign  origin  and 
carriage  by  sea,  and  petitioned  the  court  to  enforce  the  order  of  the 
Commission  requiring  the  roads  to  afford  and  maintain  the  same  inland 
rates  on  domestic  traffic  as  were  charged  inland  on  shipments  from 
abroad.  The  court  refused  its  sanction  to  the  enforcement  of  the  Com- 
mission's order,  and  decided  that  in  consequence,  or  "out  of  a  mis- 
conception of  the  pur|>08es  and  meaning  of  the  act,"  the  Commission 
had  proceeded  on  an  improper  basis,  and  had  "declined  to  consider 
certain  circumstances  ana  conditions  which,  under  a  proper  construc- 
tion of  the  act,  it  ought  to  have  considered;"  that  "among  the  cir- 
cumstances and  conditions  to  be  considered  as  well  in  the  case  of 
traffic  originating  in  foreign  ports  as  in  the  case  of  traffic  originating 
within  the  limits  of  the  muted  States,  competition  that  affects  rates 
should  be  considered." 

Loiig  and  short  hatd  cases, — Other  questions  concerning 
the  meaning  of  the  phrase  "  substantialh'  similar  circum- 
stances and  conditions"  have  mainly  arisen  under  Section  4, 
commonly  known  as  the  "long  and  short  hauP'  clause  of 
the  law.  This  clause  prohibits  a  greater  charge  in  the 
aggregate  for  transportation  between  any  two  points  than 
is  charged  at  the  same  time  for  the  carriage  of  similar 
traffic  for  a  greater  distance  over  the  same  line  in  the  same 
direction  when  the  greater  distance  includes  the  shorter 
distance,  unless  the  circumstances  and  conditions  attending 
the  two  services  are  substantially  dissimilar.  The  clause 
also  contains  a  proviso  empowering  the  Commission  to 
authorize  exceptions  in  special  cases  after  investigation. 
This  section  of  the  statute  attracted  a  great  deal  of  atten- 
tion at  the  time  it  was  adopted  and  was  the  subject  of  con- 
siderable controversy  in  the  discussion  in  Congress  which 
preceded  the  enactment  of  the  law.  Immediately  after  its 
organization  the  Commission  was  confronted  by  a  large 
number  of  applications  for  relief  under  the  "proviso" 
clause. 

In  general,  these  applications  represented  that  a  strict 
application  of  a  rigid  prohibition  of  higher  charges  for 
intermediate  services  would  result  in  loss  of  revenue  to 
the  roads  and  injury  to  the  business  of  the  country,  and 
while  some  of  them  took  the  ground  that  the  statute  con- 
templated that  the  carriers  should  determine  for  them- 
selves and  at  their  peril  whether  the  dissimilar  circum- 
stances necessary  to  authorize  exceptions  were  actually  in 
existence,  it  was  apparently  deemed  more  prudent  by  some 
to  submit  to  temporary  losses  until  the  law  could  receive 
authoritative  construction  than  to  risk  incurring  the  heavy 
penalties  provided  should  their  interpretation  be  found  to 
be  erroneous.  Under  these  circumstances  many  tempo- 
rary orders  of  relief  were  granted,  but  in  those  temporary 
orders  no  opinion  was  expressed  as  to  whether  they  were 
necessary  for  the  protection  of  the  carriers  in  case  the  cir- 
cumstances and  conditions  were  reallv  dissimilar. 
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After  granting  them  the  Commission  proceeded  at  once 
to  investigate  some  of  the  cases  presented,  and,  early  in  1887, 
issued  its  unanimous  report  and  opinion,  prepared  by  the  of'5ijL<SSrtUe 
then  chairman,  Hon.  Thomas  M.  Cooley.     Some  of  theandNaahyiueR. 
conclusions  announced  in  this  opinion,  as  stated  in  the  Ri^h! '*  ^*  ^* 
syllabus,  are: 

First.  That  the  prohibition  in  the  Fourth  section  of  the  Act  to  regu- 
late commerce  against  a  greater  charge  for  a  shorter  than  for  a  lon^r 
distance  over  the  same  line  in  the  same  direction,  the  shorter  being 
included  in  the  longer  distance,  as  qualifieil  therein,  is  limited  to 
cases  in  which  the  circumstances  and  conditions  are  substantially 
similar. 

Second.  That  the  phrase  **  under  substantially  similar  circumstances 
and  conditions*'  in  the  Fourth  section  is  used  m  the  same  sense  as  in 
the  Second  section,  and  under  the  qualified  form  of  the  prohibition  in  the 
Fourth  section  carriers  are  required  to  judge  in  the  first  instance  with 
regard  to  the  similarity  or  dissimilarity  of  the  circumstances  and  con- 
ditions that  forbid  or  permit  a  greater  charge  for  a  shorter  distance. 

Third.  That  the  juagment  of  carriers  in  respect  to  the  circumstances 
and  conditions  is  not  final,  but  is  subject  to  the  authority  of  the  Com- 
mission and  of  the  courts  to  decide  whether  error  has  been  committed, 
or  whether  the  statute  has  been  violated.  And  in  case  of  complaint 
for  violating  the  Fourth  section  of  the  Act  the  burden  of  proof  is  on  the 
carrier  to  justifv  anv  departure  from  the  general  rule  prescribed  by 
the  statute  by  snowfng  that  the  circumstances  and  conditions  are  sub- 
stantially dissimilar.     ♦    *    * 

Fifth.  That  the  existence  of  actual  comp)etition  which  is  of  controll- 
ing force  in  respei't  to  traffic  important  in  amount  may  make  out  the 
dissimilar  circumstances  and  conditions  entitling  the  carrier  to  charge 
less  for  the  longer  than  for  the  shorter  haul  over  the  same  line  in  the 
same  direction,  the  shorter  being  included  in  the  longer  in  the  fol- 
lowing cases: 

1.  When  the  competition  is  with  carriers  by  w^ater  which  are  not 
subject  to  the  provisions  of  the  statute. 

2.  When  the  competition  is  with  foreign  or  other  railroads  which 
are  not  subject  to  the  provisions  of  the  statute. 

3.  In  rare  and  peimhar  cases  of  competition  l^etween  railroads  \i  hich 
are  subjetit  to  the  statute,  when  a  strict  application  of  the  general  rule 
of  the  statute  would  be  destructive  of  legitimate  competition. 

It  will  be  noted  that  the  effect  of  the  conchision.s  ex- 

K?88ed  in  the  foregoing  extracts  from  the  opinion  of  the 
mmission  was,  in  substance,  to  leave  the  "'proviso'" 
clause  of  Section  4 — that  is  the  clause  empowering  the 
Commi.*<sion  in  special  cases  and  after  investigation  to 
authorize  exceptions  to  the  general  rule  of  the  section, 
without  any  real  effect.  The  Commivssion  did  not  over 
look  this  fact,  but  broadly  intimated  that,  as  the  statute 
only  permitted  relief  to  l>e  accorded  in  '' special  cases'' 
and  **  after  investigation,"  it  did  not  contemplate  that  any 
petition  for  relief  would  be  granted,  except  after  proof  of 
the  existence  of  such  dissimilarity  of  circumstances  and 
conditions  as  would,  in  fact,  justify  the  carrier  in  depart- 
ing from  the  general  rule  of  the  section  on  its  own  initia- 
tive.    The  Commission  said: 

In  making  the  orders  of  temporary  relief  no  opinion  was  expressed 
upon  the  question  whether  they  were  necessary  for  the  protection  of 
the  carriers  in  case  the  circumstances  and  conditions  were  found  to 
l«in  fact  dissimilar.  The  railroad  companies  did  not  raise  that  <pie8- 
tion  but,  as  has  been  said,  elected  as  a  matter  of  prndencie  to  apply  for 
the  preliminary  order.     No  objection  could  well   be   taken   to  this 
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course  provided  it  should  prove  to  be  practicable  for  the  Commission 
to  take  up  and  in  a  reasonable  time  dispose  of  the  several  applications 
made  to  it,  but  it  was  almost  immediately  perceived  that  the  number 
was  to  be  so  threat  that*  it  would  be  quite  out  of  the  question.  Each 
order  for  relief  would  necessarily  be  preceded  by  investigation  into  the 
facts  on  evidence  which  in  most  cases  would  be  best  obtained  along 
the  line  of  the  road  itself.  A  single  case  might  therefore  require  for 
its  proper  determination  the  taking  of  evidence  all  the  way  from  the 
Pacific  to  the  Atlantic,  and  this  not  merely  the  evidence  of  witnesses 
for  the  petitioning  carrier,  but  of  such  other  parties  as  might  conceive 
that  their  interests  or  the  interests  of  the  public  would  be  subserved 
either  by  granting  the  relief  applied  for  or  by  denying  it.     *    *    * 

Moreover,  the  adjudication  upon  a  petition  for  relief  would  in  many 
cases  be  far  from  concludint;  the  labors  of  the  Commission  in  respect 
to  the  equities  involved,  for  questions  of  rates  assume  new  forms,  and 
may  renuire  to  he  met  differently  from  day  to  day;  and  in  those  sec- 
tions of  the  country  in  which  the  reasons  or  supposed  reasons  for 
exceptional  rates  are  most  prevalent,  the  Commission  would,  in  effect, 
be  required  to  act  as  rate  makers  for  all  the  roads,  and  compelled  to 
adjust  the  tariffs  so  as  to  meet  the  exigencies  of  business,  while  at  the 
same  time  endeavoring  to  protect  relative  rights  and  equities  of  rival 
carriers  and  rival  localities.  This  in  any  considerable  State  would  be 
an  enormous  task.  In  a  country  so  large  as  ours,  and  with  so  vast  a 
mileage  of  roads,  it  would  be  superhuman.  A  construction  of  the 
statute  which  would  require  its  performance  would  render  the  due 
administration  of  the  law  altogether  impracticable,  and  that  fact 
tends  strongly  to  show  that  such  a  construction  could  not  have  been 
ntended. 

In  brief,  the  substance  of  the  interpretation  of  this  ' 
portion  of  the  .statute  bv  the  Commis.sion  was  that,  when 
an  intermediate  service  is  compared  with  another  includ- 
ing it,  there  are  only  two  possible  states  of  fact:  either 
the  circumstances  and  conditions  are  substantially  .similar, 
in  which  case  the  law  forbids  a  greater  charge  for  the 
intermediate  service  and  no  exception  could  properly  be 
granted  by  the  Commission,  or  they  are  substantial!}'  dis 
similar,  in  which  case  there  is  no  prohibition  of  a  greater 
charge  for  the  intermediate  service,  therefore,  the  section 
is  not  applicable  and  no  order  of  relief  is  necessary. 

At  a  later  date,  and  in  cases  in  which  a  more  minute 
study  of  the  facts  was  practicable,  the  Coimuission  some- 
what modified  the  interpretation  of  the  Fourth  section  as 
rendered  in  the  Louisville  and  Nashville  case,  on  the  theory 
that  the  earlier  interpretation  operated  to  defeat  the  pur- 
meiie^'ai.I'rheP^'^^  which  Congress  had  in  view  in  enacting  the  law.     It 
Clyde steamahip  was  held  in  the  Georgia  conuni.ssion  cases  that,  although 
c?'Rep.,324.  *     dissimilarity  of  circumstances  and  conditions   may   arise 
from  the  competition  of  carriers  subject  to  the  law,  such 
dissimilarity  could  avail  to  justify  greater  charges  for  the 
intermediate  distance  only  upon  the  exercise  by  the  Com- 
mission, upon  petition  from  the  carrier,  of  its  power  to 
grant  exceptions. 

The  following,  from  the  report  and  opinion  of  the  Com- 
mission in  these  cases,  explains  the  view  taken  at  this  time: 

In  stating  in  that  opinion  what  kinds  of  competition  might  entitle 
the  carrier  to  make  lesser  long-haul  charges,  or  that  create  dissimilar 
circumstances  and  conditions  under  which  it  would  be  justified  in 
charging  more  for  shorter  hauls,  we  now  think,  in  the  light  of  more 
than  five  years'  oi>eration  of  the  statute,  that  the  Commiasion  should 
not  have  include<l  in  such  stiitement  "  rare  and  peculiar  cases  of  com- 
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letition  between  railroads  subject  to  the  Act  where  a  strict  application 
»f  the^neral  rule  of  the  statute  would  be  destructive  of  legitimate 
ompetition/*  if  this  language  in  the  opiniot\,  was  fairly  susceptible  to 
he  interpretation  which  the  carriers  have  put  upon  it.  As  an  excep- 
ion  it  was  not  consistent  with  the  otherwise  harmonious  theory  on 
vhich  the  whole  opinion  was  based. 

It  constituted  an  exception  to  the  clear  reservation  for  the  primary 
ftion  of  the  Commission  in  cases  involving  competition  between  car- 
iers  subject  to  the  Act  which  is  implied  in  the  Fourth  section.  Because 
he  instances  of  such  '*  rare  and  peculiar"  cases  cited  in  the  opinion 
jie  such  as  indicate  a  hardship  that  the  Commission  would  not  fail  to 
eco^nize,  and  by  an  order  under  the  provisory  clause  relieve,  if 
ipplied  for,  was  no  good  ground  for  permittinj^  the  carriers  to  deter- 
nlne  for  themselves  what  cases  of  such  competition  are  rare  and  pecu- 
iar  or  when  any  cases  of  strife  for  traffic  between  carriers  subject  to 
he  law^  will,  if  the  strict  rule  of  the  Fourth  section  is  applied,  be 
'destructive  of  legitimate  competition."     *    *    * 

We  think  there  is  nothing  in  the  statute  which  warranted  the 
exception. 

Stating  in  the  same  opinion  its  revised  interpretation  of 
he  section  under  discussion,  the  Commission  aeclared: 

A  (incise  statement  of  this  construction  of  the  Fourth  section  on  the 
loint  above  discussed  is:  The  carrier  has  a  right  to  judge  in  the  first 
nstance  whether  it  is  justified  in  making  the  greater  charge  for  the 
horter  ditftunce  under  the  Fourth  section  in  all  cases  where  the  circum- 
tances  and  conditions  arise  wholly  upon  its  ovun  line  or  through  compe- 
ition  for  the  same  traffic  with  carriers  not  subject  to  regulation  unaer 
he  Act  to  regulate  commerce.  In  other  cases  under  the  Fourth  sec- 
ion  the  circumstances  and  conditions  are  not  presumptively  dissimilar, 
nd  carriers  must  not  charge  less  for  the  longer  diMai\ce,  except  upon 
he  order  of  the  Commission. «  Aside  from  overruling  the  **rare  and 
peculiar"  erases  exception,  this  construction  is  no  departure  from  pre- 
ious  rulings  and  is  not  new. 

This  interpretation  of  Section  4  was  applied  by  the  Inter- 
tate  Conmierce  Commission  to  a  large  number  of  cases, 
he  subsequent  adjudication  of  which  by  the  Federal  courts 
esulted  in  refusals  to  enforce  the  orders  of  the  Commis- 
ion  based  upon  it  thus  presented  for  judicial  examination, 
rhi.s  difference  between  the  view  of  the  law,  for  a  time  held 
)y  the  Commission  and  that  held  by  the  courts,  accounts  for 
nany  of  the  cases  in  which  the  orders  of  the  Commission 
lave  failed  to  receive  judicial  sanction.  It  should  be 
)bser\'ed  that  the  Commission  did  not  at  any  time  declare 
:hat  the  exceptions  to  the  general  rule  of  the  long  and  short 
mul  clause,  which  were  complained  of  in  these  cases,  were 
writhout  justitication,  but  decided  merely  that  such  justiti- 
ution  as  existed  in  the  cii'cumstanc(»s  and  conditions  sur- 
rounding the  different  services  could  have  legal  effect  only 
apon  presentation  to  the  Commission  and  tlie  exercise  of 
tne  dispensing  power  which  it  assumed  to  possess.  Many 
)f  the  orders  issued  at  this  time  clearly  indicate  the  expec- 
tation that  if  the  defendant  carriers  accepted  the  Commis- 
Jion's  view,  they  would  appeal  to  it  for  relief  under  the 
•^proviso"  clause,  and  strongly  intimated  that  such  relief 
night  be  granted.  Thus,  as  outlined  in  the  opinion  in  the 
jreorgia  commission  cases,  one  of  the  orders  was  as  follows: 

The  order  will  therefore  be  that  the  defendants  in  this  case  cease  and 
b  within  twenty  days  after  receiving  a  copy  hereof  from  charging 


'  The  italics  in  this  quotation  are  in  the  original. 
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or  receiving;  any  greater  compensation  in  the  a^regate  for  the  trans- 
portation of  a  hke  kind  of  property  (torn  Cincinnati  to  other  points, 
called  and  known  as  **Ohio  river  points,*'  for  the  shorter  distance  to 
Calhoun,  Adairsville,  Kingston,  Uartersville,  Ac  worth,  or  Marietta, 
than  for  the  loneer  distance  over  the  same  line  in  the  same  direction 
to  Atlanta,  the  snorter  being  included  within  the  longer  distance;  or 
that  the  defendants  make  and  file  with  the  Commission  within  the 
time  above  specified  an  application  or  applications,  as  the  case  may 
require,  as  provided  in  the  proviso  of  the  Fourth  section  of  the  Act  to 
regulate  commerce  for  relief  from  the  operation  of  that  section  in 
respect  to  the  prohibition  therein  contained  against  charging  or  receiv- 
ing any  greater  compensation  in  the  aggregate  for  the  transportation 
of  like  kmd  of  property  from  Cincinnati  and  other  Ohio  river  points 
to  the  shorter-distance  points  above  mentioned  than  for  such  trans- 
portation over  the  same  line  in  the  same  direction  for  the  longer  dis- 
tance to  Atlanta,  and  show  cause  within  sixty  days  after  service  of  the 
order  why  such  application  for  relief  should  bfe  granted;  and  upon  such 
application  the  evidence  alreadv  taken  in  this  case  may  be  used.  In 
case  the  application  for  relief  shall  be  denied  the  order  to  cease  and 
desist  shall  stand,  and  compliance  therewith  will  be  required  within 
twenty  days  after  service  of  the  order  denying  the  application. 

of^^^iSSS^     In  another  case,  decided  on    December  80,  1892,  the 
J^"^«*2^JJ  Commission  used  the  following  language: 

af^6*?  C^ep '     "^^^^  disposition  of  the  case  is  not  intended  to  preclude  the  defend- 
54i'.     '    *  ants  from  applying  to  the  Commission  for  relief  trom  the  restrictions 

imposed  by  the  Fourth  section  of  the  Act  on  the  ground  that  the  situa- 
tion in  which  they  are  placed  with  reference  to  this  Nashville  traffic 
constitutes  one  of  the  special  cases  to  which  the  proviso  clause  of  the 
section  should  be  applied.  *  *  *  To  enable  the  defendants  to  apply 
for  relief  under  the  proviso  clause  of  the  Fourth  section  of  the  Act  to 
regulate  commerce  tnis  order  will  be  suspended  until  the  Ist  day  of 
February,  1893.  *  *  *  In  case  such  a  relief  shall  be  appliecl  for 
within  the  time  mentioned  the  question  of  further  suspending  this 
order  until  the  hearing  and  determination  of  such  application  will  be 
duly  considered. 

In  the  case  from  which  the  foregoing  is  quoted  it  seems 
to  have  been  perfectly  clear  that  the  strict  enforcement  of 
the  general  rule  against  the  higher  charge  for  intermediate 
service  would  not  affect  the  situation  except  by  compelling 
the  defendant  carriers  to  withdraw  from  competition  for 
the  business  of  the  longer  distance  point.  The  rates  at 
the  terminal  point,  as  the  Commission  plainly  stated,  were 
controlled  by  other  carriers  which  were  not  parties  to  the 
litigation,  and  the  defendant  had  no  voice  or  influence  in 
determining  their  amount.  This  portion  of  the  decision 
reads  as  fofiows: 

The  present  Nashville  rate  is  prescribed  by  the  rail  lines  reaching 
that  ix)int  via  Cincinnati,  and  the  defendant  lines  through  C-hattanooga 
have  no  voice  or  influence  in  determining  its  amount.  These  lines 
are  under  compulsion,  therefore,  to  meet  rates  which  other  carriers 
have  established  or  leave  those  carriers  in  undisturbed  possession  of 
the  entire  traffic.  They  have  no  alternative  but  to  ac(»ept  the  measure 
of  compensation  dictated  by  independent  rivals  or  abandoning  the 
large  percentage  of  Nashville  business  which  they  now  secure. 

181  u.  8.,  1.  In  reviewing  this  decision  and  refusing  to  enforce  the 

order  issued  in  accordance  with  it,  the  Supreme  Court  of 
the  United  States  said: 

The  record  makes  it  clear  that  in  allowing  this  order  the  Commission 
thought  that  its  literal  enforcement  would  bring  about  an  injustice, 
and  therefore  that  the  order  was  entered  solely  because  it  was  deemed 
that  the  technical  requirements  of  the  statute  must  V>e  complied  with. 
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The  first  case  in  which  the  Supreme  Court  passed  upon 
the  theory  of  law,  announced  in  the  Geoigia  coniniission 
cases,  arose  on  an  application  to  enforce  the  order  of  the 
Commission  against  the  Alabama  Midland  Railway  in  what 
is  commonly  known  as  the  '"Troy"  case.  In  this  case  the  jjp^'-  ^™- 
court  plainly  decided  that  dissimilarity  of  circumstances 
and  conditions  may  arise  from  the  competition  of  carriers 
subject  to  the  act  and  that  where  such  dissimilarity  exists, 
there  being  no  prohibition  of  the  gn^ater  charge  for  the 
intermediate  haul,  the  carriers  are  obviously  under  no  obli- 
gation to  apply  to  the  Commission  for  relief  against  a 
prohibition  which  does  not  exist. 

In  other  words,  a  railway  is  not  precluded  from  setting    i68U.8.,i44. 
lip    this  defense,  either  before  the  courts  or  before  the 
Conmiission,  for  the  reason  that  it  has  not  sought  an  order 
for  relief  at  the  hands  of  the  latter.     The  Supreme  Court 
said,  in  part: 

In  order  further  to  fruard  against  any  miiMippreheuBion  of  tlie  scope 
of  our  det-ifiion,  it  may  be  well  to  observe  that  we  do  not  hold  that 
the  mere  fact  of  competition,  no  matter  wliat  its  character  or  extent, 
nef'essarily  relieves  the  c^irrier  from  the  restraints  of  the  Third  and 
Fourth  sections,  but  only  that  those  sections  are  not  so  stringent  and 
imperative  as  to  exclude  in  all  cases  the  matter  of  competition  from 
consideration  in  determining?  the  ouestions  of  **  un<iue  or  unreason- 
able preference  or  advantage,"  or  what  are  "substantially  similar  cir- 
cumstances and  conditions."  The  (competition  may  in  some  cases  be 
such  as,  having  due  regard  to  the  interests  of  the  public  and  of  the 
carrier,  ought  justly  to  have  effect  upon  the  rates,  and  in  such  cases 
there  is  no  absolute  rule  which  prevents  the  Commission  or  the  courts 
from  taking  that  matter  into  consideration. 

Referring,  in  the  same  opinion,  to  an  expression  of  the    ^i  u.  8.  App.. 
circuit  court  in   deciding  the   same  case,  the   Supreme 
Court  used  the  following  language: 

The  last  sentence  in  this  extract  is  objected  to  by  the  Commission's 
counsel,  as  declaring  that  the  determination  of  the  extent  to  which 
dbtcrimination  was  justified  by  circumstances  and  conditions  should 
be  left  to  the  carriers.     If  »>  read  we  should  not  be  ready  to  adopt  or 
approve  such  a  position.     But  we  understand  the  statement,  read  in 
the  connec'tion  m  which  it  occurs,  to  mean  only  that  when  once  a 
vubstantial   dissimilarity  of  circumstances  and  conditions  has  been 
made  to  appear  the  carriers  are.  from  the  nature  nf  the  question,  let- 
ter (itte<i  to  adjusttheir  rates  to  suit  such  dissimilarity  of  circumstances 
and  conditions  than  courts  or  com  missions.     *    *    *     Hut  it  does  not 
mean  that  the  ac^tion  of  the  carriers  in  fixing  and  adjusting  the  rates 
in  such  instances  is  not  subject  to  a  revision  by  the  C<)mmis.^ion  and 
the  courts,  when  it  is  charged  that  such  action  has  resulted  in  rates 
QQJast  or  unreasonable  or  in  unjust  discriminations  and  i)references. 

Further  light  upon  the  law,  as  finally  interpreted  bv  the 
Supreme  Court,  especially  upon  the  ((uestion  whether  an 
adjustment  of  rates  contrary  to  the  genenil  rule  of  Section 
4.  but  justifiable  by  the  existence  of  competition  at  the 
longer  distance  point  may  be  within  the  condemnation  i75u. s., 64s. 
of  Section  8,  may  be  found  in  the  opinion  in  Louisville 
and  Nashville  v,  Behlmer,  in  which  the  <'ourt  said: 

It  follows  that  while  the  carrier  may  tiike  into  consideration  the 
existence  of  com|)etition  as  the  producing  cause  of  dis.<iiinlar  circum- 
stances and  conditions,  his  rii^ht  to  do  sij  is  governed  by  the  following 
priodples:  First,  the  absolute  command  of  the  statute  that  all  rates 
8.  Doc  244,  69-1 3 
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shall  be  just  and  reasonable  and  that  no  undue  discrimination  Ix^ 
brought  al)Out,  though,  in  the  nature  of  things,  this  latter  considera- 
tion may,  in  many  cases,  lie.  involved  in  the  (lt*termination  of  whether 
competition  was  such  as  created  a  sub^-tantial  dissimilarity  of  condi- 
tions; second,  that  the  competition  relied  upon  l)e  not  artificial  or 
merely  conjectural,  but  material  and  substantial,  thereby  operating 
on  the  question  of  traffic  and  rate  making,  the  right  in  every  event 
to  he  only  enjoyed  with  a  due  regard  to  the  interest  of  the  public, 
after  giving  full*  weight  to  the  benefits  to  be  conferred  on  the  place 
from  whence  the  traffic  moved  as  well  as  thase  U)  be  derived  by  the 
locality  to  whioh  it  is  to  be  delivered. 

181  U.S.,  1.  Referring  particularly  to  this  pas{«!a«»e  in  its  opinion  in 

East  Tennessee,  Vir«finia  and  Georgia  Kailwa>'  r.  Inter- 
state Commerce  Commission,  the  court  said: 

The  summing  up  or  grouping  of  the  various  provisions  of  the  Act 
which  was  made  in  the  passages  relied  upon  but  served  to  point  out 
that  the  provisions  of  the  statute,  allowing  competition  to  become  the 
cause  of  dissimilarity  of  circumstance  and  couilition,  could  oj^erate  no 
injurious  effect  in  view  of  the  other  provisions  of  the  Act  protecting 
against  discrimination  and  preference;  that  is,  the  undue  preference 
and  unjust  discrimination  sCgainst  which  the  other  provisions  of  the 
statute  were  aimed. 

*  *  *  In  a  supposed  case  when,  in  the  first  instance,  upon  an 
issue  as  to  the  violation  of  the  Fourth  section  of  the  Act,  it  is  conceiled 
or  established  that  the  rates  charge<l  to  the  shorter  distance  point  are 
iust  and  reasonable  in  and  of  themselves,  and  it  is  also  shown  that  the 
lesser  rate  charged  for  the  longer  haul  is  not  wholly  unremunerative 
and  has  been  forced  upon  the  carriers  by  com^)etition  at  the  longer 
distance  point,  it  must  result  that  the  discrimination  springing  alone 
from  a  disparity  in  rates  can  not  l>e  held,  in  legal  effect,  to  be  the 
voluntary  act  of  the  defendant  carriers  and  as  a  consequence  the  pro- 
visions of  the  Third  section  of  the  Act  forbidding  the  making  or  giv- 
ing of  an  undue  or  unreasonaV)le  preference  or  advantage  will  not 
apply.  The  prohibition  of  the  Third  section  when  that  section  is  con- 
sidered in  its  proper  relation,  is  directed  against  unjust  discrimina- 
tion or  undue  preference  arising  from  the  voluntary  and  wrongful  act 
of  the  carriers  complained  of  as  having  given  undue  preference,  and 
does  not  relate  to  acts  the  re^ultof  conditions  wholly  beyond  the  con- 
trol of  such  carriers. 

Again,  in  the  case  last  quoted,  the  Supreme  Court 
clearU^  stated  that  in  its  view  the  interpretation  which  it 
had  adopted  does  not  permit  any  injustice  which,  under  a 
different  view  of  the  law,  might  be  prevented.  The  quo- 
tation which  follows  is  applicable  not  only  to  the  facts  in 
the  particular  case  but  to  numerous  other  cases  of  similar 
character.     The  court  said: 

The  onlv  principle  by  which  it  is  possible  to  enforce  the  whole 
statute  is  the  construction  adopted  by  the  previous  opinions  of  this 
court;  that  is,  that  competition  which  is  really  an  exen-ise  of  poten- 
tial influence  on  rates  to  a  particular  point  brings  into  play  the 
dissimilarity  of  lircumstanres  and  conditions  provided  by  the  statute 
and  justifies  the  lesser  charge  to  the  more  distant  and  competitive 
p>int  than  to  the  nearer  and  noncomi>etitive  place,  and  that  this  right 
18  not  destroyed  by  the  mere  fact  that  incidentallv  the  lesser  charge  to 
the  comi>etitive  point  may  seemingly  give  a  preference  to  that  point 
and  the  greater  rate  to  the  noncompetitive  point  may  apparently 
engender  a  discrimination  against  it.  We  say  seemingly  on  the  one 
hand  and  apparently  on  the  other  Invause  in  the  supposed  cases  the 
preference  is  not  '*  undue"  or  the  disciimination  "  unjust." 

This  is  clearly  ^o,  when  it  is  considered  that  the  lesser  charge  upon 
which  both  the  assumption  of  preference  and  discrimination  is  prtMli- 
<*ated  is  sanctioned  by  the  statute,  which  causes  the  <'ompetition  to 
give  rise  to  the  right  to  make  such  lesser  charges.     Indeed,  the  find- 
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ing^  of  fact  made  by  the  ComniissioD  in  this  case  leave  no  room  for 
the  contention  th:it  either  undue  preference  in  favor  of  Nashville  or 
unjusit  discrimination  a^^ainst  Chattanooga  aro.se  merely  from  the  act 
of  the  carriers  in  meeting  the  competition  existing  at  Nashville.  The 
Goinmisnion  found  that  if  the  defendant  carriers  had  not  adjusted 
their  rates  to  meet  the  competitive  condition  at  Nashville  the  only 
consequence  would  have  been  to  deflect  the  traffic  at  the  reduced  rates 
over  other  lines.  From  this  it  follows  that,  even  although  the  carriers 
had  not  taken  the  dissimilarity  of  circumstances  and  conditions  into 
view  and  had  continued  their  rates  to  Nashville  just  as  if  there  had 
been  no  dissimilarity  of  circumstance  and  condition,  the  preference  in 
favor  of  Nashville  growing  out  of  the  conditions  there  existing  would 
have  remained  in  force,  and  hence  the  discrimination  which  thereby 
arose  against  Chattanooga  would  have  likewise  continued  to  exist. 
In  other  wonls,  both  Nashville  and  Chattanooga  would  have  been 
exactly  in  the  same  position  if  the  long  and  short  haul  clause  had  not 
been  brought  into  play. 

Thf  meana  of  enforceititmt  jyromded, — Having  established 
these  standards  of  oblij^tion,  Congress  proceeded  to  pro- 
vide means,  in  addition  to  those  already  existing  for  the 
enforcement  of  all  Federal  law,  for  the  special  purpose  of 
enforcing  this  statute.  In  the  mean.s  thus  provided  are  to 
be  found  evidences  of  all  the  conflicting  views  at  that  time 
held  as  to  the  proper  means  of  securing  equitable  adjust- 
ment of  railway  charges. 

Thus,  in  1887,  there  were  those  who  believed  that  the 
competition  of  rival  routes  seeking  the  same  traffic  is  in 
itself  a  suflicient  means  for  .securing  just  charges.  Oth- 
ers believed  that  if  suitable  machinery  for  exposing  in- 
stances of  injustice  were  created,  the  public  sentiment 
which  would  be  invoked  would  operate  with  such  com- 
pelling force  as  to  result  in  the  correction  of  all  serious 
evils,  while  still  another  group  of  publicists  held  that  the 
only  way  to  secure  adequate  relief  was  to  provide  an  effi- 
cient and  summary  process  by  which  the  authority  of  the 
State  could  be  directlv  and  promptlv  brought  to  bear  to 
compel  satisfactory  acTjustments.  With  these  distinctions 
borne  in  mind  it  is  onh^  necessary  to  suggest  the  following 
heads  under  which  the  mean.s  provided  in  the  interstate- 
commerce  law  of  1887  may  be  classified: 

A.  Efforts  to  perpetuate  interline  competition. 

B.  Efforts  to  mvoke  popular  sentiment  through  publicity. 

C.  Efforts  to  establish  a  summary  process  of  relief. 

The  I nterstfite  Commerce  Coram fSi<io)).—'T\i^  position  of 
the  Commission  created  by  the  Act  to  regulate  commerce 
in  the  regulative  system  provided  is  not  so  definite  as  to 
bring  its  functions  clearly  within  either  of  the  foregoing. 
Sina^  the  adoption  of  the  amendment  of  1881^  it  has  been 
ejcpressly  required  ''to  execute  and  enforce"  the  law, and    section  12. 
even  prior  to  that  date  its  duty  to  receive  and  investigate    section  113. 
complaints,  and  when  '' anything  has  been  done  or  omitted 
to  be  done  in  violation  of  the  provisions  of  this  Act"  to    section  15. 
require  the  defendant  common  carrier  "to  cease  and  desist 
from  such  violation  and  to  make  reparation  for  the  injury 
so  found  to  have  l>een  done"  included  all  provisions— those 
to  perpetuate  competition,  as  well  as  those  to  secure  pub- 
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licity — and  was,  in  fact,  a  part  of  the  summary  process  of 
relief. 

The  functions  of  the  Commission  partake  of  the  nature 
of  all  of  the  three  divisions  of  governmental  power.  *'  To 
execute  and  enforce''  the  law  is  obviously  an  executive 
function.  As  an  executive  agenc3%  also,  the  Commission 
receives  contracts  and  rate  schedules,  classifies  and  tiles 
them,  and  provides  for  their  preservation.  In  similar 
capacity  it  inquires  ''into  the  management  of  the  business 
of  all  common  carriers"  subject  to  the  law;  prosecutes 
before  the  courts  applications  for  the  enforcement  of  its 
orders;  receives  statisticjil  reports  and  compiles  and  pub- 
lishes statistics;  reports  annually  to  Congress,  with  rec- 
ommendations as  to  additional  legislation,  and  (under  the 
Elkins  law)  proceeds  when  it  has  "'reasonable  ground  for 
belief-'  that  passengers  or  freight  are  '* being  carried  at 
less  than  the  published  rates  on  file"*  or  that  there  are 
being  practiced  any  other  -'discrimination  forbidden  In- 
law'' to  invoke  the  aid  of  the  Fedenil  courts  to  secure 
relief  for  those  injured. 

At  other  times,  performing  duties  partaking  of  a  judicial 
character,  the  (commission  hears  ccmiplainSs,  issues  its 
''report"  and  makes  "'findings  of  fact,  such  findings  of 
fact  becoming  "prima  facie  evidence  of  the  matters  therein 
stilted,"  and  issues  to  the  defendants  its  "notice"  or 
''order"  providing  for  adeqjuate  relief.  Again,  it  is  in 
the  exercise  of  at  least  quasi- legislative  powers  that  the 
Conmiission  prescribes  "the  measure  of  publicity  which 
shall  be  given"  to  joint  rates  and  to  charges  therein  and 
determines  "the  form  in  which  the  schedules''  of  rates 
shall  be  printed  and  published.  It  also  has  similar  authority 
to  prescribe  "a  uniform  system  of  accounts  and  the  man- 
ner in  which  such  accounts  shall  be  kept." 

The  Commission  to  which  these  powers  are  intrusted  con- 
sists of  five  persons  appointed  by  the  President,  with  the 
advice  and  consent  of  the  Senate.  They  serve  terms  of  ^•ix 
years,  ending  on  different  dates,  may  be  removed  "for 
mefliciency,  neglect  of  duty,  or  malfeasance  in  office,"  not 
more  than  tliree  may  be  "  appointed  from  the  same  political 

Karty,"  and  none  of  them  may  "engage  in  an}-  other 
usiness,  vocation,  or  employment,''  or  own  "stock  or 
bonds,"  or  be  "in  any  manner  pecuniarily  interested" 
in  any  carrier  subject  to  the  law,  or  hold  "an}^  official 
relation"  to  such  a  carrier.  Each  Commissioner  is  paid 
a  salary  of  $7,500  per  annum,  in  the  same  manner  as  the 
judges  of  the  Tnited  States  courts. 

T/ie  f^^farf  to  ju>rpetuaUi  c(nit)Ptf''tlon.  -Yvonx  lS7o  to  1887 
the  most  conspicuous  feature  in  railway  managcMuent  was 
the  effort  to  control  inter-line  rivalry  through  agreements 
to  maintain  the  rates*  applied  to  traffic  competed  for  by 
two  or  more  lines.  As  early  as  1870  these  agreements 
took  the  form  of  contracts  to  divide  traffic,  or  the  gross  or 
net  eai-nings  therefrom,  in  proportions  fixed  in  the  agree- 
ments or  adjusted  from  time  to  time  in  accordaiK\e  with 
their   terms.     Arrangements  of  this  sort  were  denomi- 
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natod  ''pools/'  Their  object  wa«  to  protect  agreenients 
its  to  rates  by  the  removal,  so  far  as  practicable,  of  the 
incentive  to  their  violation.  The  effort  to  perpetuate 
inter-line  competition  is  expressed  in  the  prohibition  of 
these  ajyreement.s,  which  is  contained  in  the  Fifth  section. 

According  to  this  section  it  is  unlawful  to  enter  into  any 
agreement  or  combination  ''for  the  pooling  of  freights  of 
different  and  competing  railroads  or  to  divide  between 
them  the  aggregate  or  net  proceeds  of  the  earnings  of  such 
railroads  or  any  portion  thereof,"  and  every  day  of  the 
continuance  of  su(!h  an  agreement  is  made  to  constitute  a 
separate  offense.  This  statute  brought  to  an  abrupt  end 
the  efforts  to  mitigate  the  force  of  interline  rivahy  b}^  the 
expedient  of  dividing  freight  or  earnings,  but  it  in  no  way 
moderated  the  desire  of  the  carriers  to  save  themselves  and 
their  intermediate  traffic  from  the  extreme  results  of  un- 
controlled competition  at  their  terminals.  With  this  end 
in  view  many  of  the  associations  which  had  operated  as 
pools  prior  to  the  enactment  of  the  law  of  1887  were  there- 
after continued,  with  some  modifications,  including  the 
omission  of  their  pooling  features. 

Generally  speaking,  their  functions,  after  this  date, 
were  to  effect  agreements  as  to  the  charges  to  be  applied 
to  the  traffic  within  the  jurisdiction  of  each,  to  collect 
statistics  of  its  distribution  among  the  rival  routes,  to 
publish  the  rate  schedules  fixed  by  agreement,  and  to 
furnish  a  means  of  detecting  and  correcting  deviations 
from  these  published  schedules. 

There  were  also  numerous  attetnpts  to  attain  the  result 
which  had  formerh'  been  sought  through  pooling  agree- 
ment«:  that  is,  to  restrain  the  carriers  most  subject  to  the 
temi)tation  to  cut  below  the  tariff*  rates  by  insuring  to  them 
a  volume  of  traffic  sufficient  to  remove  that  temptation, 
by  permitting  such  routes  to  charge  rates  lower  by  fixed 
amounts  (called  differentials;  these  arrangements  involved 
a  great  extension  of  the  use  of  differentials)  than  the  rates 
applied  to  the  same  traffic  when  carried  via  the  standard 
routes.  It  is  to  be  observed  that  the  formal  difference 
between  the  pooling  agreements  which  were  common  prior 
to  1S87  and  the  tmffic  association  agreements  by  which 
they  were  followed  (all  matters  extraneous  to  the  present 
discussion  being  disregarded)  is  that  the  latter  attempt 
directly  to  control  the  rates,  sometimes  seeking  to  maKe 
this  control  effectual  by  adjusting  them  so  as  to  determine 
the  distribution  of  traffic,  while  the  former  attempted,  in- 
directly, to  control  the  rates  by  means  of  direct  control  of 
the  distribution  of  traffic  or  gross  or  net  earnings. 

That  the  idea  of  apportionment  of  traffic  was  not  absent 
from  the  later  associations  is  shown  by  many  examples. 
The  agreement  of  1S1^3  of  the  Central  Traffic  Association, 
for  example,  contained  the  proviso  that — 

whenever  any  party  hereto  feels  that  it«  traffic  iv-  being  nnjustly 
ilepleted  it  shall  represent  the  fact«  in  writinjr  to  the  Commissioner, 
who  nhall  promptly  endeavor  to  Becnre  to  the  parties  hereto  their 
«hare  of  traffic. 
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Again,  in  the  articles  of  agreement  of  the  Trans- Missouri 
Freight  Association  one  may  read  the  following: 

If  the  maintenance  of  uniform  tariffs  >)y  all  lines  reduces  the  traffic 
of  any  party  below  a  fair  proportion  of  the  traffic  in  comj)etition,  the 
tariffs  may  be  so  adjusted  from  time  to  time  as  to  protect  such  lines 
from  an  unjust  depletion  of  traffic,  such  adjustment  to  be  made  under 
the  rules  of  this  association. 

Pp.2^28.  In  its  Second  Annual  Report  (1888)  the  Commission  said: 

But  the  voluntary  establishment  of  such  extensive  respon^^ibility 
would  require  such  mutual  arrangements  between  the  carriers  as 
would  establish  a  common  authority  which  should  b^  vesteil  with 
power  to  make  traffics  arrangements,  to  fix  rates  and  provide  for  their 
steady  maintenance,  to  compel  the  performance  of  mutual  duties 
among  the  members,  and  to  enforce  promptly  and  efficiently  such 
sanctions  to  their  nmtual  understanding  as  might  be  agreed  upon. 
Something  faintly  resembling  this,  as  heretofore,  has  been  done 
through  the  railroad  associations,  but  the  only  effectual  sanction 
which  they  have  as  yet  contrivini  whereby  the  observance  of  good 
faith  in  their  mutual  dealings  could  be  e'nforce<l  was  through  the 
device  of  pooling  their  freight  or  earnings. 

Even  this  was  imperfect,  because  the  arrangement  could  always  l)e 
withdrawn  from  at  pleasure,  but  pooling  is  now  out  of  their  power, 
being  forbidden  by  law.  *  *  *  Without  legislation  to  favor  it  little 
can  be  (fone  l>eyond  the  formation  of  consulting  and  a<ivi8ory  associa- 
tions, and  the  work  of  these  is  not  only  necessarily  defective,  but  it  is 
also  limited  to  circumscribe<i  territory.  *  *  *  But  the  evils  aris- 
ing froiTi  the  want  of  friendly  business  associations  between  the  rail- 
roads fall  largely  uj)on  the  public  also.  *  *  *  The  public  has  an 
interest  in  being  protected  against  the  probable  exercise  of  any  such 

f)ower.  But  it*^  interest  goes  further  than  this;  it  goei?  to  the  estal)- 
ishment  of  such  relations  among  the  managers  of  roads  as  will  lead  to 
the  extension  of  tluur  traffic  arrangements  with  mutual  responsibility 
just  as  far  as  may  be  possible,  so  that  the  public  may  have  in  the 
service  performed'  all  the  benelits  and  conveniences  that  might  l»e 
expecteu  to  follow  from  general  federation.  There  is  nothing  in  the 
existence  of  such  arrangements  which  is  at  all  ini-onsistent  with  earn- 
est competition.  They  are  of  general  convenience  to  the  carriers,  as 
well  as  to  the  public,  and  their  voluntary  extension  may  be  looked 
for  until  in  the  strife  between  the  roads  the  limits  of  competiti<m  are 
passed  and  warfare  is  entered  upon. 

*  *  *  While  the  Connnission  is  not  at  this  time  prepared  to  rec- 
ommend general  legislation  toward  the  establishment  and  promotion  of 
relations  I H»t ween  the  carriers  that  shall  better  subserve  the  public  in- 
terest than  those  which  are  now  <-(nnni<)n,  it  must  nevertheless  look 
forward  to  the  possibility  of  something  of  that  nature  becoming  at 
some  time  imi)erative,  unless  a  great  improvement  in  the  existing  con- 
ditions of  things  is  voluntarily  inaugurated. 

That  progress  of  the  kind  inclicated  by  the  Commission 
might  have  proceeded  so  far  as  profoimdly  to  affect  the 
situation  had  nothing  intervened  to  prevent  it  can  now 
neither  be  proved  nor  disproved.  The  force  which  inter- 
vened was  the  adoption,  m  1S90,  of  the  .so-called  *'Anti- 
trust  law/'  and  the  decisions  of  the  Supreme  Court  of  the 
116 U.S., 290  United  St^ites  in  the  Trans-Missouri  Association  and  the 
171  U.S., 505  Joint  Trafhc  Association  case^,  in  which  it  was  held  that 
this  law  is  applicable  to  aofreements  among  railways  and 
that  it  is  effective  to  prohibit  agreements  as  to  charges, 
even  though  the  rates  provided  under  them  are  rejusonable 
and  just. 
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In  its  Fourteenth  Annual  Report  the  Interstate  Com-    i^^.p.  9. 
nierce  Commission  said: 

The  Anti-trust  act,  so  calle<i,  as  interpreted  by  the  courts,  renders  any 
agreement  with  reference  to  the  making  or  maintaining  of  interstate 
rate*  a  crime.  But  if  carriers  are  to  make  public  their  rates  and  to 
charge  all  shippers  the  same  rate,  they  must,  as  a  practical  matter, 
agree  to  some  extent  with  respect  to  those  rates. 

Since  the  decisions  referred  to,  the  scope  of  railway 
associations  has  been  greatly  restricted  and  their  develop- 
ment along  the  lines  formerly  indicated  has  undoubtedly 
stopped.  There  are  assertions  in  the  testimony  that  the 
organizations,  which  now  exist,  do  perform  functions 
closely  akin,  at  least,  to  those  that  have  been  prohibited, 
and  that  at  conferences  among  the  traffic  representatives 
of  rival  lines  understandings  as  to  rates  are  reached  which 
are  obnoxious  to  the  law  as  thus  interpreted.  The  opinion 
of  the  Interstate  Connuerce  Conmiission  upon  this  point, 
as  announced  in  its  Fifteenth  Annual  Report,  follows :  ^^^'  p-  i^- 

Such  associations,  in  fact,  exist  now  as  thev  did  before  those  deci- 
sions, and  witli  the  same  general  effect.  In  justice  to  all  parties,  we 
ought  pmbably  to  add  that  it  is  difficult  to  see  how  our  interstate 
railways  could  be  operated,  with  due  regard  to  the  interest  of  the 
shipper  and  the  railway,  without  concerted  action  of  the  kind  afforded 
through  these  associations. 

In  its  Second  Annual  Report  the  Interstate  Commerce    isfts,  p.ae. 
Commission  said: 

With  pooling  prohibited,  the  tendency  among  the  railways  seems 
likely  to  be  in  the  direction  of  consolidation  as  the  only  means  of 
effectual  protection  against  mutual  jealousies  and  destructive  rate  wars. 

Twelve  years  later,  in  its  Fourteenth  Annual  Report,    i90i,  p.s. 
the  same  body  declared: 

The  present  state  of  the  law  and  the  i&cb*  here  referred  to  have 
undoubte<lly  furnisluMl  great  incentive  to  the  consolidation  or  unifica- 
tion of  rival  lines,  which  i.-«  atonwthe  most  conspicuous  and  the  most 
significant  result  of  current  railroad  tinanceering! 

A  mo\ement  toward  the  c(;nsolidation  of  formerly 
separate  and  independent  railway  corporations  has  char- 
aicterized  the  entire  period  of  railway  development  in  the 
United  States,  but  there  is  no  question  that  this  move- 
ment, as  suggested  by  the  foiegoing.  has  gone  forward 
upon  a  larger  scale  since  the  decisions  just  referred  to 
than  during  any  previous  period. 

Whether  this  acceleration  of  the  tendency  toward  con- 
solidation is  wholly  attributable  to  the  state  of  public 
regulation,  or  how  far  it  has  b(»en  affected  by  the  extraor- 
dinary investing  power  of  the  masses  of  the  people 
which  is  an  incident  of  unprecedented  general  prosperity 
and  to  the  unusual  opportunities  ottered  by  the  railway 
liankruptcies  and  reorganizations  that  resulted  from  the 
industrial  depression  of  1898  and  were  so  sig?iiticant  a 
feature  of  railway  ttnance  during  the  ensuing  four  years, 
are  perhaps  open  questions.  Some  significant  facts  of  the 
recent  operation  of  this  tendency,  so  far  as  they  can  be 


40  DIGEST   OP   HEARINGS   ON   BAILWAY  RATES. 

Appendix  VT.    niea8ured  b}'  statistics,  are  presented  in  an  appendix  to 
this  report. 

KfforU  to  hkvitke public Hdiii in ent  throtiylt  puhliclfy, — In 
188t,  as  at  the  present  time,  it  was  gonemlly  agreed  that 
the  efforts  to  regulate  the  railways  of  Massachusetts 
through  a  State  commission  which  dei>ends  upon  the  force 
of  public  sentiment  for  the  enforcement  of  its  conclusions 
had  b(»en  highly,  and  perhaps  exceptionally,  successful. 
In  applying  this  principle  of  publicity  in  a  Fedei*al  statute 
which  created  a  commission  of  larger  scope  and  authority 
than  the  commission  of  Massachusetts  the  Interstate 
Commence  law  provided — 

A.  That  all  rates  ^should  be  filed  at  Washington  and  made  public 
by  the  carriers  theniselvep. 

B.  That  con  tracts  between  railways  and  other  ccnninon  carriers 
affecting  traffic  subject  to  the  act  should  be  filed  at  Washington. 

C.  That  complaints  against  the  railways  should  be  investigated  by 
the  Coumiission,  and  that  its  findings  of  tact,  conclusiiuis,  and  recom- 
mendations should  be  madepubHc. 

D.  That  the  Commission  should  have  authority  to  inquire  into  the 
management  of  the  business  of  all  carriers  subject  to  the  law  and 
should  keep  itself  informed  as  to  the  manner  and  method  in  which 
such  business  is  conducted. 

E.  That  the  Commission  should  collect  statistics  of  railway  opera- 
tions. 

F.  That  the  Commission  should  make  annual  reports  of  informa- 
tion considered  of  value  in  relation  to  the  regulation  of  commerce, 
which  should  also  include  its  recommendations,  if  any,  for  further 
legislation. 

It  will  be  observed  from  the  foregoing  that  the  word 
''publicity"  is  given  a  very  broad  significance,  extending 
as  far  at  times  as  to  include  the  principle  of  conciliation. 

The  pvhliajtlo)!  of  raft'.  i<clw(hile)<, — Among  the  means 
for  securing  publicity  none  is  more  comprehensive  or  of 
more  self-evident  inmortance  than  the  publication  of  the 
rates  of  charge.  The  Sixth  section  of  the  Act  to  regulate  com- 
merce accordingly  provided  that  each  carrier  should  print 
and  keep  for  public  inspection  schedules  of  the  rates  and 
fares  and  charges  for  the  transporbition  of  passengers  and 
property  over  its  railroad,  and  that  these  scnedules  should 
mclude  all  terminal  charges  and  rules  or  regulations  which 
in  any  wise  change,  affect,  or  determine  the  amount  to  be 
paid.  This  section  also  required  that  ten  days'  public 
notice  of  an  advance  in  rates  should  be  given. 

The  foregoing  provisions  were  applicable  only  to  the 
rates  applied  to  passengers  or  property  transported  over 
the  line  of  a  singl^^  carrier,  but  it  was  required  that  both 
local  and  joint  rates  (when  the  latter  were  agreed  upon  by 
two  or  more  carriers)  should  be  tiled  with  the  Conmiission, 
and  that  the  joint  rates  should  be  made  public  as  it  might 
direct.  On  March  2,  1881>.  an  amendment  to  the  law 
required  that  individual  tariffs  should  be  posted  in  two 
public  and  conspicuous  places  in  every  station  at  which 
passengers  or  freight  are  received  for  transportation,  and 
that  three  days'  notic(»  of  reductions  in  charges  should  be 
given  in  the  same  manner  as  the  ten  days'  notice  of  ad- 
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vances.  The  provisions  in  regard  to  notice  of  changes 
were  also  made  applicable  to  joint  tariffs.  At  the  same 
time  the  Commiasion  was  given  authority  to  "'  prescribe 
the  form  in  which  schedules  required  to  be  kept  open  to 
public  inspection''  should  be  arninged  and  to  change  that 
form  from  time  to  time  as  might  be  found  expedient. 
I'pon  the  adoption  of  this  amendment  the  Conmiission 
issued  two  circulars  which  app(»ar  as  appendices  two  and 
three  to  its  Third  Annual  Report  (188y). 

The  tirst  of  these,  dated  May  12,  1889,  merely  called 
the  attention  of  the  carriers  to  the  new  requirements  in 
regard  to  local  tariffs,  while  the  second,  dated  March  23, 
issy,  announced  that  the  Commission  had  exercised  its 
discretion  as  to  the  **  measure  of  publicity"  which  shall  be 
given  to  joint  rates  by  ordering  that — 

Every  purh  advance  or  reduction  shall  be  so  published  by  j)lainly 
nrintiniu:  the  same  in  large  type,  two  copies  of  which  shall  he  posted 
for  the  use  of  the  public  in  two  public  and  conspicuous  places  in  every 
defM>t,  station,  or  office  of  such  ciirrier  where  passengers  or  freight, 
respectively,  are  received  for  transportation  unuer  such  8(!hedules,  in 
such  form  that  they  shall  be  accessible  to  the  public  and  can  l)e  con- 
veniently inspected.  Such  schedules  shall  be  posted  ten  days  prior 
to  the  taking  effe<*t  of  any  such  advance  and  three  days  prior  to  the 
taking  effect  of  any  such  reduction  in  the  rat€S,  schedules,  or  charges. 

This  order  applied  substantially  the  same  rules  to  joint 
tariffs  a<  those  established  by  the  law  as  applicable  to  local 
tariffs. 

On  December  1,  1891,  the  Conmiission  issued  a  pamph- 
let of  instructions  as  to  the  form  in  which  rate  schedules 
should  be  prepared,  and,  subsecjuently,  obedience  to  the 
suggestions  contained  therein  was  required  by  a  formal 
oraer. 

It  is  sufficiently  obvious  that  a  law  which  provided  for  the 
publication  of  rates  would  be  inadeqate  unless  it  contained 
provisions  for  the  enforcement  of  the  rates  published. 
The  observance  of  the  published  schedules  is,  therefore, 
the  second  CvSsential  step  to  effective  regulation.  Devia- 
tions from  the  published  tariffs,  by  rebates  or  secret  devices 
of  any  sort,  mav  be  the  means  of  affording  undue  favor 
to  particular  individuals,  or,  under  conceivable  conditions, 
of  bringing  about  a  reasonable  adjustment  of  actual  pay- 
ments for  transportation  services,  but  in  either  case  they 
must  be  obnoxious  to  a  wise  systi»m  of  regulation  because 
theA'  operate  with  fatal  effect  upon  the  means  necessary  to 
its  success. 

It  would  seem,  therefore,  that  notwithstanding  the 
grievous  injury  to  particular  individuals  that  may  result 
from  rebates  or  otJher  secret  deviations  from  the  tariff, 
their  evil  <*haracter  and  consequences  are  best  understood 
when  it  is  considered  that  they  attack  and,  in  the  extent 
in  which  they  are  practiced,  destroy  any  system  of  regu- 
lation which  has  for  its  purpose  the  enforcement  of  equal 
and  just  treatment  of  shippers  ]>v  the  carriers.  The  Inter- 
state Commerce  law,  as  oiiginally  adopted,  therefore  pro- 
vided as  a  part  of  its  Sixth  section  that — 
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When  any  such  common  carrier  shall  have  established  and  pub- 
lished its  rates  fares,  and  charges  in  compliance  with  the  provisions 
of  this  section,  it  shall  l>e  unlawful  for  such  common  carrier  to  charge, 
demand,  collect,  or  recreive  from  any  person  or  f)erson8  a  jjreater  or 
less  compensation  for  the  transportation  of  passen^^ers  or  property,  or 
for  any  service  in  connection  therewith,  than  is  specified  in  suchpub- 
lishe<l  schedule  of  rates,  fares,  and  charges  as  may  at  the  time  be  in 
force. 

When,  on  March  2,  188H,  this  section  was  amended  a 
similar  provision  specifically  applicable  to  JQint  tariffs  was 
added.  Lt  will  be  observed,  therefore,  that  under  the  law 
as  amended  in  1881^,  any  deviation,  through  a  rebate  or 
otherwise,  from  the  published  rate  schedules  constitutes  a 
violation  of  the  law,  even  though  it  ma\'  not  amount  to  an 
unjust  discrimination  in  violation  of  Section  2. 

This  distinction  l^ecame  especially  important,  in  the 
further  history  of  the  law,  because  the  amendment  of  188i> 

Section  10.  provided  that  if  the  offense  against  the  law  for  which  any 
person  should  be  convicted  was  an  unlawful  discrimination 
in  rates,  the  penalties  which  might  be  imposed  should 
include  a  term  of  imprisonment  in  the  penitentiary,  in 
addition  to  the  fine  previously  provided,  although  a  tine 
continued  to  he  the  sole  penalty  for  other  violations  of  the 
statute.  This  was  the  state  of  the  law  until  February  li», 
1908,  when  the  supplementary  statute,  known  as  the 
*'  Elkins  law,''  made  deviations  from  the  published  schedule 
the  offense  to  be  punished,  and,  while  removing  the  im- 
prisonment penalty,  very  considerably  increased  the  pecu- 
niary penalty. 

Section  13.  I)tref>ti(/at!otit<. — The  power  of  the  Commission  to  in- 

vestigate  complaints  and  that  to   conduct  the   inquiries 

Section  12.  necessary  to  keep  itself  informed  concerning  tlie  methods 
of  the  carriers  subject  to  the  law  are  similar  in  character. 
Both  are  limited  by  Section  14,  which  requires  that  a 
report  in  writing  shall  be  made  of  every  investigation  and 
by  Section  17,  which  requires  that  the  proceedings,  forms 
of  notices,  and  service  '•  shall  conform,  as  nearly  as  may 
be,  to  those  in  use  in  the  (courts  of  the  United  StJites,"  and 
also  ])ermits  "'any  party ''  to  appear  before  the  Commission 
in  person  or  by  attorney.  Hoth  are  reenforced  by  the  au- 
thority given  the  Commission  to  ''require  by  subpcxMia 

Section  12.  ^^^^  attendance  and  testimony  of  witnesses  and  the  produc- 
Jgendmwit  oftion  of  all  books,  papers,  tariffs,  contracts,  agreement's, 
and  documents  relating  to  any  matter  under  investigation." 
Since  18S1^  this  section  has  empowered  the  Commission, 
in  case  of  disobedience  to  its  subpoena,  to  invoke  the  aid 
of  the  Federal  courts  in  requiring  obedience.  This  power 
was  perhaps  implied  by  the  provision,  which  hits  been  in 
the  law  since  the  beginning,  that  in  case  of  refusal  to  tes- 
tify or  to  produce  testimony  the  circuit  courts  might  issue 
an  order  commanding  obedience,  the  appeamnce  of  wit- 
nesses before  the  Commissioner,  and  the  production  of  books 
or  papers,  and  that  failure  to  obey  such  order  might  be  pun- 
ished as  contempt.  As  amended  in  ISDl  the  section  pro- 
vides that  the  attendance  of  witnesses  and  the  production  of 
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documents  can  be  required  at  any  place  of  hearing  from 
an}^  place  in  the  United  States,  and  that  testimony  may  be 
taken  by  deposition. 

The  original  law  provided  that  no  witness  should  be  section  12, 
excused  from  testifying  on  the  ground  that  he  might  be 
incriminated  by  his  evidencre,  but  that  such  evidence 
should  '*not  be  used  against  such  person  on  the  trial  of 
any  criminal  proceeding/'  This  provision  having  proved 
inoperative.  Congress,  \n  1893,  adopted  a  supplementary 
statute  providing  that  *'  in  any  case  or  proceeding,  crimi- 
nal or  otherwise,  based  upon  or  growing  out  of  any  alleged 
violation''  of  the  Interstate  Commerce  law^  or  any  of  its 
amendments  no  person  shall  be  excused  from  testifying  or 
producing  documents  on  the  ground  that  his  testimony 
might  tend  to  incriminate  him  or  subject  him  to  a  penalty 
or  foi-feiture  but  that  '^no  person  shall  be  prosecuted  or 
subjected  to  any  penalt}^  or  forfeiture  for  or  on  account  of 
any  transaction,  matter  or  thing,  concerning  which  he  mav 
testify,  or  produce  evidence,  documentary  or  otherwise.^' 

Refusal  to  obey  a  subpoena  was,  by  this  supplementary 
statute,  made  an  offense  punishable  by  fine  or  imprison- 
ment, or  both.  The  provisions  of  this  supplementary  act 
in  regard  to  protection  against  the  effect  of  incriminatory 
testimon}'  were  subsequently  incorporated  in  the  Elkins 
law,  but  the  latter  does  not  appear  to  have  affected  the 
offense  of  refusal  to  testify  or  produce  document's  before 
the  Commission  or  the  penalties  therefor. 

The  supplementary  statute  of  1898,  which  has  been  re- 
ferred to,  was  ado]>ted  principally  as  a  result  of  efforts  to 
secure  testimony  concerning  the  alleged  pavment  of  re- 
bates, but  its  discussion  has  been  deferred  because  of  its 
broader  application.  The  penal t}'  for  violation  of  the 
Interstiite  Commerce  law,  as  that  statute  w^as  originally 
enacted,  applied  only  to  those  acting  for  or  on  behalf  of 
scmie  common  carrier  subject  to  its  provisions,  and  con- 
sisted of  a  tine  of  not  to  exceed  $5.(K)0  for  each  offense. 

By  the  amendment  of  1889  this  section  was  consider- 
ably extended.  By  the  adoption  of  this  amendment  an 
alternative  or  additional  penalty  of  imprisonment  in  the 
penitentiary  for  not  to  exceed  two  years  was  provided  in 
those  cases  in  which  the  violation  should  consist  of  an 
'-  unlawful  disci  imination  in  rates,  fares,  or  charges'"  and 
this  penalty  was  .made  applicable  to  ''*any  device''  by 
which  such  discrimination  might  be  a<^complished  and  to 
any  shipper  who  might  participate  in  the  violation  and 
thus  obtam  transportation  for  less  than  the  regular  rates. 
Under  this  state  of  the  law  a  shipper  who  was  asked  to 
testify  before  a  gmnd  jury  concernmg  the  alleged  accept- 
ance of  a  rebate  declined  to  do  so,  pleading  inununit}^ 
under  the  Fifth  amendment  to  the  Constitution  of  the^gj*  ^^-  ^®p- 
United  States.  This  plea  was  rejected  ])v  the  circuitcourt, 
but  on  appeal  to  the  Supreme  Court  the  decision  was 
reversed  and  the  case  remanded  with  a  direction  to  dis- 
chai'ge  the  appellant  from  custody. 
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Section  10. 


Section  13. 


Section  12. 


Section 
amendment     of  tion 
March,  1889. 


When  any  such  common  carrier  shall  have  ei^tahlished  and  pub- 
lished it'^rateP,  fares,  and  charjjre.s  in  compliance  with  the  provisiona 
of  this  section,  it  shall  l)e  unlawful  for  such  common  carrier  to  charge, 
demand,  collect,  or  retvive  from  any  person  or  j)erson8  a  greater  or 
less  compensation  for  the  transportation  of  passengers  or  property,  or 
for  any  service  in  connection  therewith,  than  is  specified  m  such  pub- 
lished schedule  of  rates,  fares,  and  charges  as  may  at  the  time  be  in 
force. 

Wlieiu  on  March  2,  1889,  this  section  was  amended  a 
similar  provision  specifically  applicable  to  jqint  tariif.swas 
added.  Lt  will  be  obstirved,  therefore,  that  under  the  law 
as  amended  in  1881^,  any  deviation,  through  a  rebate  or 
otherwise,  from  the  published  rate  schedules  constitutes  a 
violation  of  the  law,  even  though  it  may  not  amount  to  an 
unjust  discrimination  in  violation  of  Section  2. 

This  distinction  became  especially  important,  in  the 
further  history  of  the  law,  because  the  amendment  of  lSt>\) 
provided  that  if  the  oftense  against  the  law  for  which  any 
person  should  be  convicted  was  an  unlawful  discrimination 
m  rates,  the  penalties  which  might  be  imposed  should 
include  a  term  of  imprisonment  in  the  penitentiar}^  in 
addition  to  the  fine  previously  provided,  although  a  tine 
continued  to  he  the  sole  penalty  for  other  violations  of  the 
statute.  This  was  the  state  of  the  law  until  February  19, 
1908,  when  the  supplementary  statute,  known  as  the 
'"  Elkins  law,-'  made  deviations  from  the  published  schedule 
the  offense  to  be  punished,  and,  while  removing  the  im- 
prisonment penalty,  very  considerably  increased  the  pecu- 
niary penalty. 

/})resf/(/ations, — The  power  of  the  Commission  to  in- 
vestigate complaints  and  that  to  conduct  the  inquiries 
necessary  to  keep  itself  informed  conceining  the  methods 
of  the  carriers  subject  to  the  law  are  similar  in  character. 
Both  are  limited  l)y  Section  14,  which  requires  that  a 
report  in  writing  shall  be  made  of  every  investigation  and 
by  Section  17,  which  requires  that  the  proceedings,  forms 
of  notices,  and  service  ''shall  conform,  as  nearly  as  may 
be,  to  those  in  use  in  the  courts  of  the  Tnited  States,"  and 
also  ])ermits  ''any  party ''  to  appear  before  the  Commis^^ion 
in  person  or  by  attorney.  Hoth  are  reenforced  by  the  au- 
thority given  the  Commission  to  ''require  by  subpcBna 
12,  the  attendance  and  testimony  of  witnesses  and  the  produc-  1 
■'tion  of  all  books,  papers,  tariffs,  contmcts.  agrt'ement^, 
and  documents  relatmg  t<j  any  iiiatier  under  investigatioiu" 

Since  1889,  this  section  has  tMnpf>\vered  the  t -ominisiiioti, 
in  case  of  disobedience  to  its  subpu'im,  to  invoke  fJii*  aid 
of  the  Federal  courts  in  nnjuiring  o^KHUetice.    Thn  pimet^ 
was  perhaps  implied  by  the  provision,  which  hnj^  lM'«*a  in 
the  law  since  the  beginning,  tUMt  in  case  of  refusal  U\  Ik^^ 
tify  or  to  produce  testim*jny  t\w  circuit  courU  ini'jhr  Uhui^ 
an  order  commanding  obedience,  the  appeamn' 
nesses  before  the  (commissioner,  and  the  prcKJuclJ^ 
or  papers,  and  that  failure  to  obey  such  order    ^ 
ished  as  contempt.     As  luiieiuloJl  in  ISUi    ' 
vides  that  the  attendance  of  wit"*^-""'^  ^*^ 
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documents  can  be  required  at  any  place  of  hearing  from 
any  place  in  the  United  States,  and  that  testimony  may  be 
taken  by  deposition. 

The  original  law  provided  that  no  witness  should  be  section  12. 
excused  from  testifying  on  the  ground  that  he  might  be 
incriminated  by  his  evidence,  but  that  such  evidence 
should  "'not  be  used  against  such  person  on  the  trial  of 
any  criminal  proceeding.-'  This  provision  having  proved 
inoperative.  Congress,  in  1893,  aaopted  a  supplementary 
statute  providing  that  "'in  any  case  or  proceeding,  crimi- 
nal or  otherwise,  based  upon  or  growing  out  of  au}^  alleged 
violation"  of  the  Interstate  Commerce  law  or  any  of  its 
amendments  no  person  shall  be  excused  from  testifying  or 
producing  documents  on  the  ground  that  his  testimony 
might  tend  to  incriniinate  him  or  subject  him  to  a  penalty 
or  forfeiture  but  that  '"no  person  shall  be  prosecuted  or 
subjected  to  any  penalty  or  forfeiture  for  or  on  account  of 
any  transaction,  matter  or  thing,  concerning  which  he  may 
testify,  or  produce  evidence,  documentary  or  otherwise." 
Refusal  to  obey  a  subp(jena  was,  by  this  supplementarv' 
statute,  made  an  offense  punishable  by  fine  or  imprison- 
ment, or  both.  The  provisions  of  this  supplementary  act 
in  regard  to  protection  against  the  effect  of  incriminatory 
testimony  were  subsequently  incorporated  in  the  Elkins 
law,  but  the  latter  does  not  appear  to  have  affected  the 
offense  of  refusal  to  testify  or  produce  document's  before 
the  Commission  or  the  penalties  therefor. 

The  supplementary  statute  of  1893,  which  has  been  re- 
ferred to,  was  adopted  principally  as  a  result  of  efforts  to 
secure  testimony  concerning  the  alleged  payment  of  re- 
bates, but  its  discussion  has  been  deferred  because  of  its 
broader  application.  The  penalty  for  violation  of  the 
Interstate  Commerce  law,  as  that  statute  was  originally 
enacted,  applied  only  to  those  acting  for  or  on  belialf  of 
some  common  carrier  subject  to  its  provisions,  and  con- 
sisted of  a  tine  of  not  to  exceed  So, 000  for  each  offense. 

By  the  amendment  of  1889  this  section  was  consider- 
ably extended.     By  the  adoption  of   this   amendment  an 
alternative  or  additional  penalty  of  imprisonment  in  the 
penitentiary  for  not  to  exceed  two  years  was  provided  in 
thoe<e  cases  in  which  the  violation  should  consist  of  an 
.  *'nnlttwful  disci imination  in  rates,  fares,  or  charges"  and 
l^thiH   penalty  wan  .made^^^mihle   to  "any    device*'  by 
BKfatrh  suclT  (h^crinnnidl^^^W^t  >te  acctiniplishcci  tuid  to 
HPky  siiip|ii!r  who  ii|ig^^^^^H^0^'''"'H^vio]atinn  and 
thtiH  nhuim  rnifMpfif^^^^^^^^^^  ^|||||g|^jt^tes. 

Cnder  thi^  -^IaU^ 
testify  *H'I"<  r- 

Iaiirf  'of   n  ^^ 

linckfr    Hi"  J  f^  ^^  ',)^y%J^VeA.    Rep., 
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g^^J^^'iiz  '1'^^^  decision  was  rendered  on  January  11, 1892,  and  its 
U.S., 647.  '  consequences  were  tirst  explained  to  Congress  in  the  an- 
nual report  submitted  by  the  Commission  in  December  of 
that  year.  The  character  of  statute  necessary  in  order  to 
secure  testimony  under  similar  circumstances  had  been 
suggested  b\'  the  court  which,  in  the  case  referred  to,  had 
said: 

We  are  clearly  of  opinion  that  no  statute  which  leaves  the  party  or 
witness  8ubjec!t  to  i)roseciition  after  he  answers  the  criminating  ques- 
tions put  to  him,  can  have  the  effect  of  supplanting  the  privilege  con- 
ferred by  the  Constitution  of  the  United  States.  *  *  *  In  view  of 
the  constitutional  provisions,  a  statutory  enactment,  to  Ixj  valid,  must 
afford  absolute  immunity  for  the  offense  to  which  the  question  relates. 

Two  months  and  a  half  after  the  difficulty  arising  from 
this  decision  was  submitted  to  Congress,  in  the  report  of 
the  Commission,  the  present  stiitute  was  enacted.  After- 
70 Ped.Rep.,46.  wards,  during  February,  1894,  a  similar  refusal  was  sub- 
mitted to  ffudge  Grosscup,  then  sitting  as  district  judge  in 
Chicago,  and  he  held  that  the  new  statute  did  not  afford 
protection  equal  to  that  of  the  Constitution,  and  that  the 
privilege  to  refuse  testimony  could  still  successfully  be 
pleaded.  Appeal  from  this  decision  could  not  be  taken,*and 
it  was  not  until  May,  1895,  that  a  similar  case  was  pre- 
sented in  another  jurisdiction.  In  the  latter  case  the  view 
contrary  to  that  of  Judge  Grosscup  was  adopted  and  the 
writ  of  habeas  corpus  was  denied.  The  recalcitrant  witness 
appealed  to  the  Supreme  Court,  which  held  that  he  could 

w^^?-? Vi ^^1' be  compelled  to  testify.     This  decision  was  rendered  on 

^''•'''''•®''''Alarch23,  1806. 

A  still  more  vital  controversy  was  presented  to  the 
courts  in  1892.  In  this  case  tlie  right  of  Congress  to 
require  the  Federal  courts  to  use  their  processes  to  com- 
.  pel  the  production  of  testimony  before  the  Interstate  Com- 
merce Commission  under  Section  12  was  questioned.  The 
Commission  had  made  an  order  recjuiring  certain  railway 
companies  to  appear  before  it,  and,  according  to  the  state- 
M  Fed.  Rep., ment  of  the   case    by   Judge   Gresham,    "to  answer  an 

*'^*  informal  complaint  made  by  unknown  persons.''     On  the 

advice  of  counsel,  some  of  the  witnesses  refused  to  pro- 
duce the  books  of  their  companies  or  to  answer  certain 
questions,  and  an  application  to  compel  them  to  do  so 
was  dismissed  b\'  Judge  Gresham,  who  used  the  follow- 
ing language: 

The  application  of  an  administrative  body  (and  we  are  now  con?i(i- 
erin^r  nuch  an  application)  to  a  judicial  tribunal  for  the  exercise  of  its 
functions  in  aid  of  the  execution  of  nonjudicial  duties  does  not  make 
a  "case'*  or  "controversy"  uj>on  which  the  judicial  power  can  l>e 
brouj?ht  to  })ear.  *  *  *  Congress  can  not  make  the  judicial  <iepart- 
ment  the  mere  adjunct  or  instrument  of  either  of  the  other  depart- 
ments of  (Government.  *  *  *  Undoubtedly  C-onjjress  may  confer 
upon  a  n(mjudicial  body  authority  to  obtain  information  necea^^ary  for 
lejtritimate  governmental  purposes,  and  make  refusal  to  appearand 
teHtifv  l>efore  it  touchinj;  matters  pertinent  to  any  authorize<l  inquiry 
an  offfnse  punishable  i>y  the  courts.  ♦  *  ♦  a  i)rosecution  or  an 
acti(m  for  violation  of  such  a  statute  would  clearly  l>e  an  original  suit 
or  contn»versy  within  the  meaning  of  the  ('(mstitution,  and  not  a  mere 
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application,  like  the  present  one,  for  the  exercise  of  the  judicial  power 
in  aid  of  a  nonjudicial  Ixxiy.  So  much  of  Section  12  as  authorizes 
or  requires  the  courts  to  use  their  j^rocess  in  aid  of  inquiries  before  the 
Interstate  Commerce  Commisteion  is  unconstitutional  and  void. 

This  case,  commonly  known  as  the  '•Brimson"  case,  Reapoiication 
was  appealed  to  the  Supreme  Court  by  the  Commission,  commerce  cwS 
and  on  May  26,  1894,  the  Supreme  Court  decided  that  the  ?i!£l°"  J?'  *? 

..  ,.  ».      i»^,v  *!•!  1  1  ..  T  oraer    upon    Q. 

provisions  oi  Section  V2  are  valid  and  can  be  enforced.       w.  Brimson  et 

Another  case  of  refusal  to  produce  testimony  was  pre- Rep*,  s^t^sis.^™' 
sented  to  the  Supreme  Court  on  appeal  from  the  circuit  i^us..  447.  ; 
court  for  the  southern  district  of  Isevv  York,  which  had 
sustained  the  refusal.  In  this  case  it  was  contended  that 
the  complainant  before  the  Commission  had  no  interest  in 
the  matter  complained  about;  that  the  Commission  had  no 
jurisdiction  over  the  subject  concerning  which  testimony 
was  required;  that  it  could  not  have  such  jurisdiction 
under  the  Constitution,  and  that  the  constitutional  rights 
of  the  witnesses  would  be  invaded  if  their  private  papers 

were  taken  from  them  by  the  Commission  for  the  inspec-  '.-«»-s»j 1 

tion  of  the  complainant. 

The  Supreme  Court  sustained  the  order  of  the  Commis-  interstate com- 
vsion  in  insisting  upon  the  production  of  the  testimony  SS*v.^rd™94 
called  for,  decioing  that  it  is  of  no  importance  under  the^*®'^* 
law  whether  the  complainant  has  an  interest  in  the  matter 
which  he  presents  to  the  Commission,  and  that  as  the  func- 
tion of  the  Commission  is  '"largely  one  of  investigation," 
"•it  should  not  be  hampered  in  making  inquiry  pertaining 
to  interstate  commerce  by  those  narrow  rules  which  pre- 
vail in  trials  at  Common  Law  where  a  strict  correspondence 
is  required  between  allegation  and  proof," 

SUitiMia<. — The  Commission  is  authorized  by  Section  20 
to  require  annual  reports  from  all  common  carriers  subject 
to  the  law  and  to  fix  the  time  and  prescribe  the  manner  in 
which  such  reports  shall  be  made. 

The  section  empowers  the  Comniission  '"to  rec^uire  from 
such  carriers  specific  answers  to  all  questions  upon  which 
the  Commission  may  need  information,"  and  expressly 
declares  that  annual  reports  shall  show  in  detail  the  amount 
of  capitalization;  the  amount  paid  therefor,  and  the  man- 
ner of  payment;  the  dividends  paid:  the  surplus  fund,  if 
any;  the  number  of  stockholders;  the  funded  and  floating 
debt  with  the  interest  thereon;  the  cost  and  value  of  the 
carriers'  propertv,  fmnchises,  and  equipment;  the  number 
of  employees  an3  the  salaries  paid  each  class;  the  amount 
expc^nded  for  improvement  each  year,  and  how  expended; 
with  the  character  of  such  improvements,  the  earnings 
and  receipts  from  each  bmnch  of  the  business  and  from 
all  sources,  the  operating  and  other  expens(»s,  the  balances 
of  profit  and  loss,  a  complete  exhilut  of  the  financial 
opemtions  for  the  year,  and  an  annual  balance  sheet. 

Further,  the  Commission  is  empowc^red  to  recjuire  in 
these  reports  information  concerning  fares  and  freight^s 
and  agreements,  armngements,  or  contracts  with  other 
common  (rarriers,  or  to  prescribe,  if  it  considers  such  a 
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course  wise  and  practicable,  a  uniform  system  of  accounts 
and  the  manner  in  which  such  accounts  shall  l>e  kept. 
This  section  applies  to  all  railways  crossing  State  bounda- 
ries and  apparently  to  those  which  are  located  wholly 
within  single  States  and  are  engaged  in  interstate  trans- 
portation. No  effort  has  ever  been  made  to  secure  reports 
from  the  carriers  by  wat^r  which  participate  in  transpor- 
tation under  armngements  for  continuous  carriage  over 
routes  partly  by  rail  and  partly  by  water,  or  from  inter- 
state electric  railway  carriers,  although  the  Commission 
has  held  that  these  latter  are  subject  to  the  act. 

197 U.S.,—.  Qn  April  10,  1905,  the  Supreme  Court  rendered  a 
decision  in  Interstate  Commerce  Commission  r.  Lake 
Shore  and  Michigan  Southern,  in  which  it  sustained  the 
opinion  of  the  circuit  court  t-o  the  effect  that  the  court  had 
no  power  to  issue  an  original  writ  of  mandamus  requiring 
a  carrier  subject  to  the  act  to  tile  a  report  under  Section 
20.  In  this  decision  it  was  intimated  tnat  if  the  Commis- 
sion had  entered  a  formal  order  requiring  the  filing  of  a 
report  containing  answers  to  specific  inquiries  a  suit  for 
the  enforcement  of  that  order,  under  Section  16,  could 
have  been  successfully  maintained.  Sixteen  annual  vol- 
umes of  statistical  reports,  covering  the  years  from  1888 
to  1903,  have  been  issued  by  the  Commission  (technically 
known  as  appendices  to  its  annual  reports  but  published 
in  separate  volumes)  and  these  contain  a  comprehensive 
statistical  history  of  the  financial  operations  of  American 
railways  since  the  adoption  of  the  present  law. 

Arwual  reports. — Eighteen  volumes  of  the  annual  re- 
ports of  the  Commission  contain  succinct  statements  of 
the  operations  of  the  Commission  and  the  information  from 
time  to  time  collected  concerning  the  manner  and  methods 
in  which  i-ailway  business  is  conducted  and  the  Commis- 
sion's recommendations  concerning  additional  legislation. 
The  summary  process  of  relief,— Hvivxxxg  made  this  pro- 
vision for  the  perpetuation  of  competition  and  established 
the  various  agencies  of  publicity  which  have  been  dis- 
cussed, the  law  goes  further  and  establishes  a  summary 

Section  16.  method  of  relief  from  such  evils  in  the  adjustment  of  rail- 
way charges  as  fail  of  correction  through  either  of  the 
other  means.  This  summary  process  takes  up  the  formal 
report  and  opinion  of  the  Commission  where  it  is  left  by 
Section  15  and  makes  it  the  basis  of  judicial  proceedings, 
which,  if  the  anterior  steps  of  the  process  have  been  so 
conducted  as  to  survive  the  test  of  judicial  scrutiny,  must 
result  in  the  enforcement  of  the  relief  recommended  by 
the  Commission. 

It  should  be  remembered  that  Section  14  authorizes  the 
Commission,  after  conducting  an  investigation  in  the  form 
indicated  by  Section  17,  to  make  ''its  recommendation  as 
to  what  reparation,  if  any,  should  be  made  by  the  common 
carrier  to  any  party  or  parties  who  may  be  found  to  have 
been  injured?'  and  that  Section  15  makes  it  the  duty  of 
the  Commission,  when  satisfied  ''that  anything  has  been 
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done  or  omitted  to  be  done  in  violation  of  the  provisions 
of  this  act  or  of  any  law  cot^uizahle  by  said  Commission, 
by  an^'  common  carrier,  or  that  any  injury  or  damage  has 
been  sustained  by  the  party  or  parties  complaining  or  b\' 
other  parties  aggrieved  in  consequence  of  any  such  viola- 
tion," forthwith  to  issue  a  '•'notice"'  to  such  common  car- 
rier ^'to  cease  and  desist  from  such  violation,  or  to  make 
i*epai-ation  for  the  injury  so  found  to  have  been  done,  or 
both,  within  a  reasonable  time,  to  be  specitied  by  the  Com- 
mission.'" It  is  further  provided  by  Section  15  that  on 
compliance  with  such  notice  or  satisfying  the  party  com- 
plaining the  carrier  shall  be  relieved  from  further  liabilit\' 
for  such  particular  violation  of  law. 

The  foregoing  have  all  been  properly  classified  as 
measures  for  bringing  effectively  to  bear  upon  the  carrier 
the  power  of  publicity  for  the  enforcement  of  the  stand- 
ards of  obligation  set  out  in  the  earlier  sections  of  the 
law.  In  case  this  result  is  not  secured  Section  1(>  acts  upon 
the  Commission's  "' recommendation"'  or  '' notice"  and 
provides  judicial  means  for  its  enforcement.  The  dis- 
tinction l>etween  the  character  of  the  processes  contem- 
plated in  sections  14  and  15,  on  the  one  hand,  and  Section 
IH,  on  the  other,  is  even  suggested  bv  the  terms  used,  for 
the  latter  is  made  applicable  only  wben  a  ''lawful  order 
or  requirement"  of  the  Conmiission  has  been  violated.  In 
such  a  case  it  was  formerly  '"the  duty  of,"  but  since  188t^ 
.  has  l)een  '"lawful  for"  the  Commission,  and  ever  since 
1887  it  has  been  "lawful"  for  "any  company  or  person 
interested  in  such  order  or  requirement"  to  institute  pro- 
ceedings in  equity  in  any  circuit  court  of  the  United 
States  having  jurisdiction,  and  if  the  court  is  convinced 
that  a  "lawful  order"  of  the  Commission  has  been  vio- 
lated it  becomes  its  duty,  by  suitable  process,  to  compel 
obedience. 

As  originally  enacted,  Section  16  made  no  distinction 
between  the  lawful  orders  of  the  Commission.  These, 
however,  include  orders  for  "reparation"  and  with  regard 
to  these  cases,  if  the  reparation  amount^  to  more  than  $20 
it  would  appear  that  under  the  Seventh  amendment  to  the 
Constitution  of  the  United  States  the  common  carrier  is 
entitled  to  the  right  of  trial  by  jury  and  to  have  the  pro- 
ceedings conducted  in  accordance  with  the  Common  Law. 
To  cure  this  defect  the  section  was  amended  in  1889  so  as 
provide,  in  the  case  of  orders  for  reparation,  for  proceed- 
ings upon  the  law  side  of  the  circuit  courts.  Theuuestion 
as  to  the  procedure  which  mav  lead  to. ''lawful  oraers""  of 
this  class  by  the  Commission,  as  well  as  those  involved  in 
their  enforcement  by  the  Federal  courts,  are  still  unsettled, 
but  they  do  not  pla}'  so  important  a  part  in  the  current 
suggestions  concerning  legislation  as  to  demand  further 
discussion  in  this  place.  What  is  hereafter  said  will  apply 
to  orders  which  are  not  in  any  case  "founded  upon  a  con- 
troversy requiring  a  trial  by  jur^^  as  provided  by  the 
Seventh  amendment  to  the  Constitution  of  the  United 
States." 
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Again,  in  the  articles  of  ajj^reement  of  theTi'ans-Mii>souri 
Freight  Association  one  may  read  the  following: 

If  the  maintenance  of  unifoni»  tariffs  by  all  lines  reducea  the  traiiio 
of  any  party  below  a  fair  proportion  ot  the  traffic  in  competition,  the 
tariffs  may  be  so  adjusted  from  time  to  time  a><  to  protect  such  lines 
from  an  unjust  depletion  of  traffic,  such  adjustment  to  be  made  under 
the  rules  of  this  association. 

Pp. 26-28.  In  its  Second  Annual  Report  (1888)  the  Commission  said: 

But  the  voluntary  establishment  of  such  extensive  responsibility 
would  require  such  mutual  arrangemenb<  between  the  carriers  as 
would  establish  a  conmion  authority  which  should  h^  vested  with 
power  to  make  trattii-  arrangements,  to  fix  rates  and  provide  for  their 
steady  maintenance,  to  compel  the  i>erformance  of  mutual  ciuties 
amon^  the  members,  and  to  enforce  jmimptly  and  efficiently  such 
sanctions  to  their  mutual  understanding  as  might  be  agreed  upon. 
Something  faintly  resembling  this,  as  heretofore,  has  been  done 
through  the  railroaci  associations,  but  the  only  effectual  sanction 
w'hich  they  have  as  yet  contrivc<l  whereby  the  observance  of  giXKl 
faith  in  their  mutual  dealings  could  be  enforced  was  through  the 
device  of  ixwling  their  freight  or  earnings. 

Even  this  was  imperfect,  because  the  arrangement  could  always  l>e 
withdrawn  from  at  pleasure,  but  pooling  is  now  out  of  their  power, 
being  forbidden  by  law.  *  *  *  Without  legislation  to  favor  it  little 
C4in  be  <?one  beyond  the  formation  of  consulting  and  advisory  as.*<ocia- 
tions,  and  the  work  of  these  is  not  only  neceasarily  defective,  but  it  is 
also  linnte<l  to  circumscribe<i  territory.  ♦  *  *  But  the  evils  aris- 
ing from  the  want  of  friemlly  business  a.«80ciation8  between  the  rail- 
roads fall  largely  u])on  the  public  also.  *  *  *  The  public  has  an 
interest  in  l)eing  protected  against  the  probable  exercise  of  any  such 

fmwer.  But  its  interest  goes  further  than  this;  it  goes  to  the  estab- 
ishment  of  such  relations  among  the  managers  of  roads  as  will  lead  to 
the  extension  of  their  traffic  arrangements  with  mutual  res^Hjnsibility 
just  as  far  as  may  be  [)os.-<ible,  so  that  the  public  may  have  in  the 
service  performed  all  the  henelit^  and  conveniences  that  might  l>e 
expecte(i  to  follow  from  general  federation.  There  is  nothing  in  the 
existence  of  such  arrangements  which  is  at  all  inconsistent  with  ejirn- 
est  competition.  They  are  of  general  convenience  to  the  carriers,  as 
well  as  to  the  public,  and  their  voluntary  extension  may  V)e  looked 
for  until  in  the  strife  l)etween  the  roads  tiie  limits  of  competition  are 
passed  and  warfare  is  entered  upon. 

*  *  *  While  the  Connnission  is  not  at  this  time  prepared  to  rec- 
ommend general  legislation  towanl  the  establishment  and  promotion  of 
relations  between  the  Ciirriers  that  shall  better  subserve  tlie  public  in- 
terest than  those  which  are  now  common,  it  nnist  nevertheless  look 
forward  to  the  jx)ssibility  of  something  of  that  nature  beconnng  at 
some  time  imperative,  unless  a  great  improvement  in  the  existing  con- 
ditions of  things  is  voluntarily  inaugurated. 

That  progress  of  the  kind  indicated  bv  the  Cunmiission 
might  have  proceeded  so  far  as  profoundly  to  affect  the 
situation  had  nothing  intervened  to  prevent  it  can  now 
neither  be  proved  nor  disproved.  The  force  which  inter- 
vened was  the  adoption,  in  ISDO,  of  the  >o-called  "'Anti- 
trust law,"  and  the  decisions  of  the  Supreme  Court  of  the 
116U.  s.,  290  United  States  in  the  Trans-Missouri  Association  and  the 
171  U.S., 505  Joint  Traffic  Association  cases,  in  which  it  was  held  that 
this  law  is  applicable  to  ac^reements  among  milways  and 
that  it  is  effective  to  prohibit  agreements  as  to  charges, 
even  though  the  rates  provided  under  them  are  reasonabk^ 
and  just. 
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In  its  Fourteenth  Annual  Report  the  Interstate  Com-    i^oo.p.9. 
nierce  Comtnission  said: 

The  Anti-trust  suit,  so  called,  as  interpreted  by  the  courts,  renders  any 
aj^reenient  with  reference  to  the  making  or  maintaining  of  interstate 
rates  a  crime.  But  if  carriers  are  to  make  public  their  rates  and  to 
charge  all  shippers  the  same  rate,  they  must,  as  a  practical  matter, 
agree  to  some  extent  with  respect  to  those  rates. 

Since  the  decisions  referred  to,  the  scope  of  railway 
associations  has  been  greatly  restricted  and  their  develop- 
ment along  the  lines  formerly  indicated  has  undoubtA^dly 
stopped.  There  are  assertions  in  the  testimony  that  the 
organizations,  which  now  exist,  do  perform  functions 
closely  akin,  at  least,  to  those  that  have  been  prohibited, 
and  that  at  conferences  among  the  traffic  representatives 
of  rival  lines  understandings  as  to  rates  are  reached  which 
are  obnoxious  to  the  law  as  thus  interpreted.  The  opinion 
of  the  Interstate  C-onmierce  Commission  upon  this  point, 
as  announced  in  its  Fifteenth  Annual  Report,  follows:  i^^*  p-  ^^• 

iSuch  associations,  in  fact,  exist  now  as  thev  did  before  those  deci- 
sions, and  withi  the  same  general  effect.  In  justice  to  all  parties,  we 
ought  probably  to  adci  that  it  is  difficult  to  see  how*  our  interstate 
railways  could  be  operated,  with  due  regard  to  the  interest  of  the 
shipper  and  the  railway,  without  concerted  action  of  the  kind  afforded 
through  these  associations. 

In  its  Second  Annual  Report  the  Interstate  Commerce    isss,  p.26. 
Commission  said: 

With  pooling  prohibited,  the  tendency  among  the  railways  seems 
likely  to  be  in  the  direction  of  consolidation  as  the  only 'means  of 
effectual  protection  against  mutual  jealousies  and  destructive  rate  wars. 

Twelve  years  later,  in  its  Fourteenth  Annual  Report,    i90i,  p.s. 
the  same  body  declared: 

The  present  state  of  the  law  and  the  fa<'ts  here  referred  to  have 
uncloubtedly  furnishcMl  great  incentive  to  the  consolidation  or  unifica- 
tion of  rival  lines,  which  i.-^  at  once  the  most  conspicuous  and  the  most 
signiticiint  result  of  current  railroad  tinanceering. 

A  mo\ement  toward  the  consolidation  of  formerly 
separate  and  independent  railway  corporations  has  char- 
acterized the  entire  period  of  railway  development  in  the 
United  States,  but  there  is  no  question  that  tliis  niove- 
ment,  a^  suggested  by  the  foregoing,  has  gone  forward 
upon  a  larger  scale  since  the  decisions  just  referred  to 
than  during  any  previous  period. 

Whether  this  acceleration  of  the  tendency  toward  con- 
solidation is  wholly  attributable  to  the  state  of  public 
regulation,  or  how  far  it  has  been  affected  by  the  extraor- 
dinary investing  power  of  the  ma.sses  of  the  people 
which  is  an  incident  of  unprecedented  general  p?*osperity 
and  to  the  unusual  opportunities  offered  by  the  railway 
bankruptcies  and  reorganizations  that  resulted  from  the 
industrial  depression  of  1893  and  were  so  significant  a 
feature  of  railway  finance  during  the  ensuing  four  years, 
are  perhaps  open  questions.  Some  significant  facts  of  the 
recent  operation  of  this  tendency,  so  far  as  they  can  be 
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Appendix  VI.    measured  by  statistics,  are  presented  in  an  appendix  to 
this  report. 

Efforts  to  inntke piMic  Hrntihient  through  jnihlicity.—lw 
1887,  as  at  the  present  time,  it  was  genemlly  agreed  that 
the  efforts  to  reguhite  the  railways  of  Massachusetts 
through  a  State  commission  w  hich  depends  upon  the  force 
of  public  sentiment  for  the  enforcement  of  its  conclusions 
had  been  highly,  and  perhaps  exceptionally,  successful. 
In  applying  this  principle  of  publicity  in  a  Fedei-al  statute 
which  created  a  commission  of  larger  scope  and  authority 
than  the  commission  of  Massachusetts  the  Interstate 
Commerce  law  provided — 

A.  That  all  rates  ^liould  be  filed  at  Waehingrton  and  made  public 
by  the  carriers  themselves. 

B.  That  contracts  between  railways  and  other  common  carriers 
affecting  traffic  subject  to  the  act  should  be  filed  at  Washington. 

C.  That  complaints  against  the  railways  should  be  inve.**tigated  by 
the  Commission,  and  that  its  findings  of  tact,  conclusions,  and  recom- 
mendations should  be  made  public. 

D.  That  the  CommiSv^ion  should  have  authority  to  inquire  into  the 
management  of  the  business  of  all  carriers  subject  to  the  law  and 
should  keep  itself  informed  as  to  the  manner  and  method  in  which 
such  business  is  conduttted. 

E.  That  the  Commission  should  collect  statistics  of  railway  opera- 
tions. 

F.  That  the  CommiHsi<»n  should  make  annual  reports  of  informa- 
tion considenni  of  value  in  relation  to  the  regulation  of  commerce, 
which  should  also  include  its  recommendations,  if  any,  for  further 
legislation. 

It  will  be  observed  from  the  foregoing  that  the  word 
''publicity""  is  given  a  very  broad  significance,  extending 
as  far  at  times  as  to  include  the  principle  of  conciliation. 

The  pnhlicatioii  of  rate  srhedu/f's, — Among  the  means 
for  .securing  publicity  none  is  more  comprehensive  or  of 
more  self-eviaent  importance  than  the  publication  of  the 
rates  of  charge.  The  Sixth  section  of  the  Act  to  regulate  com- 
merce accordingly  piovided  that  each  carrier  should  print 
and  keep  for  public  inspection  .schedules  of  the  rates  and 
fares  and  charges  for  the  transporbition  of  pa.ssengersand 
property  over  its  railroad,  and  that  these  schedules  should 
mclude  all  terminal  charges  and  rules  or  regulations  which 
in  any  wii^e  change,  affect,  or  determine  the  amount  to  be 
paid.  This  section  also  required  that  ten  days'  public 
notice  of  an  advjince  in  rates  should  be  given. 

The  foregoing  provisions  were  applicable  only  to  the 
rates  applied  to  passengers  or  property  transported  over 
the  line  of  a  single  carrier,  but  it  was  required  that  both 
local  and  joint  rates  (when  tde  latter  were  agreed  upon  by 
two  or  more  carriers)  .should  be  tiled  w  ith  the  ( -ommission, 
and  that  the  joint  rates  should  be  made  public  as  it  might 
direct.  On  March  'J,  1881^,  an  amendment  to  the  law 
required  that  individual  tariffs  should  be  po.sted  in  two 
public  and  conspicuous  places  in  every  station  at  which 
passengers  or  freight  are  received  for  transportation,  and 
that  thn»e  day.s'  notice  of  reductions  in  charges  should  he 
given  in  the  same  manner  as  the  ten  days'  notice  of  ad- 
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vances.  The  pronsions  in  regard  to  notice  of  changes 
were  also  made  applicable  to  joint  tariffs.  At  the  same 
time  the  Commiasion  was  given  authority  to  "  prescribe 
the  form  in  which  schedules  required  to  be  kept  open  to 
public  inspection-'  should  be  arranged  and  to  cnange  that 
form  from  time  to  time  as  might  be  found  expedient. 
I'pon  the  adoption  of  this  amendment  the  Commission 
issued  two  circulars  which  appear  as  appendices  two  and 
three  to  its  Third  xVnnual  Report  (188^1). 

The  tirst  of  these,  dated  May  12,  1889,  merely  called 
the  attention  of  the  carriers  to  the  new  requirements  in 
regard  to  local  tariffs,  while  the  second,  dated  March  23, 
1889,  announced  that  the  Commission  had  exercised  its 
discretion  as  to  the  ''measure  of  publicity"  which  shall  be 
given  to  joint  rates  by  ordering  that — 

Every  puch  advance  or  reduction  shall  l)e  so  published  by  i)lainly 
printing?  the  pame  in  large  type,  two  copies  of  which  shall  l)e  posted 
for  the  use  of  the  public  in  two  public  and  conspicuous  places  in  every 
def>ot,  station,  or  office  of  such  (!arrier  where  passengers  or  freight, 
re^iHH^tively,  are  re(eive<l  for  transportation  under  such  scheclules,  in 
such  form  that  they  shall  l)e  accessible  to  the  public  and  can  be  con- 
veniently inspected.  Such  sche<Uile8  shall  be  posted  ten  days  prior 
to  the  taking  effect  of  any  such  advance  and  three  days  prior  to  the 
taking  effect  of  any  such  reduction  in  the  rates,  schedules,  or  charges. 

This  order  applied  substantially  the  same  rules  to  joint 
tariffs  as  those  established  b}^  the  law  as  applicable  to  local 
tariffs. 

On  December  1,  1891,  the  Commission  issued  a  pamph- 
let of  instructions  as  to  the  form  in  which  rate  schedules 
should  be  prepared,  and,  subsequently,  obedience  to  the 
suggestions  contained  therein  was  required  by  a  formal 
order. 

It  is  sufficiently  obvious  that  a  law  which  provided  for  the 
publication  of  rates  would  be  iniideqate  unless  it  contained 
provisions  for  the  enforcement  of  the  rates  published. 
The  ob.servance  of  the  published  schedules  is,  therefore, 
the  second  essential  step  to  effective  regulation.  Devia- 
tions from  the  published  tariffs,  by  rebates  or  secret  devices 
of  any  sort,  mav  be  the  means  of  affording  undue  favor 
to  particular  individuals,  or,  under  conceivable  conditions, 
of  bringing  about  a  reasonable  adjustment  of  actual  pay- 
ments for  transportation  services,  l)ut  in  either  case  they 
must  be  obnoxious  to  a  wise  system  of  regulation  because 
they  operate  with  fatal  effect  upon  the  means  necessary  to 
its  success. 

It  would  seem,  therefore,  that  notwithstanding  the 
grievous  injury  to  particular  indi\'iduals  that  may  result 
from  rebates  or  otner  secret  deviations  from  the  tariff, 
their  evil  <'haracter  and  consequences  are  best  understood 
when  it  is  considered  that  they  attack  and,  in  the  extent 
in  which  thev  are  practiced,  destroy  any  system  of  regu- 
lation which  lias  for  its  purpose  the  enforcement  of  equal 
and  just  treatment  of  shippers  bv  the  carriers.  The  Inter- 
state Commerce  law,  as  originally  adopted,  tlierefore  pro- 
vided as  a  part  of  its  Sixth  section  that — 
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Section  10. 


When  any  siieh  common  carrier  shall  have  et^tablished  and  pub- 
lished iU?  rates,  fare^i,  and  charjjes  in  compliance  with  the  provisions 
of  this  section,  it  shall  be  unlawful  for  such  common  carrier  to  charge, 
demand,  collect,  or  receive  from  any  i)er8on  or  jjersons  a  greater  or 
less  compensation  for  the  transportation  of  passengers  or  property,  or 
for  any  service  in  connection  therewith,  than  is  specified  in  such  pub- 
lished scheilule  of  rates,  fares,  and  charges  as  may  at  the  time  l)e  in 
force. 

VVlien,  on  March  2,  1889,  this  section  was  amended  a 
similar  provision  specitically  applicable  to  jqint  tiiriffs  was 
added.  Lt  will  be  observed,  therefore,  that  under  the  law 
as  amended  in  1889,  any  deviation,  through  a  rebate  or 
otherwise,  from  the  published  rate  schedules  constitutes  a 
violation  of  the  law,  even  though  it  may  not  amount  to  an 
unjust  discrimination  in  violation  of  Section  2. 

This  distinction  became  especially  important,  in  the 
further  history  of  the  law,  because  the  amendment  of  1889 
provided  that  if  the  offense  against  the  law  for  which  any 
person  should  be  convicted  was  an  unlawful  discrimination 
m  rates,  the  penalties  which  might  be  imposed  should 
include  a  term  of  imprisonment  in  the  penitential'}',  in 
addition  to  the  tine  previously  provided,  although  a  line 
continued  to  he  the  sole  penalty  for  other  violations  of  the 
statute.  This  was  the  state  of  the  law  until  February  19, 
1908,  when  the  supplemental*}'  statute,  known  as  the 
"  Elkins  law,"  made  deviations  from  the  published  schedule 
the  offense  to  be  punished,  and,  while  removing  the  im- 
prisonment penalty,  very  considerably  increased  the  pecu- 
niary penalty. 

Jnre^^tl(jat!(niH. — The  power  of  the  Commission  to  in- 
vestigate complaints  and  that  to  conduct  the  inquiries 
necessary  to  keep  itself  informed  concerning  the  methods 
of  the  carriers  subject  to  the  law  are  similar  in  character. 
Both  are  liniited  by  Section  14.  which  requires  that  a 
report  in  writing  shall  be  made  of  every  investigation  and 
by  Section  17,  which  requires  that  the  proceedings,  forms 
of  notices,  and  service  ''shall  conform,  as  nearly  as  may 
be,  to  those  in  use  in  the  courts  of  the  Tnited  States,*'  and 
also  permits  "any  party ''  to  appear  before  the  Commission 
in  person  or  by  attorney.  Both  are  reenforced  by  the  au- 
thority given  the  Commission  to  ''require  by  subpiena 
Section  12  ^'^^  attendance  and  testimony  of  witnesses  and  the  produc- 
amendment  of  tion  of  all  books,  papers,  tariffs,  contracts,  agreements, 
March,  1889.  ^^^  documeuts  relating  to  any  matter  under  investigation." 
Since  18S9,  this  section  has  empowered  the  Commission, 
in  case  of  disobedience  to  its  subpfrna.  to  invoke  the  aid 
of  the  Federal  courts  in  retpiiring  obedience.  This  power 
was  perhaps  implied  by  the  provision,  which  has  Ijoen  in 
the  law  since  the  beginning,  that  in  case  of  refusal  to  tes- 
tify or  to  produce  testimony  the  circuit  courts  might  issue 
an  order  commanding  obedience,  the  appeanince  of  wit- 
nesses before  the  (Commissioner,  and  the  production  of  lx)oks 
or  papers,  and  that  failure  to  obey  such  order  might  b(»  pun- 
ished as  contempt.  As  amended  in  1891  the  section  pro- 
vides that  the  attendance  of  witnesses  and  the  production  of 


Section  13. 


Section  12. 
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documents  can  be  required  at  an\'  place  of  hearing  from 
any  place  in  the  United  States,  and  that  testimony  may  be 
taken  by  deposition. 

The  original  law  provided  that  no  witness  should  be  section  12. 
excused  from  testifyin^^  on  the  ju^round  that  he  might  be 
incriminated  by  his  evidencte,  but  that  such  evidence 
should  '"not  be  used  against  such  person  on  the  trial  of 
any  criminal  proceeding.''  This  provision  having  proved 
inoperative.  Congress,  m  1893,  adopted  a  supplementary 
statute  providing  that  *'in  any  case  or  proceeding,  crimi- 
nal or  otherwise,  based  upon  or  growing  out  of  any  alleged 
violation"  of  the  Interstate  Commerce  law  or  any  of  its 
amendments  no  person  shall  be  excused  from  testifying  or 
producing  documents  on  the  ground  that  his  testimony 
might  tend  to  incriminate  him  or  subject  him  to  a  penalty 
or  forfeiture  but  that  '^no  person  shall  be  prosecuted  or 
subjected  to  any  penalty  or  forfeiture  for  or  on  account  of 
any  transaction,  matter  or  thing,  concerning  which  he  may 
testify,  or  produce  evidence,  documentary  or  otherwise." 

Refusal  to  obey  a  subpcena  was,  by  this  supplementaiy 
statute,  made  an  offense  punishable  by  fine  or  imprison- 
ment, or  both.  The  provisions  of  this  supplementary  act 
in  regard  to  protection  against  the  effect  of  incriminatory 
testimony  were  subsequently  incorporated  in  the  El  kins 
law,  but  the  latter  doe^  not  appear  to  have  affected  the 
offense  of  refusal  to  testify  or  produce  documents  before 
the  Commission  or  the  penalties  therefor. 

The  supplementary  statute  of  189;j,  which  has  been  re- 
ferred to,  was  adopted  principally  as  a  result  of  efforts  to 
secure  testimon\^  concerning  the  alleged  pa\'nient  of  re- 
bates, but  its  discuvssio!!  has  been  deferred  because  of  its 
broader  application.  The  penalty  for  violation  of  the 
Interstate  Commerce  law,  as  that  statute  was  originally 
enacted,  applied  only  to  those  acting  for  or  on  belialf  of 
some  common  carrier  subject  to  its  provisions,  and  con- 
sisted of  a  fine  of  not  to  exceed  $5,000  for  each  offense. 

Ky  the  amendment  of  1889  this  section  was  (consider- 
ably extended.  By  the  adoption  of  this  amendment  an 
alternative  or  additional  penalty  of  imprisonment  in  the 
penitentiary  for  not  to  exceed  two  years  was  provided  in 
those  cases  in  which  the  violation  should  consist  of  an 
'^  unlawful  disci imination  in  rates,  fares,  or  charges"  and 
this  penalty  was  .made  applicable  to  ''any  device"  by 
which  such  discrimination  might  be  accomplished  and  to 
any  shipper  who  might  participate  in  the  violation  and 
thus  obtain  transportation  for  less  than  the  regular  rates. 
Under  this  state  of  the  law  a  shipper  who  was  asked  to 
testify  before  a  grand  iur}'  concerning  the  alleged  accept- 
ance of  a  rebate  declined  to  do  so,  pleading  immunity 
under  the  Fifth  amendment  to  the  Constitution  of  the^gj^  ^^'  *^«P" 
United  States.  This  plea  was  rejected  by  the  circuitcourt, 
but  on  appeal  to  the  Supreme  Court  the  decision  was 
reversed  and  the  case  remanded  with  a  direction  to  dis- 
charge the  appellant  from  custody. 
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HUch^kri42  'rhi:^  decision  was  rendered  on  January  11, 1892,  and  its 
U.S., 547.  '  consequences  were  tirst  explained  to  Congress  in  the  an- 
nual report  submitted  by  the  Commission  in  December  of 
that  year.  The  character  of  statute  necessary  in  order  to 
secure  testimony  under  similar  circumstances  had  been 
suggested  by  the  court  which,  in  the  case  referred  to,  had 
said: 

We  are  clearly  of  opinion  that  no  statute  which  leaves  the  party  or 
witness  subject  to  prosecution  after  he  answers  the  criminating  ques- 
tions put  to  him,  can  have  the  effect  of  supplanting  the  privilege  con- 
ferred by  the  Constitution  of  the  United  States.  *  *  *  In  view  of 
the  constitutional  provisions,  a  statutory  enai^tment,  to  be  valid,  must 
afford  absolute  immunity  for  the  offense  to  which  the  question  relates. 

Two  months  and  a  half  after  the  difficulty  arising  from 
this  decision  was  submitted  to  Congress,  in  the  report  of 
the  Commission,  the  present  statute  was  enacted.  After- 
70 Fed.Rep.,46.  wards,  duHug  February,  1894,  a  similar  refusal  was  sub- 
mitted to  «Judge  Grosscup,  then  sitting  as  district  judge  in 
Chicago,  and  he  held  that  the  new  statute  did  not  afford 
protection  equal  to  that  of  the  Constitution,  and  that  the 
privilege  to  refuse  testimony  could  still  successfully  be 
pleaded.  Appeal  from  this  decision  could  not  be  taken,  and 
it  was  not  until  May,  1895,  that  a  similar  case  was  pre- 
sented in  another  jurisdiction.  In  the  latter  case  the  view 
contrary  to  that  of  Judge  Grosscup  was  adopted  and  the 
writ  of  habeas  corpus  was  denied.  The  recalcitrant  witness 
appealed  to  the  Supreme  Court,  which  held  that  he  could 

u  ^'VJT Vi ^i' be  compelled  to  testify.     This  decision  was  rendered  on 
March  23,  1896. 

A  still  more  vital  controversy  was  presented  to  the 
courts  in  1892.  In  this  case  the  right  of  Congress  to 
require  the  Federal  courts  to  use  their  processes  to  com- 
.  pel  the  production  of  testimony  before  the  Interstate  Com- 
merce Conmiission  under  Section  12  was  questioned.  The 
Coumiission  had  made  an  order  recjuiring  certain  railway 
companies  to  appear  before  it,  and,  according  to  the  state- 
54  Fed.  Rep., ment  of  the   case    b}^   Judge   Gresham,    "'to  answer  an 

*^®'  informal  complaint  made  b}^  unknown  persons."     On  the 

advice  of  counsel,  some  of  the  witnesses  refused  to  pro- 
duce the  books  of  their  companies  or  to  answer  certain 
questions,  and  an  application  to  compel  them  to  do  so 
was  dismissed  by  Judge  Gresham,  who  used  the  follow- 
ing language: 

The  application  of  an  administrative  IkmIv  (and  we  are  now  consid- 
ering such  an  application)  to  a  judicial  tribunal  for  the  exercise  of  its 
functions  in  aid  of  the  execution  of  nonjudicial  duties  does  not  make 
a  "case"  or  "controvcrsj"  upon  which  the  judicial  power  can  i>e 
broujrht  to  l^ear.  *  *  *  Conjjress  can  not  make  the  judicial  depart- 
ment the  mere  adjunct  or  instrument  of  either  of  the  other  depart- 
ments of  (rovernmcnt.  *  *  *  Undoubtedly  Conj:reas  may  ci»nfer 
upon  a  nonjudicial  body  authority  to  obtain  information  ne<e88ary  for 
legitimate  ^rovcrnmental  purposes,  and  make  refusal  to  appear'and 
testify  l>efore  it  touching?  matters  pertinent  to  any  authorizini  inquiry 
an  offense  punishable  by  the  courts.  *  *  *  A  prost»cution  or  an 
action  for  violation  of  such  a  statute  would  clearly  be  an  original  suit 
or  controversy  within  the  meaning  of  the  Constitution,  and  not  a  mere 
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application,  like  the  present  one,  for  the  exercise  of  the  judicial  power 
in  aid  of  a  nonjudicial  lx)dy.  So  much  of  Section  12  as  autliorizes 
i)r  reiiJiires  the  courts  to  use  their  process  in  aid  of  inquiries  before  the 
Interstate  Commerce  Commisfeion  is  unconstitutional  and  void. 

This  case,  commonly  known  as  the  "Brimson"'  case,  Reappiication 
was  appealed  to  the  Supreme  Court  by  the  Commission,  commerc?  cSn^ 
and  on  Alay  26,  1894,  the  Supreme  Court  decided  that  the  5J.^^JP"„pJ,°^  ""^ 
pi-ovisions  of  Section  12  are  valid  and  can  be  enforced.       w.  srimson  et 

Another  case  of  refusal  to  produce  testimony  was  pre-RepVs^T^ia^"** 
sented  to  the  Supreme  Court  on  appeal  from  the  circuit    i^u.  s.,  447.  ; 
court  for  the  southern  district  of  Is ew  York,  which  had 
sustained  the  refusal.     In  this  case  it  was  contended  that 
the  complainant  before  the  Commission  had  no  interest  in 
the  matter  complained  about;  that  the  Commission  had  no 
jurisdiction  over  the  subject  concerning  which  testimony 
was   required;    that  it  could  not  have  sucli  jurisdiction 
under  the  Constitution,  and  that  the  constitutional  rights 
of  the  witnesses  would  be  invaded  if  their  private  papers 
were  taken  from  them  b}"  the  Commission  for  the  inspec-  '::^ss^s^iir^ 
tion  of  the  complainant.  *"" 

The  Supreme  Court  sustained  the  order  of  the  Commis-  interetatecom- 
sion  in  insisting  upon  the  production  of  the  testiniony  SSn^tt  Baird™94 
trailed  for,  deciding  that  it  is  of  no  importance  under  the^*^-^- 
law  whether  the  complainant  has  an  interest  in  the  matter 
which  he  presents  to  the  Commission,  and  that  as  the  func- 
tion of  the  Commission  is  '"largely  one  of  investigation," 
"it  should  not  be  hampered  in  making  inquiry  pertaining 
to  interstate  commerce  b}-  those  narrow  rules  which  pre- 
vail in  trials  at  Common  Law  where  a  strict  correspondence 
is  required  between  allegation  and  proof."" 

Stiitiiftics. — The  Commission  is  authorized  by  Section  20 
to  require  annual  reports  from  all  common  carriers  subject 
to  the  law  and  to  fix  the  time  and  prescribe  the  manner  in 
which  such  reports  shall  be  made. 

The  section  empowers  the  Conmnssion  ''to  require  from 
such  carriers  specific  answers  to  all  questions  upon  which 
the  Commission  may  need  information,"  and  expressly 
declares  that  annual  reports  shall  show  in  detail  the  amount 
of  c4xpitalization;  the  amount  paid  therefor,  and  the  man- 
ner of  pa\'ment;  the  dividends  paid;  the  surplus  fund,  if 
anv:  the  number  of  stockholders;  the  funded  and  floating 
debt  with  the  interest  thereon;  the  co.st  and  value  of  the 
carriers'  propert}',  f  mnchises,  and  e<iuipment;  the  number 
of  employees  and  the  salaries  paid  each  class;  the  amount 
expended  for  improvement  each  year,  and  how  expended; 
with  the  character  of  such  improvements,  the  earnings 
and  receipts  from  each  biimch  of  the  business  and  from 
all  sources,  the  operating  and  other  expenses,  the  balances 
of  profit  and  loss,  a  complete  exhibit  of  the  financial 
opemtions  for  the  year,  and  an  annual  balance  sheet. 

Further,  the  Commission  is  empowered  to  require  in 
these  reports  information  concerning  fares  and  freights 
and  agreements,  arrangements,  or  contracts  with  other 
common  carriers,  or  to  prescribe,  if  it  considers  such  a 


44  DIGEST    OF    HEARINGS    ON    RAILWAY   RATES. 

HUchTO^kri42  '''^i'^  decision  was  rendered  on  January  11, 1892,  and  it^ 
U.S., 647.  *  consequences  were  first  explained  to  Congress  in  the  an- 
nual report  submitted  l)\'  the  Commission  m  December  of 
that  year.  The  character  of  statute  necessary  in  order  to 
secure  testimony  under  similar  circumstances  had  been 
suggested  by  the  court  which,  in  the  case  referred  to,  had 
said: 

We  are  clearly  of  opinion  that  no  statute  which  leavas  the  party  or 
witness  subject  to  prosecution  after  he  answers  the  criminating?  ques- 
tions put  to  him,  can  have  the  effect  of  supplanting  the  privilege  con- 
ferred by  the  Constitution  of  the  United  States.  *  *  *  In  view  of 
the  constitutional  provisions,  a  statutory  enactment,  to  be  valid,  must 
afford  absolute  immunity  for  the  offense  to  which  the  question  relates. 

Two  months  and  a  half  after  the  difficulty  arising  from 
this  decision  was  submitted  to  Congress,  in  the  repoit  of 
the  Commission,  the  present  statute  was  enacted.     After- 

70 Fed.Rep.,46.  wards,  during  February,  1894,  a  similar  refusal  was  sub- 
mitted to  Judge  Grosscup,  then  sitting  as  district  judge  in 
Chicago,  and  he  held  that  the  new  statute  did  not  afford 
protection  equal  to  that  of  the  Constitution,  and  that  the 
privilege  to  refuse  testimony  could  still  successfully  be 
pleaded.  Appeal  from  this  decision  could  not  be  taken,  and 
it  was  not  until  May,  1895,  that  a  similar  case  was  pre- 
sented in  another  jurisdiction.  In  the  latter  case  the  view 
contrarv  to  that  of  Judge  Grosscim  was  adopted  and  the 
writ  of  habeas  corpus  was  denied.  The  recalcitrant  witness 
appealed  to  the  Supreme  Court,  which  held  that  he  could 
ir^?'?iS^T''c^^J'be  compelled  to  testifv.  This  decision  was  rendered  on 
March  23,  1896. 

A  still  more  vital  controversy  was  presented  to  the 
courts  in  1892.  In  this  case  the  right  of  Congress  to 
require  the  Federal  courts  to  use  their  processes  to  com- 
pel the  production  of  testimony  before  the  Interstate  Com- 
merce Conmiission  under  Section  12  was  questioned.  The 
Commission  had  made  an  order  recjuiring  certain  railway 
companies  to  appear  before  it,  and,  according  to  the  state- 

M  Fed.  Rep., ment  of  the  case  by  Judge  Gresham,  '•'to  answer  an 
informal  complaint  made  by  unknown  persons."'  On  the 
advice  of  counsel,  some  of  the  witnesses  refused  to  pro- 
duce the  books  of  their  companies  or  to  answer  certain 
questions,  and  an  application  to  compel  them  to  do  so 
was  dismissed  by  Judge  Gresham,  who  used  the  follow- 
ing language: 

The  application  of  an  administrative  })0(ly  (and  we  are  now  consid- 
ering j'uc'h  an  application)  to  a  judicial  tribiinai  for  the  exercise  of  its 
functions  in  aid  of  the  execution  of  nonjudicial  duties  does  not  make 
a  "case"  or  "controversy"  upon  which  the  judicial  power  can  be 
broujjht  to  bear.  *  *  **  Conjjress  can  not  make  the  judicial  depart- 
ment the  mere  adjunct  or  instrument  of  either  of  the  other  depart- 
ments of  CJovernment.  *  *  *  Undoubtedly  Congress  may  confer 
upon  a  nonjudicial  lH)dy  authority  to  obtain  information  neceeearyfor 
legitimate  jrovernmental  purpost^s,  and  make  refusal  to.*PK*^*J^ 
testify  before  it  touchinj;  matters  pertinent  to  any  authoiiiea  inqoiTj 

an  offense  punishable  by  the  courts.     *    ♦    »    A  J ^^  ^  — 

action  for  violation  of  such  a  statute  woold  ,  '    -'^^ 
or  controversy  within  the  meaning'  «* 


X  v/A  rv« 


«*«sivu      u<»v«, 


inspec-  .:i:rsx5ttAr:-J 


Interstate  Com- 
merce   Commi»- 


ned  the  refu^jal.  In  this  case  it  was  contended  that 
»inplainant  before  the  Commission  had  no  interest  in 
alter  coraplaiiied  about;  that  the  Commission  had  no 
iction  over  the  subject  concerning  which  testimony 
•equired;    that  it  could  not  have  such  jurisdiction 

the  Constitution,  and  that  the  constitutional  rights 
!  witnesses  would  be  invaded  if  their  private  papers 
taken  from  them  b}'  the  Commission  for  the 
•f  the  complainant. 

',  Supreme  Court  sustained  the  order  of  the  Commis 
n  insistini^  upon  the  production  of  the  testiniony  ™Jn^v.  Bai™94 

for,  deciding  that  it  is  of  no  importance  under  the  ^'  ^-  ^• 
hether  the  complainant  has  an  interest  in  the  matter 
1  he  presents  to  the  Commission,  and  that  as  the  f  unc- 
•f  the  Commission  is  ''largely  one  of  investigation," 
lould  not  be  hampered  in  making  inquiry  pertaining 
erstate  commerce  by  those  narrow  rules  which  pre- 
1  trials  at  Common  Law  where  a  strict  correspondence 
ulred  between  allegation  and  proof." 
titties. — The  Commission  is  authorized  by  Section  20 
uire  annual  reports  from  all  common  carriers  subject 

law  and  to  fix  the  time  and  prescribe  the  manner  in 
I  such  reports  shall  be  made. 

5  section  empowers  the  Coimuission  ''to  require  from 
.'arriers  specific  answers  to  all  questions  upon  which 
Commission  ma}"  need  information,"  and  expressly 
•es  that  annual  reports  shall  show  in  detail  the  amount 
)italization;  the  amount  paid  therefor,  and  the  man- 
f  payment;  the  dividends  paid:  the  surplus  fund,  if 
the  number  of  stockholders;  the  funded  and  floating 
^ith  the  interest  thereon;  the  cost  and  value  of  the 
rs' property,  franchises,  and  ecjuipment;  the  number 
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course  wise  and  practicable,  a  uniform  system  of  accounts 
and  the  manner  in  which  such  accounts  shall  be  kept. 
This  section  applies  to  all  railways  crossing  State  bounaa- 
ries  and  apparently  to  those  which  are  located  wholly 
within  single  States  and  are  engaged  in  interstate  trans- 
portation. No  effort  has  ever  been  made  to  secure  reports 
from  the  carriers  by  water  which  participate  in  transpor- 
tation under  armngements  for  contirmous  carriage  over 
routes  paitly  by  rail  and  partly  by  water,  or  from  inter- 
state electric  railwav  carriers,  although  the  Commission 
has  held  that  these  latter  are  subject  to  the  act. 

197 U.S.,—.  ()p  April  lu,  1905,  the  Supreme  Court  rendered  a 
decision  in  Interstate  Conmierce  Commission  r.  Lake 
Shore  and  Michigan  Southern,  in  which  it  sustained  the 
opinion  of  the  circuit  court  to  the  effect  that  the  court  had 
no  power  to  issue  an  original  writ  of  mandamus  requiring 
a  carrier  subject  to  the  act  to  tile  a  report  under  Section 
20.  In  this  decision  it  was  intimated  that  if  the  Commis- 
sion had  entered  a  formal  order  requiring  the  filing  of  a 
report  containing  answers  to  specific  inquiries  a  suit  for 
the  enforcement  of  that  order,  under  Section  16,  could 
have  been  successfully  maintained.  Sixteen  annual  vol- 
umes of  statistical  reports,  covering  the  years  from  1888 
to  1903,  have  been  issued  by  the  Commission  (technically 
known  as  appendices  to  its  annual  reports  but  published 
in  sepamte  volumes)  and  these  contain  a  comprehensive 
statistical  history  of  the  financial  operations  of  American 
railways  since  the  adoption  of  the  present  law. 

Af}nual  reportH, — Eighteen  volumes  of  the  annual  re- 
ports of  the  Commission  contain  succinct  statements  of 
the  operations  of  the  Commission  and  the  information  from 
time  to  time  collected  concerning  the  manner  and  methods 
in  which  railway  business  is  conducted  and  the  Commis- 
sion's recommendations  concerning  additional  legislation. 
The  summarij proeesH  of  relief ,—\{^xmg  made  this  pro- 
vision for  the  perpetuation  of  competition  and  established 
the  various  agencies  of  publicity  which  have  been  dis- 
cussed, the  law  goes  further  and  establishes  a  sumraarv 

Section  16.  method  of  relief  from  such  evils  in  the  adjustment  of  rail- 
wa}'  charges  as  fail  of  correction  through  either  of  the 
other  means.  This  summary  process  takes  up  the  formal 
report  and  opinion  of  the  Commission  where  it  is  left  by 
Section  15  and  makes  it  the  basis  of  judicial  proceexlings, 
which,  if  the  anterior  steps  of  the  process  have  been  so 
conducted  as  to  survive  the  test  of  judicial  scrutiny,  must 
result  in  the  enforcement  of  the  relief  recommended  by 
the  Commission. 

It  should  be  remembered  that  Section  14  authorizes  the 
Commission,  after  conducting  an  investigation  in  the  form 
indicated  by  Section  IT,  to  make  ''its  recommendation  as 
to  what  repamtion,  if  any,  should  be  made  by  the  common 
carrier  to  any  party  or  parties  who  may  be  found  to  have 
been  injured,"  and  that  Section  15  makes  it  the  duty  of 
the  Commission,  when  satisfied  ''that  anvthing  has  been 
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done  or  omitted  to  be  done  in  violation  of  the  provisions 
of  this  act  or  of  any  law  coonizable  bv  said  Commission, 
by  any  common  carrier,  or  that  an}'  injury  or  damage  has 
been  sustained  by  the  party  or  parties  complaining  or  bv 
other  parties  aggrieved  in  coiLsequence  of  any  such  viola- 
tion," forthwith  to  issue  a  '"^notice"  to  such  common  car- 
rier *"  to  cease  and  desist  from  such  violation,  or  to  make 
i*eparation  for  the  injury  so  found  to  have  been  done,  or 
both,  within  a  reasonable  time,  to  be  specified  by  the  Com- 
mission.'" It  is  further  provided  by  Section  15  that  on 
compliance  with  such  notice  or  satisfying  the  party  com- 
plaining the  carrier  shall  be  relieved  from  further  liability 
for  such  particular  violation  of  law. 

The  foregoing  have  all  been  properly  classitled  as 
meajsures  for  bringing  effectively  to  bear  upon  the  carrier 
the  power  of  publicity  for  the  enforcement  of  the  stand- 
ards of  obligation  set  out  in  the  earlier  sections  of  the 
law.  In  case  this  result  is  not  secured  Section  U\  acts  upon 
the  Commission's  "'recommendation"'  or  "notice''  and 
provides  judicial  means  for  its  enforcement.  The  dis- 
tinction between  the  character  of  the  processes  contem- 
plated in  sections  14  and  15,  on  the  one  hand,  and  Section 
16,  on  the  other,  is  even  suggested  bv  the  terms  used,  for 
the  latter  is  made  applicable  only  when  a  ''lawful  order 
or  requirement'*  of  the  Conmiission  has  been  violated.  In 
such  a  case  it  was  formerlv  "the  duty  of,"  but  since  1881^ 
.  has  been  "lawful  for"  tne  Commission,  and  ever  since 
1887  it  has  been  "lawful"  for  "any  company  or  person 
interested  in  such  order  or  requirement"  to  institute  pro- 
ceedings in  equity  in  any  circuit  court  of  the  United 
States  having  jurisdiction,  and  if  the  court  is  convinced 
that  a  "lawful  order"  of  the  Commission  has  been  vio- 
lated it  becomes  its  duty,  by  suitable  process,  to  compel 
obedience. 

As  originally  enacted,  Section  16  made  no  distinction 
between  the  lawful  orders  of  the  Commission.  These, 
however,  include  orders  for  "  reparation"  and  with  regard 
to  these  cases,  if  the  reparation  amounts  to  more  than  $20 
it  would  appear  that  under  the  Seventh  amendment  to  the 
Constitution  of  the  United  States  the  common  carrier  is 
entitled  to  the  right  of  trial  by  jury  and  to  have  the  pro- 
ceedings conducted  in  accordance  with  the  Common  Law. 
To  cure  this  defect  the  section  was  amended  in  1889  so  as 
provide,  in  the  case  of  orders  for  reparation,  for  proceed- 
ings upon  the  law  side  of  the  circuit  courts.  Thenuestion 
as  to  the  procedure  which  may  lead  to.*' lawful  orders"  of 
this  class  by  the  Commission,  as  well  as  those  involved  in 
their  enforcement  by  the  Federal  courts,  are  still  unsettled, 
but  they  do  not  play  so  important  a  part  in  the  current 
suggestions  concerning  legislation  as  to  demand  further 
discusnion  in  this  place.  What  is  hereafter  said  will  apply 
to  orders  which  are  not  in  any  case  "founded  upon  a  con- 
troversy requiring  a  trial  by  jury  as  provided  by  the 
Seventh  amendment  to  the  Constitution  of  the  United 
States." 
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Section  16.  This  section  further  provides  that  the  proceedings  in 

equity  to  enforce  the  oi'ders  of  the  Commission  shall  be 
commenced  ^'in  a  summary  way  by  petition,"  shall  be 
heard  and  determined  ''on  such  short  notice  to  the  com- 
mon carrier  complained  of  as  the  court  shall  deem  reason- 
able,'- and  that  thev  shall  be  conducted  ''in  such  mariner 
as  to  do  justice  in  tKe  premises,"  but  '•without  the  formal 
pleadings  and  proceedings  applicable  to  ordinary  suits  in 
Sections  14. 16.  equity/"  In  these  proceedings  the  findings  of  fact  made 
by  the  Commission  are  prima  facie  evidence  of  the  matters 
therein  stated.  Either  party  may  appeal  to  the  Supreme 
Court  when  the  subject  in  dispute  is  of  the  value  of  $2,0(K> 
or  more  and  upon  giving  security,  but  ''said  appeal  shall 
not  operate  to  stay  or  supersede  the  order  of  the  court  or 
the  execution  of  any  writ  or  process  thereon." 

The  court  may  order  the  payment  of  costs  and  reason- 
able counsel  fees.     When  proceedings  are  instituted  by 
the  Commission  it  is  the  duty  of  the  district  attornev,  un- 
der the  direction  of  the  Attorney-General  of  the  Cnited 
States,  to  prosecute  them  at  the  expense  of  the  United 
States.     After  the  creation  of  the  Lnited  States  circuit 
court  of  appeals,  appeals  from  the  circuit  courts  lay  to 
the  new  court,  but  under  the  law  of  P^ebruaiy  11,  11*03, 
the  appeal  is  directly  to  the  Supreme  Court  and  must  be 
taken  within  sixty  days  from  the  entrv  of  tinal  decree. 
The  supplemental  act  of  February  11,  1903,  also  provides 
that  upon  certitiwite  from  the  Attorney-General  to  the 
clerk  of  the  circuit  court  that  the  case  is  of  ''general  pub- 
lic impoilance"  such  case  shall  be  given  preference  over 
all  others  and  in  every  way  expedited. 
In  a  recent  case  the  Supreme  Court  said: 
Interstate     *    *    *     By  section  16  a  Riiinmary  proeeedinjj  in  (Miuity  i.s  aiithor- 
mS^n^'t^  Lake^^^^  ^"^^  the  form  of  the  ultimate  order  of  the  court  may  be  that  of  a 
Shore  andMichi-  "writ  of  injunction  or  other  nroper  process,  mandatory  or  otherwise." 
gan    Southern,  Without  attempting  now  to  aefine  the  extent  of  that  section  we  may 
W  U.  8.  gay  1^  geems  adequate  to  enable  the  Commission  to  enforce  any  order 

it  is?  authorize<l  to  make. 

The  foregoing  analysis  is  sufiicient  to  indicate  that  when 
a  circuit  court  of  the  United  States  is  considering  an 
application  for  the  enforcement  of  an  order  previously 
issued  by  the  Interstate  Conmierce  Conmiission  there  are 
actually  only  two  questions  which  may  arise.     These  are: 

A.  Ha«  a  lawful  order  been  issued? 

B.  Has  it  been  ol>eye<l? 

Experience  indicates  that  the  second  of  these  questions 
is  here  negligible.  .  It  is,  of  course,  conceivable  that  an 
order  might  be  framed  in  such  general  terms  as  to  permit 
a  controversy  over  the  question  whether  acts  alleged  to 
constitute  compliance  therewith  amount  actually  to  obedi- 
ence. But  no  such  case  has  ever  occurred  and  the  proba- 
bility of  such  a  controversy  seems  extremely  remote. 
Such  questions  as  have  been  presented  to  the  courts  have 
related  wholly  to  the  (juestion  whether  the  ^'ordei's''  in 
particular  cases  were  within  the  power  conferred  upon 
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the  Commission  by  the  statutes  under  which  it  acts  and 
could  therefore  be  treated  as  ''  lawful"  orders. 

It  is  obvious  that  an  order  issued  by  the  Commission 
might  be  unlawful  because  of  errors  on  the  part  of  the 
Commission  relating  (a)  to  matters  of  fact,  or  (b)  to  mat- 
ters of  law.  The  Federal  courts  have,  without  serious 
objection  in  any  quarter,  uniformlv  maintained  the  right 
to  review  the  orders  upon  either  of  these  points.  Natur- 
ally if  an  order  of  the  Commission  can  be  challenged  on 
the  ground  that  it  is  based  upon  errors  of  fact,  the  courts 
must  determine  the  precise  weight  to  be  attai^hed  to  the 
findings  of  the  Commission  and,  if  these  are,  upon  reex- 
amination, discovered  to  be  in  whole  or  in  part  aefective, 
whether  there  is  power  in  the  courts  to  revise  the  orders 
and  to  issue  decrees  enforcing  such  modified  forms  thereof 
as  may  seem  to  the  courts  to  constitute  lawful  orders. 

In  a  very  early  case  Judge  Jackson,  of  the  circuit  ^ourt  jj^^entuc^  Md 
for  the  district  of  Kentucky,  made  an  elaborate  examina- company   v, 
tion  of  the  law  and  established  by  its  interpretation  cer-N^Jhvme  il  r^ 
tain  principles  which  have  remained  substantiallv  unques-  a^^^'^^j' 
tioned.     Tnis  proceeding  was  brought  by  the  Kentucky  im        ***'    ' 
and  Indiana  Bridge  Companv  to  enforce  an  order  requir- 
ing the  Louisville  and  Nasnville  Railroad  to  receive  freight 
at  a  particular  point,  an  order  which  had  been  issued  by 
the  Commission  as  the  result  of  proceedings  instituted  by 
the  former.     The  court  refused  to  enforce  the  order,  bas- 
ing its  refusal  upon  matters  of  law  and  also  upon  a  reex- 
amination  of  the  facts  in  the  light  of   new  testimony.  * 
which  it  asserted  the  right  of  the  courts  to  receive  ana 
consider  as  well  as  in  the  light  of  the  facts  found  by  the 
Commission,  which  are  made  prima  facw  evidence  by  the 
law. 

Upon  the  questions  now  under  discussion  the  court 
determined  («)  that  the  Commission  is  invested  with  only 
administrative  powers  of  supervision  and  investigation 
which  fall  far  short  of  making  it  a  court  or  its  actions 
judicial;  (J)  that  its  findings  of  fact,  being  given  only  the 
force  and  weight  of  y^rmayj?^*?-^  evidence  in  subsequent 
judicial  proceedings,  its  functions  are  in  the  nature  of 
those  of  a  general  referee  of  each  and  every  circuit  court 
of  the  United  States  for  the  matters  covered  by  the  Inter- 
state Commerce  law;  (c)  that  in  making  these  findings 
prima  facie  evidence  Congress  merely  exercised  the  well- 
established  legislative  power  to  prescrite  a  rule  of  evi- 
dence which  in  no  way  encroaches  upon  the  court's  proper 
functions,  and  (d)  that  the  courts  are  not  confined  to  the 
mere  reexamination  of  the  cases  as  heard  and  reported  })v 
the  Commission,  but  hear  and  determine  them  de  )wvo 
upon  proper  pleadings  and  proof,  the  latter  including  not 
only  the  prima  facie  fact^  reported  by  the  Commission 
but  all  such  other  and  further  testimony  as  either  party 
may  introduce  bearing  upon  the  matters  in  controversy. 
Quotations  from  this  decision  will  assist  in  making  the 
present  situation  clear. 
S.  Doa  244,  5^-1 4 


44  DIGEST   OF    HEARINGS    ON    RAILWAY   RATES. 

H?tcha)S*"i42  '^^^^^  decision  was  rendered  on  January  11, 1892,  and  its 
U.S., 547.  '  'consequences  were  first  explained  to  Congress  in  the  an- 
nual report  submitted  by  the  Commission  in  December  of 
that  year.  The  character  of  statute  necessary  in  order  to 
secure  testimony  under  similar  circumstances  had  been 
suggested  by  the  court  which,  in  the  case  referred  to,  had 
said: 

We  are  clearly  of  opinion  that  no  statute  which  leaves  the  party  or 
witness  subject  to  prosecution  after  he  answers  the  criminating  ques- 
tions put  to  him,  can  have  the  effect  of  supplanting  the  privilege  con- 
ferred by  the  Constitution  of  the  United  States.  *  *  *  In  view  of 
the  constitutional  provisions,  a  statutory  enactment,  to  be  valid,  must 
afford  absolute  immunity  for  the  offense  to  which  the  question  relates. 

Two  months  and  a  half  after  the  difficulty  arising  from 
this  decision  was  submitted  to  Congress,  in  the  report  of 
the  CommissioiK  the  present  statute  was  enacted.  Af ter- 
70Fed.Rep.,46.  wards,  duiiug  February,  1894,  a  similar  refusal  was  sub- 
mitted to  eJudge  Grosscup,  then  sitting  as  district  judge  in 
Chicago,  and  he  held  that  the  new  statute  did  not  afford 
protection  equal  to  that  of  the  Constitution,  and  that  the 
privilege  to  refuse  testimony  could  still  successfully  be 
pleaded.  Appeal  from  this  deci.sion  could  not  be  taken,  and 
it  was  not  until  May,  1895,  that  a  similar  case  was  pre- 
sented in  another  jurisdiction.  In  the  latter  case  the  view 
contrary  to  that  of  Judge  Grosscirp  was  adopted  and  the 
writ  of  habeas  corpus  was  denied.  The  recalcitrant  witness 
appealed  to  the  Supreme  Court,  which  held  that  he  could 

w^^JTVi^^J'be  compelled  to  testifv.     This  decision  was  rendered  on 

''''•'''''•^•''''•March23,  1890. 

A  still  more  vital  controversy  was  presented  to  the 
courts  in  1892.  In  this  case  the  right  of  Congress  to 
require  the  Federal  courts  to  use  their  processes  to  com- 
.  pel  the  production  of  testimony  before  the  Interstate  Com- 
merce Conmiission  under  Section  12  was  questioned.  The 
Couimission  had  made  an  order  reijuiring  certain  railway 
companies  to  appear  before  it,  and,  according  to  the  state- 
54  Fed.  Rep., ment  of  the  case    by  Judge   tiresham,    "to  answer  an 

*^^'  informal  complaint  made  by  unknown  persons.''     On  the 

advice  of  counsel,  some  of  the  witnesses  refused  to  pro- 
duce the  books  of  their  companies  or  to  answer  certain 
questions,  and  an  application  to  compel  them  to  do  so 
was  dismissed  by  Judge  Gresham,  who  used  the  follow- 
ing language: 

The  application  of  an  administrative  body  (and  we  are  now  consid- 
ering }<uch  an  application )  to  a  judicial  tribunal  for  the  exercise  of  its 
functions  in  aid  of  the  execution  of  nonjudicial  duties  does  not  make 
a  ''case"  or  "controversy"  uiK)n  which  the  judicial  power  can  be 
brouprht  to  l)ear.  *  *  **  Congress  can  not  make  the  judicial  depart- 
ment the  mere  adjunct  or  instrument  of  either  of  the  other  depart- 
ments of  (.rovernment.  *  *  *  Undoubtedly  Congress  may  confer 
upon  a  nonjudicial  body  authority  to  obtain  information  necessary  for 
legitimate  j?overnmental  purposes,  and  make  refusal  to  appear  and 
testify  l>efore  it  touching?  matters  pertinent  to  any  authorizeil  inquiry 
an  ofienm*  punishable  by  the  courts.  *  *  *  '\  prosecution  or  an 
action  for  violation  of  such  a  sUitute  would  clearly  be  an  original  suit 
or  controversy  within  the  meaning  of  the  Constitution,  and  not  a  mere 
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application,  like  the  present  one,  for  the  exercise  of  the  judicial  power 
in  aid  of  a  nonju<licial  l)ody.  So  much  of  Section  12  as  authorizes 
or  reqjLiires  the  courts  to  use  their  process  in  aid  of  inquiries  before  the 
Interstate  Commerce  Commisfeion  is  unconstitutional  and  void. 

This  case,  commonly  known  as  the  ''Brimson"  case,  Reapoiication 
was  appealed  to  the  Supreme  Court  hy  the  Connnission,  commerce  cSn^ 
and  on  May  26,  1894,  the  Supreme  Court  decided  that  the  ^jf^^^^j^^^^  ^^ 
provisions  of  Section  12  are  valid  and  can  be  enforced.       w.  Brimson  et 

Another  case  of  refusal  to  produce  testimony  was  pre- a^p^/sn^ia^™* 
sented  to  the  Supreme  Court  on  appeal  from  the  circuit    i^u.  s.,  447.  ; 
court  for  the  southern  district  of  JMew  York,  which  had 
sustained  the  refusal.     In  this  case  it  was  contended  that 
the  complainant  before  the  Commission  had  no  interest  in 
the  matter  complained  about;  that  the  Commission  had  no 
jurisdiction  over  the  subject  concerning  which  testimony 
was   required:    that  it  could  not  have  such  jurisdiction 
under  the  Constitution,  and  that  the  constitutional  rights 
of  the  witnesses  would  be  invaded  if  their  private  papers 
were  taken  from  them  bj'  the  Commission  for  the  inspec-  -yyrf^^^— -.-j 
tion  of  the  complainant.  '""* 

The  Supreme  Court  sustained  the  order  of  the  Commis-^inj^erBtateCom. 
sion  in  insisting  upon  the  production  of  the  testimony  sion^tt  Ba?S!^94 
called  for,  deciding  that  it  is  of  no  importance  under  the^*^"^- 
law  whether  the  complainant  has  an  interest  in  the  matter 
which  he  presents  to  the  Commission,  and  that  as  the  func- 
tion of  the  Commission  is  '*  largely  one  of  investigation," 
*'it  should  not  be  hampered  in  making  inquiry  pertaining 
to  interstate  commerce  by  those  narrow  rules  which  pre- 
vail in  trials  at  Common  Law  where  a  strict  correspondence 
is  required  between  allegation  and  proof." 

SUiiUticH, — The  Commission  is  authorized  by  Section  20 
to  require  annual  reports  from  all  common  carriers  subject 
to  the  law  and  to  fix  the  time  and  prescribe  the  manner  in 
which  such  report-s  shall  be  made. 

The  section  empowers  the  Commission  ''to  require  from 
such  carriers  specific  answers  to  all  questions  upon  which 
the  (^lommission  may  need  information,"  and  expressly 
declares  that  annual  reports  shall  show  in  detail  the  amount 
of  capitalization;  the  amount  paid  therefor,  and  the  man- 
ner of  payment;  the  dividends  paid;  the  surplus  fund,  if 
any;  the  number  of  stockholders;  the  funded  and  floating 
debt  with  the  interest  thereon;  the  cost  and  value  of  the 
carriers'  property,  franchises,  and  equipment;  the  number 
of  emplo^'ees  and  the  salaries  paid  etich  class;  the  amount 
expended  for  improvement  each  year,  and  how  expended; 
with  the  character  of  such  improvements,  the  earnings 
and  receipts  from  each  bi-anch  of  the  business  and  from 
all  sources,  the  operating  and  other  expenses,  the  balances 
of  profit  and  loss,  a  complete  exhibit  of  the  financial 
operations  for  the  year,  and  an  animal  balance  sheet. 

Further,  the  Commission  is  empowc^red  to  recjuire  in 
these  repoits  information  concerning  fares  and  freights 
and  agreements,  armngements,  or  contracts  with  other 
common  carriers,  or  to  prescribe,  if  it  considers  such  a 
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course  wise  and  practicable,  a  uniform  system  of  accounts 
and  the  manner  in  which  such  accounts  shall  lie  kepL 
This  section  applies  to  all  railways  crossing  State  bounda- 
ries and  apparently  to  those  which  are  located  wholly 
within  single  States  and  are  engaged  in  interstate  trans- 
portation. No  effort  has  ever  been  made  to  secure  reports 
from  the  carriers  by  water  which  participate  in  trans|X)r- 
tation  under  arrangements  for  continuous  carriage  over 
routes  partly  by  rail  and  partly  by  water,  or  from  inter- 
state electric  railway  carriers,  although  the  Commission 
has  held  that  these  latter  are  subject  to  the  act. 

197 U.S.,—.  On  April  lu,  1905,  the  Supreme  Court  rendered  a 
decision  in  Intersttite  Conmierce  Commission  r.  Lake 
Shore  and  Michigan  Southern,  in  which  it  sustained  the 
opinion  of  the  circuit  court  to  the  effect  that  the  court  had 
no  power  to  issue  an  original  writ  of  mandamus  requiring 
a  carrier  subject  to  the  act  to  iile  a  report  under  Section 
20.  In  this  decision  it  was  intimated  that  if  the  Commis- 
sion had  entered  a  formal  order  requiring  the  tiling  of  a 
report  containing  answers  to  specific  inquiries  a  suit  for 
the  enforcement  of  that  order,  under  Section  16,  could 
have  been  successfully  maintained.  Sixteen  annual  vol- 
umes of  statistical  reports,  covering  the  years  from  1888 
to  1903,  have  been  issued  by  the  Commission  (technically 
known  as  appendices  to  it^  annual  reports  but  published 
in  separate  volumes)  and  these  contain  a  comprehensive 
statistical  history  of  the  financial  operations  of  American 
railways  since  the  adoption  of  the  present  law. 

Annual  repm*tH. — Eighteen  volumes  of  the  annual  re- 
ports of  the  Commission  contain  succinct  statements  of 
the  operations  of  the  Commission  and  the  information  from 
time  to  time  collected  concerning  the  manner  and  methods 
in  which  railway  business  is  conducted  and  the  Commis- 
sion's recommendations  concerning  additional  legislation. 
The  summary  process  of  relief,— YiK\\v\g  made  this  pro- 
vision for  the  perpetuation  of  competition  and  established 
the  various  agencies  of  publicity  which  have  been  dis- 
cussed, the  law  goes  further  and  establishes  a  summary 

Section  16.  method  of  relief  from  such  evils  in  the  adjustment  of  rail- 
wa}'  charges  as  fail  of  correction  through  either  of  the 
other  means.  This  summary  process  takes  up  the  formal 
report  and  opinion  of  the  Commission  where  it  is  left  by 
Section  15  and  makes  it  the  basis  of  judicial  proceedings, 
which,  if  the  anterior  steps  of  the  process  have  been  so 
conducted  as  to  survive  the  test  of  judicial  scrutiny,  must 
result  in  the  enforcement  of  the  relief  recommended  b}' 
the  Commission. 

It  should  be  remembered  that  Section  14:  authorizes  the 
Commission,  after  conducting  an  investigation  in  the  form 
indicated  by  Section  17,  to  make  'Mts  reconmiendation  as 
to  what  reparation,  if  any,  should  be  made  by  the  common 
carrier  to  any  party  or  parties  who  may  be  found  to  have 
been  injured,''  and  that  Section  15  makes  it  the  dut}*  of 
the  Commission,  when  satisfied  "that  anything  has  been 
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done  or  omitted  to  l)e  done  in  violation  of  the  provisions 
of  this  act  or  of  any  law  cotrnizable  by  said  Commission, 
by  any  common  carrier,  or  that  an}'  injury  or  damage  has 
been  sustained  by  the  party  or  parties  complaininof  or  by 
other  parties  aggrieved  in  coiLsequence  of  any  such  viola- 
tion," forthwith  to  issue  a  ^^ notice"  to  such  common  car- 
rier "'to  cease  and  desist  from  such  violation,  or  to  make 
i*epamtion  for  the  injury  so  found  to  have  been  done,  or 
both,  within  a  reasonable  time,  to  be  specitied  by  the  Com- 
mission." It  is  further  provided  by  Section  15  that  on 
i'ompliance  with  such  notice  or  satisfying  the  party  com- 
plaining the  carrier  shall  be  relieved  from  further  liability 
for  such  particular  violation  of  law. 

The  foregoing  have  all  been  properly  classitied  as 
measures  for  bringing  effectively  to  bear  upon  the  carrier 
the  power  of  publicity  for  the  enforcement  of  the  stand- 
ards of  obligation  set  out  in  the  earlier  sections  of  the 
law.  In  case  this  result  is  not  secured  Section  !<>  acts  upon 
the  Commission's  '"recommendation"  or  "notice"  and 
provides  judicial  means  for  its  enforcement.  The  dis- 
tinction between  the  character  of  the  processes  contem- 
plated in  sections  14  and  15,  on  the  one  hand,  and  Section 
16,  on  the  other,  is  even  suggested  bv  the  terms  used,  for 
the  latter  is  made  applicable  onh'  when  a  ''lawful  order 
or  requirement"  of  the  Commission  has  been  violated.  In 
such  a  case  it  was  formerlv  "the  duty  of,"*  but  since  1880 
has  been  "lawful  for"  tne  Commission,  and  ever  since 
1887  it  has  been  "lawful"  for  "any  company  or  person 
interested  in  such  order  or  requirement"  to  institute  pro- 
ceedings in  equity  in  any  circuit  court  of  the  United 
States  having  jurisdiction,  and  if  the  court  is  convinced 
that  a  *' lawful  order"  of  the  (>)mmission  has  been  vio- 
lated it  becomes  its  duty,  by  suitable  prcwess,  to  compel 
obedience. 

As  originally  enacted,  Section  16  made  no  distinction 
between  the  lawful  orders  of  the  Commission.  These, 
however,  include  orders  for  "reparation"  and  with  regard 
to  these  cases,  if  the  reparation  amounts  to  more  than  $20 
it  would  appear  that  under  the  Seventh  amendment  to  the 
Constitution  of  the  United  States  the  common  carrier  is 
entitled  to  the  right  of  trial  by  jury  and  to  have  the  pro- 
ceedings conducted  in  accordance  with  the  Common  Law. 
To  cure  this  defect  the  section  was  amended  in  18S9  so  as 
provide,  in  the  case  of  orders  for  reparation,  for  proceed- 
ings upon  the  law  side  of  the  circuit  courts.  Theciuestion 
as  to  the  procedure  which  may  lead  to/' lawful  oraers''  of 
this  class  by  the  Commission,  as  well  as  those  involved  in 
their  enforcement  by  the  Federal  courts,  are  still  uns(»ttled, 
but  they  do  not  play  so  important  a  part  in  the  current 
suggestions  concerning  legislation  as  to  demand  further 
discussion  in  this  place.  What  is  hereafter  said  will  apply 
to  orders  which  are  not  in  any  case  "founded  upon  a  con- 
troversy requiring  a  trial  by  jur}'  as  provided  by  the 
Seventh  amendment  to  the  Constitution  of  the  United 
States." 
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Section  16.  This  scction  further  provides  that  the  proceedings  in 

equity  to  enforce  the  orders  of  the  Commission  shall  be 
commenced  ^'in  a  summary  way  by  petition/^  shall  be 
heard  and  determined  ''on  such  short  notice  to  the  com- 
mon carrier  complained  of  as  the  court  shall  deem  reason- 
able," and  that  they  shall  be  conducted  'Mn  such  mariner 
as  to  do  justice  in  the  premises,"  but  "•  without  the  formal 
pleadings  and  proceedings  applicable  to  ordinary  suits  in 
Sections  14. 16.  equity."  In  these  proceedings  the  findings  of  fact  made 
by  the  Commission  are  prima  facie  evidence  of  the  matters 
therein  stated.  Either  party  may  appeal  to  the  Supreme 
Court  when  the  subject  in  dispute  is  of  the  value  of  52,0(>0 
or  more  and  upon  giving  security,  but  '"said  appeal  shall 
not  operate  to  stay  or  supersede  the  order  of  tne  court  or 
the  execution  of  any  writ  or  process  thereon." 

The  court  may  order  the  payment  of  costs  and  reason- 
able counsel  fees.     When  proceedings  are  instituted  by 
the  Commission  it  is  the  duty  of  the  district  attorney,  un- 
der the  direction  of  the  Attorney-Genenil  of  the  Cnited 
States,  to  prosecute  them  at  the  expense  of  the  United 
States.     After  the  creation  of  the  I  nited  States  circuit 
court  of  appeals,  appeals  from  the  circuit  courts  lay  to 
the  new  court,  but  under  the  law  of  February  11,  1^)03, 
the  appeal  is  directly  to  the  Supreme  Court  and  must  be 
taken  within  sixty  days  from  the  entry  of  tinal  decree. 
The  supplemental  act  of  February  11,  1903,  also  provides 
that  upon  certificate  from  the  Attorney-General  to  the 
clerk  of  the  circuit  court  that  the  case  is  of  ''general  pub- 
lic importance"  such  case  shall  be  given  preference  over 
all  others  and  in  every  way  expedited. 
In  a  recent  case  the  Supreme  Court  said: 
Interstate     *    *    *     By  section  16  a  summary  proceedinj;  in  equity  in  author- 
SSon'^  Lake^^^  ^^^^  the  form  of  the  ultimate  order  of  the  court  may  be  that  of  a 
Shore andMichi-  '*writ  of  injunction  or  other  nroper  process,  mandatory  or  otherwise." 
gan    Southern.  Without  attempting  now  to  define  the  extent  of  that  section  we  may 
IW  u.  8.  gay  it  seems  adequate  to  enable  the  Commission  to  enforce  any  order 

it  is  authorized  to  make. 

The  foregoing  analysis  is  sufficient  to  indicate  that  when 
a  circuit  court  of  the  Ignited  States  is  considering  an 
application  for  the  enforcement  of  an  order  previously 
issued  by  the  Interstate  Commerce  Commission  there  are 
actually  only  two  questions  which  may  arise.     These  are: 

A.  Has  a  lawful  order  been  issued? 

B.  Has  it  been  obeyed? 

Experience  indicates  that  the  second  of  these  questions 
is  here  negliofible.  .  It  is,  of  course,  conceivable  that  an 
order  might  be  framed  in  such  general  terms  as  to  permit 
a  controversy  over  the  question  whether  acts  alleged  to 
constitute  compliance  therewith  amount  actually  to  obedi- 
ence. Hut  no  such  case  has  ever  occurred  and  the  proba- 
bility of  such  a  controvcu-sy  seems  extremely  remote. 
Such  questions  as  have  been  |)nisonted  to  the  courts  have 
relatca  wholly  to  the  (juestion  whether  the  ** orders*'  in 
particular  cases  were  within  the  power  onferred   upon 
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the  Commission  by  the  statutes  under  which  it  acts  and 
jould  therefore  be  treated  as  ''  lawful"  orders. 

It  is  obvious  that  an  order  issued  by  the  Commission 
DDUght  be  unlawful  because  of  errors  on  the  part  of  the 
Commission  relating  (a)  to  matters  of  fact,  or  (b)  to  mat- 
ters of  law.  The  Federal  courts  have,  without  serious 
objection  in  any  quarter,  uniformly  maintained  the  right 
to  review  the  orders  upon  either  of  these  points.  Natur- 
ally if  an  order  of  the  Commission  can  be  challenged  on 
the  ground  that  it  is  based  upon  errors  of  fact,  the  courts 
must  determine  the  precise  weight  to  be  attached  to  the 
findings  of  the  Commission  and,  if  these  are,  upon  reex- 
amination, discovered  to  be  in  whole  or  in  part  defective, 
whether  there  is  power  in  the  courts  to  revise  the  orders 
and  to  issue  decrees  enforcing  such  modified  forms  thereof 
as  may  seem  to  the  courts  to  constitute  lawful  orders. 

In  a  very  early  case  Judge  Jackson,  of  the  circuit  ^^'^^rt  jj^^entuc^^and 
for  the  district  of  Kentuck}^  made  an  elaborate  examina- company   v. 
tion  of  the  law  and  established  by  its  interpretation  cer-N^Sh^Ve  il  r^ 
tain  principles  which  have  remained  substantially  u'^Qi^cs- 2j7F^%f^^-^567; 
tioned.     Tnis  proceeding  was  brought  by  the  Kentucky  im.  ^     *"'    ' 
and  Indiana  Bridge  Company  to  enforce  an  order  requir- 
ing the  Louisville  and  Nasnville  Railroad  to  receive  freight 
at  a  particular  point,  an  order  which  had  been  issued  by 
the  Commission  as  the  result  of  proceedings  instituted  by 
the  former.     The  court  refused  to  enforce  the  order,  bas- 
ing its  refusal  upon  matters  of  law  and  also  upon  a  reex- 
amination  of   the  facts  in  the  light  of   new  testimony.  * 
which  it  asserted  the  right  of  the  courts  to  receive  ana 
consider  as  well  as  in  the  light  of  the  facts  found  by  the 
Commission,  which  are  voslAq  prima  fade  evidence  b}"  the 

Upon  the  questions  now  under  discussion  the  court 
determined  (a)  that  the  Commission  is  invested  with  only 
administrative  powers  of  supervision  and  investigation 
which  fall  far  short  of  makmg  it  a  court  or  its  actions 
judicial;  (h)  that  its  findings  of  fact,  being  given  only  the 
force  and  weight  of  j>r?ma  June  evidence  in  subsequent 
judicial  proceedings,  its  functions  are  in  the  nature  of 
those  of  a  general  referee  of  each  and  every  circuit  court 
of  the  United  States  for  the  matters  covered  })y  the  Inter- 
state Commerce  law;  (c)  that  in  making  these  findings 
prima  facie  evidence  Congress  merel}^  exercised  the  well- 
established  legislative  power  to  prescribe  a  rule  of  evi- 
dence which  in  no  way  encroaches  upon  the  court's  proper 
functions,  and  (rf)  that  the  courts  are  not  confined  to  the 
mere  reexamination  of  the  cases  as  heard  and  reported  by 
the  Commission,  but  hear  and  determine  them  de  novo 
upon  proper  pleadings  and  proof,  the  latter  including  not 
only  the  prima  facie  facts  reported  by  the  Commission 
but  all  such  other  and  further  testimony  as  either  party 
may  introduce  bearing  upon  the  matters  in  controversv. 
Quotations  from  this  decision  will  assist  in  making  the 
present  situation  clear. 
S.  Doc.  244,  5^-1 4 
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The  court  said,  in  part: 

While  the  Commission  possesses  and  exercises  certain  powers  and 
functions  resembling  those  conferre<l  upon  and  exercised  by  regular 
courts,  it  is  wanting  in  soveral  essential  constituents  of  a  court.  Its 
action  or  conclusion  upon  matters  of  complaint  brought  before  it  for 
investigation,  and  which  the  ai^t  designates  as  the  '*  recommendation," 
"report,*'  **order,"  or  "requirement*'  of  the  board  is  neither  final 
nor  conclusive;  nor  is  the  Commission  invested  with  any  authority  to 
enforce  its  decision  or  award.  Without  reviewing  in  detail  the  pro- 
visions of  the  law,  we  are  clearly  of  the  opinion  that  the  Commission 
is  invested  with  only  administrative  powers  of  sui)ervi8ion  and  inves- 
tigation, which  fall  far  short  of  making  the  board  a  court  or  its  action 
judicial,  in  the  proper  sense  of  the  term.  The  Commission  beam, 
investigates,  and  reports  upon  complaints  made  before  it  involving 
alleged  violations  of  or  omissions  of  duty  under  the  Act;  but  subsequent 
judicial  proceedings  are  contemplated  and  provided  for  as  the  remedy 
for  the  enforcement,  either  by  itself  or  the  party  interesteii,  of  its 
order  or  report  in  all  cases  where  the  party  complained  of,  or  against 
whom  its  decision  is  rendered,  does  not  yield  voluntary  obedience 
thereto.  *  *  *  The  Commission  is  chained  with  the  duty  of  inves- 
tigating and  rei)orting  upon  complaints,  and  the  facts  ftmnd  or  reported 
by  it  are  only  given  the  force  and  weight  of  nnma  facie  evidence  in  all 
such  judicial  proceedings  as  may  thereafter  l)e  required  or  had  for  the 
enforcement  of  its  recommendation  or -order.  The  functions  of  the 
Commissioner  are  those  of  referees  or  special  commissioners,  appointed 
to  make  preliminary  investigation  of  and  report  upon  matters  for  sub- 
sequent judicial  examination  and  determination.  In  respect  to  inter- 
state commerce  matters  covered  by  the  law,  the  Commission  may  be 
regarded  as  the  general  referee  of  each  and  every  circuit  court  of'  the 
United  States,  upon  which  the  jurisdiction  is  conferred  of  enforcing 
the  rights,  duties,  and  obligations  recognized  and  imposed  by  the  act. 
It  is  neither  a  Federal  court  under  the  Constitution,  nor  does  it  exer- 
cise judicial  powers,  nor  do  its  conclusions  possess  the  efficacy  of  judicial 
proceedings.     *    *    * 

We  are  also  clearly  of  opinion  that  this  court  is  not  made  by  the  Act 
the  mere  executioner  of  the  Commissioner's  order  or  recommendation, 
so  an  to  imix)8e  upon  the  court  a  nonjudicial  power.  *  *  *  The 
suit  in  this  court  is,  under  the  provisions  of  the  act,  an  original  and 
independent  proceeding,  in  which  the  Coumiission's  report  is  made 
prima  facie  evidence  of  the  matters  or  facts  therein  stated.  It  is  clear 
that  this  court  is  not  confined  to  a  mere  reexamination  of  the  case  as 
heard  and  reporte<l  by  the  Commission,  but  hears  and  determines  the 
cause  de  noro,  upon  proper  pleadings  and  proofs,  the  latter  including 
not  only  the  prima  facie  facts  reported  by  the  Commission,  but  all  such 
other  and  further  testimony  as  either  party  may  introduce  bearing 
up(jn  the  matters  in  controversy.  The  court  is  empowered  **  to  direct 
and  prosecute,  in  such  mode  and  by  such  persons  as  it  may  appoint, 
all  such  inquiries  as  the  court  may  think  needful  to  enable'it  to  form 
a  just  judgment  in  the  matter  of  such  petition;  and  on  such  hearing 
the  report  of  said  Commission  shall  be  prima  facie  (not  conclusive) 
evidence  of  the  matters  therein  stated.  No  valid  constitutional  ob- 
je<!tion  can  be  urged  against  making  the  findings  of  the  Commission 
prima  faci^  evidence  in  subsequent  judicial  procei*dings.  Such  a  pro- 
\ision  merely  pre8cril)es  a  rule  of  evidenc*e  clearly  within  well  recog- 
nized powers  of  the  legislature,  and  in  no  way  encroaches  upon  the 
court's  proper  functions. 

Nothing  inconsistent  with  the  foregoing  ha.s  appeared  in 
any  subsequent  decision,  although  there  has  been  a  notable 
tendency  to  express  the  reliance  which  the  courts  must 
place  upon  the  conclusions  of  a  public  agency  of  the  char- 
ie2U.  8..  197.  acter  of  the  Commission.  Thus,  in  the  Import  Rate  case 
the  Supreme  Court  reversed  the  decree  of  the  circuit  court 
of  appeals  which,  while  intimating  "its  dissent  from,  or, 
at  least,  its  distrust  of,  the  view  of  the  Commission,"  had 
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proceeded  to  enforce  the  order  of  the  Commission  upon 

the  ground  that,  even  though  its  interpretation  of  the  law 

was  erroneous,  the  facts  did  not  justify  the  disparity  in 

rates  which  had  been  complained  of  and  the  Commission  ^^  Fed.  Rep., 

had  attempted  to  prohibit.     Commentin<^  upon  this  acrtion 

of  the  circuit  court  of  appeals,  the  Supreme  Court  said:        ic2 u.  .s.,  238. 

This  coarse  proceeded,  we  think,  U]X)ii  an  erroneous  view  of  the 
positiou  of  the  caae.  That  question  was  not  presented  to  tlie  consid- 
eration of  the  court.  There  was  no  allegation  in  the  C(»mnii.'*»ion'8 
appeal  or  petition  that  the  inland  rates  chargetl  by  the  defendant 
company  were  unreasonable.  That  issue  wa<  not  presented.  The 
defendant  company  was  not  called  uiM)n  to  make  any  allegation  upon 
the  subject.  No  testimony  was  adduced  by  either  partv  un  Huch  an 
issue.  What  the  Commission  complained  of  wa.^  that  the  defendant 
refused  to  recognize  the  lawfulness  of  its  order;  and  what  the  defend- 
ant asserted,  by  way  of  defense,  was  tiiat  the  order  was  invalid,  be- 
cause the  Commission  had  avowedly  declined  to  c<»nsider  certain 
'* circumstances  and  conditions  *'  which,  under  a  proper  construction  of 
the  Act,  it  ought  to  have  considered.  If  the  circuit  court  of  appeals  was 
of  opinion  that  the  Commission  in  making  its  order  had  misconceived 
the  extent  of  its  powers,  and  if  the  circuit  court  had  erred  in  affirming 
the  validity  of  the  order  made  under  such  a  misconception,  the  duty 
of  the  circuit  court  of  appeals  was  to  reverse  the  decree,  set  aside  the 
order,  and  remand  the  case  to  the  Commission  in  order  that  it  might, 
if  it  saw  fit,  proceed  therein  according  to  law.  The  defendant  was 
entitled  to  have  his  defense  considered,  in  the  first  instance  at  least, 
by  the  Commission  upon  a  full  consideration  of  all  the  circumstances 
and  conditions  upon  which  a  legitimate  order  could  l>e  founded. 

In  the  Behlmer  ease  the  Supreme  Court  spoke  of  the    175  u.  s.,  648. 
Commission  as  follows: 

That  body,  from  the  nature  of  its  organization  and  the  <luties  im- 
posed upon  it  by  the  statute,  is  peculiarly  competent  to  i»ass  upon 
questions  of  fact  of  the  character  here  arising. 

The  foregoing  passage  was  quoted  with  approval  in  the 
subsequent  decision  in  the  Chat tiinooga  case,  and  th^  Su-    iml.  s.,  1. 
prenie  Court  asserted  that  it  had — 

t<teadily  refused  *  *  *  to  exert  its  original  judgment  upon  the 
facte  where,  under  the  statute,  it  was  entitle^!,  before  approaching  the 
farts,  to  the  aid  which  must  necessarily  be  afforded  by  the  previous 
enlightened  judgment  of  the  (commission  upon  such  subje<'ts. 

Again,  in  the  Georgia  commission  cases  tlie  Supreme    i^i  u.  s.,  29. 
Court  expressed  a  similar  view,  sa3'ing: 

Despite,  however^  the  error  of  law  which  the  Commission  committed 
in  these  cases,  and  m  consequence  of  which  error  it  made  n*;  investiga- 
tion of  the  facts,  but  postponed  the  performance  of  its  duty  on  this 
mbject  until  a  further  application  was  made  for  relief,  it  is  now  urged 
that  we  should  enter  into  an  original  investigation  of  the  facts  for  the 
pan)Ose  of  considering  a  number  of  questions  as  to  dis<Tiniination,  as 
to  preference,  as  to  reasonableness  of  rat<*s,  as  to  the  relation  which 
the  rates  at  some  places  bore  to  those  at  others,  in  order  to  discharge 
the  duty  which  the  statute  has  expressly,  in  the  first  instance,  declared 
Hhould  be  perfonned  by  the  Commission. 

In  the  Kast  Tennessee,  Virginia  and  (Jeorgia  case,  just  decided,  iM  U.  8.,  1. 
following  the  niling  made  in  Louisville  and  Nashville  Railroad  v.  ^"•'>  U.  8.,  648. 
Behlmer,  and  previous  cases,  we  have  held  that,  where  the  Commis- 
sion by  reason  of  its  erroneous  construction  of  the  statute  ha<l  in  a  case 
to  it  presented  declined  to  adequately  find  the  facts,  it  was  the  iluty 
of  the  courts,  on  application  made  to  them,  to  enforce  the  erroneous 
order  of  the  Commission,  not  to  proceed  to  an  original  investigation 
of  the  facts  which  should  have  been  jiassed  upon  by  the  Commission, 
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but  to  correct  the  error  of  law  committed  by  that  body,  and  after 
doing  80  to  reQiand  the  case  to  the  Commission  so  as  to  afford  it  the 
op]>ortunitv  of  examining  the  evidence  and  finding  the  factfl  as  re- 
quired by  faw.  The  investigation  which  we  have  given  the  questions 
which  arise  in  these  cases  and  the  consideration  we  have  bestowed 
upon  the  issues  which  were  involved  in  the  case  of  the  East  Tennessee, 
Virginia  and  Georgia  Railroad  have  served  but  to  impress  npon  as 
the  necessit^v  of  adhering  to  that  rule  in  order  that  the  statute  may  be 
complie<l  with  both  in  letter  and  spirit. 

It  may,  therefore,  be  regarded  as  settled  that  when  the 
Commission  has  proceeded  upon  the  correct  view  of  the 
law,  the  question  whether  its  order  is  justified  by  the  facts 
may  be  examined  not  only  in  the  light  of  the  findings  of 
fact  made  by  the  Commission,  but  in  that  of  further  testi- 
monj',  which  the  court  is  at  liberty  to  hear  at  the  sug^- 
tion  of  eitheror  both  parties;  but  that  when  the  Commission 
has,  from  an  erroneous  interpretation  of  the  law,  declined 
to  consider  whole  classes  ot  evidence  the  case  must  be 
remanded  to  that  body  which,  under  the  law,  is  iirst  to 
consider  all  the  facts  properly  bearing  upon  the  questions 
at  issue. 

Whether  the  courts  can  revise  the  order  of  the  Commis- 

64  Fed.  Rep.,  s^^"  1"  ^"J  degree  was  considered  by  the  circuit  court  for 

723  the  northern  district  of  New  York  in  Interstate  Commerce 

Commission  v,  Delaware,  Lackawanna  and  Western.     The 

decision  in  this  case  reads,  ip  part: 

The  court  can  not  substitute  for  an  order  actually  made  one  such  as 
the  Commission  might,  or  should  have  made,  or  such  as  the  Commis- 
sion intended  to,  but  failed  to  make.  This  court  has  no  revisory  power 
over  the  orders  of  the  Commission.  Its  function  in  a  proceeding  like 
this  is  merely  to  inquire  w^hether  the  respondents,  the  common  car* 
riers,  have  refused  or  neglected  to  perform  any  lawful  order  or  require- 
ment of  the  Commission.  It  can  not  undertake  to  decide  whether  the 
respondents  have  violated  one  which  the  Commission  might  have 
lawfully  made. 

The  same  question  was  presented  in  the  circuit  court 
for  the  northern  district  of  Ohio  in  Interstate  Commerce 
Commission  v.  Lake  Shore  and  Michigan  Southern  Kail- 
way,  and  a  similar  decision  was  rendered.  In  this  case  the 
circuit  court  was  asked  to  enforce  a  particular  pai*t  of  an 
order,  but  declined  to  do  so,  saying: 

I  find,  then,  that  the  order,  as  an  entirety,  is  beyond  the  power  of 
the  Commission  to  make,  and  is,  therefore,  not  a  lawful  order,  and  is 
not  an  order  which  this  court  is  empowered  by  the  statute  to  enforce. 

These  conclusions  seem  to  have  the  sanction  of  the  later 
decisions  of  the  Supreme  Court  of  the  United  States,  al- 
though the  precise  question  has  never  been  discussed  in 
an  opinion  of  that  court,  and  there  may  still  be  room  for 
contending  that  the  separation  of  a  plainly  divisible  order 
and  the  enforcement  of  one  or  more  of  the  clearh'  sepa- 
rable portions  is  possible  under  the  statute. 
162.U.  s..  144.  In  the  Social  Circle  case  decided  by  the  Supreme  Court 
on  March  30,  1896,  such  a  decision  hjvd  been  made  by  the 
circuit  court  of  appeals,  and  its  action  was  sustained  by  the 
Supreme  Court.  The  question  whether  the  order  must  be 
treated  b\-  the  court  as  an  entirety  does  not  appear,  how- 
ever, to  have  been  raised  at  an\^  stage  of  the  proceedings 
in  this  case. 


DIGEST   OF   HEABINGS   ON   BAILWAY   RATES.  53 

It  has  been  claimed  that  in  certain  cases  before  the  Com- 
sission  the  record  has  been  incomplete  as  to  the  justitica- 
ion  for  the  rates  complained  of,  which  has  subsequently 
•een  more  fully  presented  to  the  Federal  courts.  In  the 
locial  Circle  case,  already  referred  to,  the  Supreme  Court 
Bve  consideration  to  this  suggestion  and  said: 

We  think  this  is  a  proper  occasion  to  express  disapproval  of  such  a 
lethod  of  procedure  on  the  part  of  the  railroad  companies  as  should 
sad  them  to  withhold  the  larj^er  part  of  their  evidence  from  the  Com- 
liseion  and  first  adduce  it  in  the  circuit  court.  The  Commission  is 
Q  administrative  body  and  the  courts  are  only  to  be  resorted  to  when 
le  Commission  prefers  to  enforce  the  provisions  of  the  statute  by  a 
irect  proceeding  in  the  court,  or  when  the  orders  of  the  Commission 
ave  been  disregarded.  The  theory  of  the  act  evidently  is,  as  shown 
y  the  provision  that  the  findings  of  the  Commission  shall  be  regarded 
9  prima  ^aci€  evidence,  that  the  facts  are  to  be  disclosed  l)efore  the 
'ommission.  We  do  not  mean,  of  course,  that  either  party  in  a  trial 
1  court  is  to  be  restricted  to  the  evidence  that  was  before'  the  Com- 
lieeion,  but  that  the  puposes  of  the  act  call  for  a  full  inquiry  by  the 
Tommiasion  into  all  the  circumstances  and  conditions  pertinent  tx)  the 
ues^tions  involved. 

One  of  the  questions  arising  in  the  effort  to  define  the 
erm  *'  lawful  order,"  in  the  light  of  the  statute,  has  already 
)een  discussed  in  presenting  the  standards  of  obligation 
let  up  in  the  law.  Orders  which  attempt  to  set  up  stand- 
irds  other  than  those  to  be  found  in  the  law  are  not  lawful, 
md  when  in  the  series  of  >* long  and  short  haul"  cases  the 
»urts  determined  that  competition  of  markets  and  of  car- 
riers subject  to  the  act  could  create  the  dissimilarity  of 
urcumstances  and  conditions  necessary  to  relieve  the  ear- 
ners from  the  strict  application  of  the  general  rule  of  Sec- 
ion  4  without  the  exercise  of  dispensing  power  on  the  part 
)f  the  Commission,  they,  in  effect,  decided  that  no  order 
)ased  upon  a  different  interpretation  of  the  law  could  be 
I  *•  lawful  order." 

Other  cases  arose  from  the  interpretation  for  a  time 
placed  upon  the  law  by  the  Commission,  to  the  effect  that 
»?hen  it  liad  found  a  particular  rate  or  group  of  rates  to 
be  unreasonable  it  was  its  duty  to  find  that  some  other 
rate  or  group  of  rates  was  reasonable  or  constituted  the 
maximum  rate  or  group  of  rates  which  could  be  regarded 
18  reasonable,  and  that  it  had  the  power  in  these  cases  to 
>rder  the  substitution  of  the  rate  or  group  of  rates  thus 
ipproved  for  those  which  had  been  disapproved.  The  first  Kvans  v.  The 
3ase  in  which  the  Commission  acted  upon  this  theory  of  and^^NaWRaUon 
the  law  was  decided  on  December  3,  1887.  The  complaint  ^^-  \i;  ^  ^• 
iras  that  the  rate  of  30  cents  per  lOU  pounds  on  wheat  from 
\yalia  Walla,  Wash.,  to  Portland,  Oreg.,  was  unreason- 
ible  and  extortionate,  and  the  Conunission  was  asked  to 
3rder  its  reduction  to  15  cents  per  100  pounds.  The  con- 
clusion reached  was  that  a  rate  of  23i  cents  per  100  pounds 
iras  the  maximum  reasonable  rate  and  the  order  of  the 
Commission  was  in  the  following  form: 

That  on  and  after  the  15th  day  of  December,  18S7,  the  defendant 
miut  c^ea^e  to  char^  more  than  23i  cents  per  hundred  pounds,  or 
•4.70  per  ton,  on  wheat  transported  over  its  railroad  lines  from  Walla 
Walla,  in  WashinjErton  Territory,  to  Portland,  in  the  State  of  Orejron, 
during  the  present  grain  season. 
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It  will  i>o  o])servod  that  thi:^  order  related  to  a  single 

rate  l)et\v  eon  two  points,  and  that  it  was  only  to  be  enforced 

during  a  single  shipping  season.     The  Commission  pro- 

ce(Hled  upon  the  theory  of  law  involved  in  the  foregoing 

for  nearly  ten  years  and  issued  numerous  orders  of  similar 

character,  hut  frequently  much  broader  in  scope,  including 

4I.C.C., Rep. one  in  the  Maximum  Kate  case  decided  on  Ma}'  29,  1894. 

lir. Clements.  The  latttM'  order  required  specific  changes  in  rates  from 

^*®^-  Cincinnati  and  Chicago  to  Knoxville,  Chattanooga,  Rome, 

Atlantji,  Meridian,  Birmingham,  Anniston,  andSelma,  and 

in  general  terms  ordered  readjustments  at  many  other 

points.     The  existence  of  this  power  to  prescribe  rates  in 

an  order  wjis  challenged.     The  Fifth  Annual  Report  of 

the  Interstate  Connuerce  Commission  shows  that  this  was 

done  in  an  answer  of  the  Lehigh  Valley  Railroad  to  a 

Mr^cScmeiits,  p*'tition  in  equity  tiled  by  the  Commission  to  enforce  an 

2996et8eq.      '  order  of  similar  character,  this  answer  being  dated  Julv  1. 

3764.  iM)L.      I  he  answer  in  this  case  contains  the  following: 

TiiiH  (lefeinliint  is  advised  by  counsel,  and  therefore  avers,  that  the 
Act  entitled  "An  act  to  re}2:ulate  commerce"  does  not  authorize  the 
said  Commission  to  tix  the  rates  of  transportation  which  ehall  be 
charged  l)y  railroad  corporations. 

It  was  also  challenged  ])efore  the  circuit  court  in  the 
l^rocecdings  to  enforce  the  order  of  the  Commission  in  the 
Social  Circle  case,  and  when  that  case  reached  the  Supreme 
Court  of  the  Cnited  States  the  latter  said: 

162  U.  S.,  184.  Whether  Con^rress  intended  to  confer  upcm  the  Interstate  Commerce 
(/Onnnission  the  power  to  it*»elf  lix  rates  was  mooted  in  the  courts  below, 
and  is  discus>ed  in  the  briefs  of  counsel.  *  ^  *  We  do  not  find 
any  provision  of  the  Act  that  exi>ressly,  or  hy  necessary  implication, 
cop.ers  such  a  power. 

I(  is  aruued  on  l)ehalf  of  the  Commission  that  the  power  to  pass 
upon  the  reasonahleness  of  existing  rates  implies  a  right  to  prescribe 
rates.  This  is  not  necessarily  so.  The  re^isonahleness  of  the  rate,  in 
a  jxivcn  C4ise.  depentls  on  the  facts,  and  the  function  of  tlie  Conniiis- 
sion  is  to  consider  these  facts  and  give  them  their  proper  weights  If 
the  Commission,  instead  of  withholdintr  judgment  in  such  a  matter 
until  an  issue  shall  he  made  and  the  fai!t«  found,  it,self  fixes  a  rate,  that 
rate  is  prejudge<l  hy  the  Connnission  to  he  reasonable. 

This  decision  was  rendered  on  March  30,  181H).  The 
Commission  did  not  regard  the  language  which  it  contiiin!* 
as  a  condemnation  of  its  theory  of  the  law  but  assumed 
that  it  was  '*  the  intention  of  the  Supreme  Court  *  *  * 
to  condemn  only  the  making  of  rates  by  the  Commission 
without  investigation  of  the  facts  on  notice  to  the  carrier." 
In  the  Commission's  view  the  court  had  implied  that  *'if 
the  Connnission  does  withhold  its  judgment  until  issue 
shall  be  made  and  the  facts  found,  and  tli(»n  requires  a  car- 
rier not  to  exceed  the  charges  indicated  by  the  evidence 
to  be  n^asonable  and  just,  such  action  is  authorized  bv 
the  act." 
167  u.  s..  479.  The  Maximum  Kate  case,  which  has  already  been  alluded 
to,  reached  the  Supreme  C'ourt  soon  after  this  and  affoi*ded 
an  opportunitv  for  further  discussion  of  the  question  raised 
in  the  Sorial  Circle  case.     The  court  said: 
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The  question  debated  is  wliether  it  (the  act  to  regulate  commerce) 
ested  in  the  Commiseion  the  j)o\ver  and  the  duty  to  fix  rjites;  and  the 
let  that  this  in  a  debatable  question,  and  has  been  most  strenuously 
nd  earnestly  debated,  is  very  persuasive  that  it  did  not.  The  grant  of 
Qch  a  power  is  never  to  be  implied.  The  power  itself  is  so  vast  and 
omprehensive,  so  largely  affei*ting  the  rights  of  carrier  and  shipper, 
B  well  as  indirectly  all  commercial  transactions,  the  language  by 
fhich  the  power  is  given  had  been  so  often  used  and  was  so  familiar 
0  the  legislative  mind  and  is  capable  of  such  definite  and  exact  state- 
sent,  that  no  just  rule  of  construction  would  tolerate  a  grant  of  such 
•ower  by  mere  implication. 

Reference  was  made  to  the  argument  suggested  in  the 
^mmission's  annual  report  for  1896,  which  had  been 
dvanced  before  the  court.  On  this  subject  the  Supreme 
>)urt  said: 

8<:>me  reliance  was  placed  in  the  argument  on  this  sentence,  found 
a  the  opinion  of  this  court  in  Cincinnati,  New  Orleans,  etc.,  Railway 
.  Interstate  Commerce  Commission,  if  the  Commission,  instead  of 
rithholding  judgment  in  such  matter  until  an  issue  shall  l>e  made 
nd  the  facts  found,  itself  fixes  a  rate,  '*that  rate  is  prejudged  by  the 
Commission  to  be  reasonable."  And  it  is  thought  tliat  tlfis  court 
leant  thereby  that  while  theCommissicm  was  not  in  the  first  instance 
athorized  to  fix  a  rate,  yet  that  it  could,  whenever  complaint  of  an 
xi.«tingrate  was  made,  give  notice  and  direct  a  hearing,  and  upon 
ach  hearing  determine  whether  the  rate  established  was  reasonable 
r  unreasonable,  and  also  what  would  be  a  reasonable  rate  if  the  one 
ref«crilHMl  was  found  not  to  be,  and  that  such  order  could  l)e  ma<le 
tie  ]>jv«is  r»f  a  judgment  in  mandamus  requiring  the  carrier  thereafter 
>  conform  to  such  new  rate. 

And  the  argument  is  now  made,  and  made  with  force,  that  while 
tie  C<jninussion  inav  not  have  the  legislative  power  of  establishing 
iteH,  it  has  the  judicial  power  of  determining  that  a  rate  already 
fftablished  is  unreasonable  and  with  it  the  power  of  determining  what 
hould  Im»  a  rea.«onable  rate,  and  of  enforcing  its  judjjment  in  this 
espe<*t  by  proceedings  in  mandamus.  The  vice  of  this  argument  is 
hat  it  is  building  up  indirectly  and  by  implication  a  power  which  is 
lOt  in  terms  granted.  It  is  not  to  be  supposed  that  Congress  would 
ver  authorize  an  administrative  body  to  establish  rates  without  inquiry 
nd  examination;  to  evolve,  as  it  were,  out  of  its  own  consciousness, 
he  satisfactory  solution  of  the  difficult  problem  of  just  and  reasonable 
■ates  for  all  the  various  roads  in  the  country.  An<l  if  it  had  intended 
o  grant  the  power  to  establish  rates  it  would  have  said  so  in  unmis- 
akable  terms. 

It  may  well  serve  the  purposes  for  which  this  report  is 
leing  prepared  clearly  to  set  out  at  this  place  the  fact  that 
the  -i^recise  object  sought  to  be  attained  In'  the  legislative 
proposals  now  being  advanced  is  to  authorize  the  Commis- 
sion to  make  orders  similar  to  the  order  in  the  Evans  case  i  i.  c.c.  Rep., 
md  the  Maximum  Rate  case,  the  latter  being  the  case  ^^41.  c.  c.  Rep., 
inder  discussion  in  the  foregoing  quotations.  •^^-• 

After  the  decision  in  this  case  the  Commission,  for  a 
jme,  proceeded  upon  the  theory  that,  whil(»  it  might  not 
^^tablish,  by  its  order  in  a  particular  case,  maximum  rates 
lO  be  observed  in  the  future,  it  could  (establish  the  rela- 
tions l)etween  the  i*ates  compared  and  require  the  observ- 
mce  of  the  relations  by  it  found  to  be  reasonable.  This 
new  was  taken  in  the  case  of  the  Merchants'  Union  of  6I. c.c  Rep.. 
Spokane  Falls  v.  The  Northern  Pacific  Railroad,  and  was^  * 
presented  to  the  circuit  court  for  the  northern  district  of 
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axSr^iSSS^  coS  Washington  in  an  application  to  enforce  the  Commission's 
n^i;.  Northern  order  in  thkt  case.  The  master  in  chancery,  to  whom  the 
Re^?249?^  ^^'  case  was  referred  by  the  court,  reported  that — 

The  Interstate  Commerce  Commission  is  not  authorized  to  fix  rates, 
either  absolutely  or  relatively,  and  where  the  Commission  has  as- 
sumed to  make  an  order  fixing  rates  for  the  carriage  of  merchandise 
by  railroads  to  a  designated  pomt,  it  is  the  duty  of  tne  court  to  declare 
such  order  to  be  null  and  void. 

This  conclusion  had  the  approval  of  the  court,  which 
said: 

In  so  far  as  the  order  is  definite  and  specific,  it  is  invalid,  because 
the  Commission  was  not  authorized  to  prescribe  rates. 

The  sximmary  process  as  modijied  by  the  Elkins  l<iw,— 
The  foregoing  affords  an  accurate  view  of  the  summary 
process  of  relief  which  has  existed  from  the  beginning, 
with  the  modifications  made  in  1889  and  1891.  This  proc- 
ess exists  precisely  as  described  at  the  present  time;  but 
with  regard  to  the  second  standard  of  obligation — namely, 
that  ''rates  must  be  so  adjusted  as  to  be  relatively  reason- 
able''— an  alternative  summarj^  process  has  existed  since 
February,  1903.  The  acit  approved  on  that  date,  com- 
monly known  as  the  ''Elkins  law,"  provides: 

Section  3  of  That  whenever  the  Interstate  Commerce  Commission  shall  have 
MuU  t Vc*^ m' ''^*^^^*^^^  ground  for  belief  that  an v  common  carrier  *  *  *  is 
merce  wfth^for- committing  antidiscriminations  forbidden  by  law  a  petition  maybe 
eign  nations  and  presented  alleging  such  facts  to  the  circuit  court  of  the  United  States 
s£?te«°^  *^  sitting  in  ecjuity  having  jurisdiction;  and  when  the  act  complained  of 
Pebriia^^i9,  is  alleged  to  have  been  committed  or  as  being  committed  in  part  in 
IfiOS.  *  more  than  one  judicial  district  or  State,  it  may  oe  dealt  with,  inquired 

of,  tried,  and  determined  in  either  such  judicial  district  or  State, 
whereupon  it  shall  be  the  duty  of  the  court  sunmiarily  to  inquire  into 
the  circumstances,  ujwn  such  notice  and  in  such  manner  ae  the  court 
shall  direct  and  without  the  formal  pleadings  and  proceedings  appli- 
cable to  ordinary  suits  in  equity,  and  to  mase  such  other  persons  or 
corporations  parties  thereto,  as*  the  court  may  deem  necessary,  and, 
upon  being  satisfied  of  the  truth  of  the  allegations  of  said  petition,  said 
court  shall  *  *  *  direct  and  require  a  discontinuance  of  such  dis- 
crimination by  proper  orders,  writs,  and  process,  which  said  orders, 
write,  and  process  may  be  enforceable  as  well  against  the  parties  inter- 
ested in  the  traffic  as  against  the  carrier,  subject  to  the  right  of  appeal, 
as  now  provided  by  law. 

This  statute  clearl}^  applies  to  all  discriminations  pro- 
hibited by  Section  2  and  Section  3  of  the  original  Act,  but 
does  not  in  terms  cover  violations  of  Section  1,  if  it  be 
understood  that  that  section  applies  only  to  rates  which 
are  unreasonable  and  unjust  in  and  of  themselves  and  not 
as  compared  with  other  rates.  The  distinction  between 
the  summary  process  originally  provided  and  the  addi- 
tional process  made  applicable  by  the  new  statute  to  *"'  dis- 
criminations forbidden  by  law"  is  that  the  latter  gives  to 
the  courts  jurisdiction  to  afford  relief  against  such  dis- 
criminations independentof  an  '*  order''  previously  entered 
by  the  Commission  and  accords  to  the  latter  standing  in 
court  as  a  complainant  in  e(|uity  for  relief  against  such 
discriminations  whenever  it  has  **  reasonable  ground  for 
belief  "*  that  the}'  exist,  and  without  its  having  proceeded 
in  the  formal  way  prescribed  by  Section  17  to  issue  the 
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order  required  under  Section  16.     The  effect  of  this  law 
was  brought  to  the  attention  of  the  Supreme  (>)urt  of  the 
United  States  in  Missouri  Pacific  Railway  v.  United  States,    i89  u.  s.,  274. 
and,  in  that  case,  sustaining  the  right  to  enter  suit  in  the 
manner  here  indicated,  the  court  said: 

Bearing  in  mind  tiiat,  prior  to  the  request  of  the  Commission  upon 
which  the  suit  was  brought,  no  hearing  was  had  before  the  Commis- 
sion concerning  the  matters  of  fact  complained  of,  and  therefore  no 
finding  of  fact  whatever  was  made  by  the  Commission,  and  it  had 
issued  no  order  to  the  carrier  to  desist  from  any  violation  of  the  law 
found  to  exist,  after  opportunity  afforded  to  it  to  defend,  the  question 
for  decision  is  whether,  under  such  circumstances,  the  law  officers 
of  the  United  States  at  the  request  of  the  Commission  were  authorized 
to  institute  this  suit? 

Testing  this  question  by  the  law  which  was  in  force  at  the  time 
when  the  suit  was  begun  "and  when  it  was  decide<l  below,  we  are  of 
the  opinion  that  the  authority  to  bring  the  suit  did  not  exist.  But 
this  is  not  the  case  under  the  law  as  it  now  exists,  since  power  to  pros- 
ecute a  suit  like  the  one  now  under  consideration  is  expressly  con- 
ferred by  an  act  of  Congress  adopted  since  this  cause  was  argued  at 
bar-^that  is,  the  "act  to  further  r^ulate  commerce  with  foreign  nations 
and  among  the  States,*'  approved  February  19,  1903. 

It  may  be  well  to  state  that  the  original  bill  of  com- 
plaint in  the  case  which  led  to  the  foregoing  decision  was 
that  the  rates  between  St.  Louis  and  Wichita,  on  the 
one  hand,  and  St.  I^uis  and  Omaha,  on  the  other,  were  so 
adjusted  as  to  operate  "  an  unjust  and  unreasonable  prej- 
udice and  disadvantage  against  the  city  of  Wichita  and 
the  localities  tributary  thereto,  and  against  the  shippers 
of  freight  between  St.  Louis  and  the  city  of  Wichita." 

FORMS  OF   TARIFF   SCHEDULES. 

As  preliminary  to  a  consideration  of  the  complaints 
submitted  by  the  witnesses  who  appeared  before  the  com- 
mittee, which  are  made  the  basis  for  recommendations  of 
remedial  legislation,  it  may  be  well  briefly  to  state  some 
of  the  general  facts  as  to  the  methods  by  which  the  spe- 
cific railway'  rates  applied  to  particular  services  are  deter- 
mined. These  facts  are  those  that  relate,  not  so  much  to 
the  commercial  conditions  which  ultimately  control  rates 
and  rate  adjustments,  but,  rather,  to  the  general  schemes 
of  systematic  rate  making  which  have  been  evolved  in  the 
course  of  the  American  railway  practice  of  nearl}^  three 
generations. 

Classification,— :\t  is  usual  to  state  that  the  classification 
of  freight  is  the  common  basis  of  rates.  This  statement 
is,  however,  inaccurate,  for  it  leaves  out  of  view  the  vastly 
preponderating  portion  of  the  tmflic  carried  which  is 
moved  not  at  rates  determined  by  the  classification,  but  at 
special  commodity  rates  in  the  making  of  which  the  classifi- 
cation is  more  or  less  completely  disregarded.  As  a  gen- 
eral rule,  it  is  true  that  the  classification  is  applied  to  the 
hifrher  grades  of  merchandise  and  to  those  articles  which 
move  infrequently  and  in  relativelv  small  (|uantities,  but, 
in  every  portion  of  the  United  States,  the  great  staple 
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commodities  are  provided  for  b}^  special  commodity  rates. 
Thus  cotton,  gram,  lumber,  iron  and  steel  (except  in  their 
highl}'  manufactured  forms),  coal,  and  live  stock,  and 
dressed  merits  are  onh'^  in  rare  instances  moved  by  rail 
ex(»ept  at  commodity  rates. 

These  rates  are  published  precisel}-  the  same  as  class 
mtes,  and  are  only  special  in  the  sense  that  these  partic- 
ular articles  are  excepted  from  the  general  classifications. 
Where  the}'  are  applicable  the  differentials  and  other 
established  relations  among  rates,  to  be  hereafter  dis- 
cussed, are  applied  to  commodity  rates  precisely  in  the 
same  manner  in  which  they  are  applied  to  class  rates. 
On(»  witness  before  the  committee  estimated  that  85  per 
cent  of  the  total  tonnage  movement  is  carried  at  comraodit}' 
rates. 

There  are  three  principal  railway  freight  classifications 
in  use  throughout  the  United  States.  The  "'Ofliciar' 
classification  applies  generally  to  traffic,  for  which  spejcial 
commodity  rates  are  not  provided,  throughout  all  the 
territory  north  of  the  Potomac  and  Ohio  rivers  and  east 
of  the  Mississippi  river. 

The  "•  Western"  classification  is  applied  throughout  the 
territory  west  of  the  (xreat  Lakes  and  the  ^fississippi 
river,  and  the  ^'Southern"  classification  in  the  territory 
not  covered  by  the  other  two.  In  many  cases  exceptions 
are  made  of  traffic  originating  in  one  of  these  territories 
and  destined  to  one  of  the  others  by  applying  the  classifi- 
cation used  by  the  originating  or  delivering  line  to  the 
entire  service,  but  in  other  cases  in  which  ttirough  rates 
are  made  by  combination  it  is  necessary  to  tnke  into  con- 
sideration two  or  more  classifications.  In  addition  to  the 
classifications  named.  Illinois,  Georgia,  and  several  other 
Stjites  prescribe,  und^r  legislative  authority,  classifica- 
tions of  their  own  which,  however,  are  applicable  only  to 
traffic  wholly  within  their  respective  State  limits.  The 
three  great  classifications  were  originally  made  and  are 
maintained,  and  from  time  to  time  modified,  hy  the  com- 
mon action  of  the  railroads  interested,  but  ever^^  line  is  at 
liberty  to  make  exceptions  to  suit  the  demands  of  its  own 
traffic  and  there  are  some  general  exceptions  applicable  to 
particular  regions. 

The  three  principal  classifications  vary  greatly  in  char- 
acter, owing  to  the  fact  that  each  is  an  expression  of  com- 
mercial and  tmffic  conditions  of  great  areas,  in  which  the 
great  basic  industries  themselves  differ  widely  and  in 
which  general  business  assumes  widely  divergent  forms. 
The  *" Official-'  classification  groups  the  articles,  which  it 
includes  in  f)  classes;  the  "'Western  ■'  has  10  classes,  of 
which  6  are  especially  provided  for  shipments  in  carload 
(juantities,  and  the  "Southern''  has  14  classes.  All  of 
these  classifications  provide  lower  ratings  for  some  arti- 
cles when  carried  in  carload  (|uan titles  than  when  shipped 
in  smaller  lots.  They  differ  widely,  however,  in  the  rela- 
tive num))er  of  articles  so  treated.     The  following  table 
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hows  the  nuin!)or  of  item-*  in  each  classitication  and  the 
lumber  and  proportions  which  are  given  lower  clas.sifica- 
ions  for  carload  lots: 


(Mussirtcation. 


:  Pfrccutagre 

Number  of 

of  total 

Number  item«Kiven 

number  of 

of  item.s. 

carload 

itemHpiven 

1 

rating**. 

earload 
ratings. 

9.370 

7.648 

81. 62 

8.044 

5, 67h 

70. 59 

3,6<V4  1 

•>,  404 

65.61 

)fficial . . . 
Vestem . . 
Southern. 


The  data  in  the  foregoing  table  are  the  latest  compiled 
3y  the  Interstate  Conunerce  Commission  and  relate  to  the 
/ear  W&>, 

Mflt'fKjf  rnfrs, — The  earliest  railway  ratt»s  were  ver}' 
generally  adjusted  upon  a  mileage  basis.  It  became  evi- 
ient.  ijuite  early,  however,  that  the  strict  observance  of 
;his  system,  under  which  charges  are  detennined  by  mul- 
Jplying  the  distance  traversed  b}'  the  rate  per  mile  deter- 
nined  upon  for  the  particular  class  of  goods  shipped,  is 
nconsistent  with  the  extensive  development  of  long-dis- 
:ance  ti*afiic:  while,  at  the  same  time,  it  does  not  admit  of 
■he  adjustment  of  rates  to  meet  traffic  conditions  which, 
dthough  operating  with  controlling  force  at  particular 
joints,  do  not  ecjually  affect  the  business  of  intermediate 
stations.  Thus  a  railway  running  in  a  direct  line  lietween 
points  connected  by  an  indirect  water  route,  forming,  per- 
laps.  the  hypothenu^e  of  a  triangle  of  which  the  other 
jides  are  constituted  by  water  ways,  might  iind  itself  un- 
ible  to  do  any  business  l)etween  its  terminals  if  its  rates 
ncreased  progress ivi^ly  in  proportion  to  distance. 

In  such  a  case,  by  reducing  the  rate  per  ton  per  mile  as 
:he  distance  increased,  the  railway  might,  often  without 
ipplying  lower  rates  at  its  terminals  than  to  intermediate 
points,  secure  a  considerable  share  of  the  traffic  between 
ts  terminals.  A  similar  tapering  of  the  average  rate  per 
x>n  per  mile  as  the  distance  increases  may  also  permit  the 
:;ransportation  of  connnodities  over  distances  for  which 
:he  i-ates  would  ho  prohibitive  if  the  simpler  plan  of  ecpial 
iiileage  rates  were  followed. 

Some  justiticaticm  for  applying  a  lower  average  rate  per 
[on  per  mile  on  long-distance  traffic  is  to  be  found  in  the 
fact  that  terminal  expenses  are  not  in  any  degree  propor- 
tioned to  distance. 

The  expense  of  providing  terminal  yards  and  tracks  with 
ie  necessary  warehouse  and  other  facilities  for  receiving 
md  deliverin<r  traffic  are  the  sjime  for  a  short  haul  tvs  for 
I  long  haul,  the  only  difference  ])eing  that  when  the  trans- 
jortation  is  over  a  long  distance  these  terminal  charges 
ire,  when  reduced  to  a  mileage  basis,  and  thus  divided  b}- 
I  large  fat^tor.  represented  })y  consid(»rably  smaller  aver- 
iges.  It  would  appear,  therefore,  that  if  charges  are  con- 
iidered  as  the  sums  obtained  by  adding  to  uniform  rates 
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per  ton  per  mile,  for  mere  transportation,  decreasing 
amounts,  representing  uniform  aggregate  terminal  charges 
divided  by  total  distance  carried,  they  will,  in  anv  event, 
taper  in  the  manner  suggested.  This  is  scarcely  tlie  place 
to  discuss  the  relation  of  empty-car  movement  and  oack 
loading  to  rates,  although  both,  it  is  claimed,  afford,  when 
applicable,  further  justification  for  applying  very  low 
rates  to  very  long  distances. 

Percentage  rateJi. — One  of  the  most  important  devices  of 
systematic  rate  making  is  the  long  standing  arrangement 
under  which  traffic  from  or  to  stations  in  the  region  known 
as  the  Central  Traffic  Association  territory  and  to  or  from 
points  in  Trunk  Line  territory  is  generally  carried  at  i^ates 
derived  from  those  contemporaneously  in  force  between 
Chicago  and  New  York.  The  so-called  Trunk  Line  terri- 
tory^ embraces  all  that  part  of  the  United  States  which  lies 
north  of  the  Potomac  river  and  east  of  a  line  including 
the  Niagara  frontier  and  extending  from  Buffalo  through 
Salamanca,  Pittsburg,  Wheeling,  and  Parkersburg,  to 
Huntington,  W.  Va.  Central  Traffic  Association  territory 
is  west  of  the  line  just  defined  and  north  of  the  Ohio  river 
and  east  of  the  Mississippi  and  the  Great  Lakes.  Through- 
out the  entire  region  last  described  each  railway  station  is 
accorded  a  percentage  which  represents  the  relation  of  the 
rates  applied  at  that  point  to  the  current  rates  between 
Chicago  and  New  York. 

Thus  Cleveland  is  a  71  per  cent  point;  Detroit  and  San- 
dusky are  78  per  cent  points;  Cincinnati  is  87  per  cent; 
Fort  Wayne,  90  per  cent;  Indianapolis,  93  per  cent,  and 
East  St.  Louis,  116  per  cent.  This  means  that  the  charge 
on  a  shipment  from  Cleveland  to  New  York  City  is  71  per 
cent  of  the  amount  which  would  be  charged  if  the  ship- 
ment originated  at  Chicago;  that  from  Cincinnati  the 
charge  is  87  per  cent  of  that  on  a  similar  shipment  from 
Chicago,  and  that  the  rates  from  the  other  points  having 
fixed  percentages  are  similarly  proportioned  in  accordance 
with  their  respective  percentages  to  those  from  Chicago. 
The  same  system  is  applicable  to  west-bound  traffic,  a  ship- 
ment from  New  York  to  Cleveland  being  charged  71  per 
cent  of  the  charge  which  would  be  applicable  if  the  ship- 
ment continued  to  Chicago. 

Originally  the  percentages  at  competitive  or  junction 
points  were  fixed  by  agreement  among  the  linos  interested, 
but  these  percentages  have  been  modified  from  time  to 
time,  although  the  changes  have  not  been  ver}'  numerous. 
While  matters  of  this  sort  wore  properly'  the  subject  of 
inter-railway  agreement,  it  was  commonly  the  practice  for 
each  road  to  fix,  b}'  independent  action,  tlie  percentages  of 
its  local  stations,  and  those  were  generally  arranged  pro- 
gressivol}'  as  the  distance  increased  from  one  junction  point 
to  another  and  within  the  minimum  and  maximum  limits 
fixed  by  the  agreed  percentages  at  those  junctions.  Gen- 
erally speaking,  these  percentages  control  the  adjustment 
of  commodity  rates  as  well  as  class  rates,  but  there  are 
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cceptional  instances  in  which  the}'  are  not  strictl}'  adhered 
» in  the  formulation  of  special  commodit}^  tariffs. 

East  St.  Louis  and  other  points  on  the  eastern  bank  of 
le  Mississippi  river  are  basing  points  for  the  construe- 
on  of  through  rates  on  traffic  crossing  that  river,  and  the 
lies  used  as  the  eastern  proportions  of  such  combination 
ites  are  116  per  cent  of  the  Chicago  to  New  York  rates  as 
t  East  St.  Louis.  Chicago  is  also  a  point  on  which  cer- 
lin  combinations  are  made,  and  on  particular  kinds  of 
raflBc  there  are  other  cities  the  rates  from  and  to  which 
re  similarly  used,  but  all  of  them  bear  definite  relations 
)  the  Chicago  basis. 

Atlantic  Heahoard  differential fi. — The  rate  to  New  York 
n  a  shipment  originating  in  Central  Traffic  Association 
*rritory  or  taking  a  combination  rate  made  up  in  part  bv 
le  rate  from  such  a  point  having  been  determmed  accora- 
ig  to  the  percentage  system,  it  is  used  as  the  basis  from 
'hich  to  determine  the"  rate  from  that  point  to  any  other 
oint  in  Trunk  Line  territory  or  in  New  England.  For 
lis  purpose  the  principal  North  Atlantic  seaports  are 
ceonied  rates  which  vary  by  fixed  differences,  called 
differentials,"  from  the  rates  applied  at  New  York, 
fnlike  the  percentages,  however,  the  seaboard  differen- 
als  on  westbound  business  differ  from  those  applied  to 
istbound  traffic.  Since  December,  1888,  the  rates  on 
[assified  traffic  from  New  York  to  Chicago,  via  the  stand- 
rd  routes,  have  been  75  cents  per  100  pounds  on  first-class 
raffic,  65  cents  on  second-class,  50  cents  on  third-class,  36 
Bnts  on  fourth-class,  30  cents  on  fifth-class,  and  25  cents 
n  sixth-class. 

During  this  entire  period  west-bound  business  originat- 
iff  at  Boston  has  been  carried  at  the  same  rates  as  those 
'Bich  have  been  applied  to  shipments  originating  at  New 
'ork.  During  the  same  time  the  rates  applied  from  Phila- 
elphia  have  been  6  cents  lower  on  the  first  two  classes 
na  2  cents  lower  on  the  other  classes  than  the  New  York 
ates,  while  the  differentials  at  Baltimore  have  been  8 
Bnts  on  the  first  two  classes  and  3  cents  on  the  other 
lasses.  These  differentials  were  established  in  1877  and 
ave  continued  w^ithout  modification  since  that  date.  Imme- 
iateiy  prior  to  the  date  on  which  they  were  fixed  there 
ad  been  some  fluctuation,  but  the  differentials  in  force  in 
875  were  as  follows: 


^ye9t-hoimd  differentials. 


From— 


Classes,  in  cents  per 
I         100  pounds. 

'  1.   I  2.   '  3.   1  4,   ■  ft. 


hiladelphia,  lower  than  New  York  rates !    7      76,4        3 

tltimore,  lower  than  New  York  rates I  10  I    98      6'     5 


Even  at  the  time  the  foregoing  were  in  force  at  Phila- 
elpbia  and  Baltimore  the  rates  from  Boston  were  the 
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same  as  those  from  New  York.  Since  December,  1888^ 
the  i-ates  on  classified  traffic  from  Chicago  to  New  York^ 
east  bound,  have  been  the  same  as  those  already  given  an 
applicable  to  west-bound  traffic  between  the  same  point**! 
But  the  differentials  have  been  different.  Those  applied 
at  the  principal  Atlantic  seaports  are  shown  in  the  following 
table: 

Eiistbontv!  difffirntiats. 


To- 


C'las-ses.  in  ceni.-*  |>or  100 
pounds. 

1.      2.      3.      4.      ft.     T>. 


Boston,  higher  than  New  York  rates 7      fi      o       4      3        'i 

Philatielphia.  lower  than  New  York  rattN 8      \1      2      2      2        2 

Baltimore,  lower  than  New  York  rates ^^      3      3      3      3        3 

The  differentials  in  the  foregoing  table  are  applicable 
to  tiaffic  intended  for  export  through  the  ports  or  Phila- 
delphia and  Baltimore,  as  well  as  to  traffic  for  domestic 
consumption,  but  freight  for  export  through  the  port  of 
Boston  is  carried  to  that  port  at  the  same  rates  which 
would  be  charged  to  New  York,  the  Boston  differentials 
being  applicable  to  domestic  traffic  oidy. 

The  rat^s  to  or  from  other  cities  in  Trunk  Line  territory 
are  also  based  upon  those  to  or  from  New  York.  Ex- 
amples in  point  are  found  in  the  adjustment  of  rates  to 
and  from  the  cities  of  Albany,  Rochester,  and  Syracuse. 
Thus  eastbound  traffic  originating  in  Central  Freight  As- 
sociation territory,  at  any  point  taking  from  60i  per  cent 
to  71  per  cent,  inclusive,  of  the  Chicago  to  New  York  rate 
and  destined  to  Albany,  will  be  charged  96  per  cent  of  the 
amount  which  would  be  collected  if  the  shipment  went  to 
New  York.  The  following  tfible  shows,  for  points  taking- 
66i  per  cent  or  more  of  the  Chicago  to  New  York  rates, 
the  percentages  of  the  rates  from  the  same  points  to  New 
York,  which  would  be  collect-ed  on  ti*affic  destined  to 
Albany,  Rochester,  or  Syracuse: 


I  PercentaKcs  of  ehargres  from 
'      same  \Hyinl  of  origin  to  New 
On  shipments  orieinating  at  iwreentaee  ]«>!nt«     !      York  CMty.  applied  to  ship- 
taking—  ments  destnien  to — 

Albany.   8yra«'n.se.    Roehester. 

OOi  per  eent  to  71  per  cent,  inclusive 96  '  74  63 

72   per  eent  to  78  per  eent,  inclusive ;  IHi  I  7r>  '  6H 

79  |>er  cent  to  100  |>er  rent,  inclusive ,  %;  «0  i  74 

Over  100  per  eent ;  %|  S4  7B 

There  are  relatively  few  points  in  Centml  Tmffic  Asso- 
ciation territory  from  which  the  rates  to  New  York  are 
fixed  at  less  than  66i  per  cent  of  those  from  Chicago  to 
New  York.  It  will  serve  to  illustrate  the  systematic  de- 
velopment of  rate  making  in  this  region  if  the  manner  in 
which  mtes  on  traffic  from  these  points  to  the  destinations 
shown  in  the  foregoing  statement  are  determined  is  ex- 
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plained.  For  the  purpose  of  determining  such  rates  the 
points  taking  less  than  ()6i  per  cent  are  assigned  to  num- 
bered groups,  which,  respectively,  include  the  following: 

droup  I. — Davton,  X.  Y.;  Dunkirk,  N.  Y.;  Falconer  Junction, 
N.  Y.;  Jamestown,  N.  Y.;  Mayville,  N.  Y. 

Group  IL — C'orry,  Pa.,  Erie,  Pa.;  Irvineton,  Pa.;  Union  City,  Pa.; 
Warren,  Pa. 

Grortp  III. — Mercer,  Pa.;  Stoiieboro,  Pa. 

Gnmp  IV. — Franklin,  Pa.;  Meadville,  Pa.;  Titusville,  Pa. 

Group  r.— Butler,  Pa. 

The  raters  from  each  of  these  groups  to  the  destinations 
named  are  the  following  percentages  of  those  which  would 
be  charged  if  the  traffic  went  to  !Sew  York. 

'  To— 

From  points  in— 


Albany.  Isyracu.se.  Rochewter. 


Group  I  . . . 
Group  II .. 
Group  III  . 
(3roup  IV  , 
Group  V  . . 


8.T 

75 

55 

92 

75  1 

62 

96 

74  1 

63 

92 

78 

62 

100 

84 

n 

The  methods  of  determining  rates  on  west-bound  traffic 
are  somewhat  different.  The  rate  on  a  shipment  from 
Allmny  to  anj'  point  in  Central  Traffic  Association  terri- 
tory taking  75  per  cent  or  higher  of  the  New  York  to 
Chicago  rates  is  obtained  by  deducting  20  per  cent  of  the 
full  Isew  York  to  Chicajjo  rate  from  the  rate  from  New 
York  to  the  actual  destination.  If  the  destination  is  a  point 
taking  less  than  75  per  cent  of  the  New  York  to  Chicago  rate 
there  is  no  absolute  rule,  but  the  rates  from  Philadelphia 
to  60  per  cent  points  are  usually  observed  as  minima. 
From  Kochester  and  Syracuse  to  percentage  points  taking 
less  than  72  per  cent  of  the  New  York  to  Chicago  rates 
the  actual  charges  are  70  per  cent  of  those  whicn  would 
be  collected  on  shipments  from  New  York. 

The  following  statement  shows  the  method  of  determin- 
ing charges  to  or  from  Buffalo  and  Pittsburg  when  the 
point  of  origin  or  of  destination  is  one  in  Centml  Traffic 
Association  territory  taking  1(X)  per  cent  or  more  of  the 
New  York-Chicago  rates: 


Percentage  of  charges  be- 
tween same  point  of  ori- 
gin and  New  York  City 
applied  to  shipments  to 
BufTulo  or  Pittsburg, 

On  i»hlpmentn  originating  at  percentage  points       ' ; 

taking—  '  When  New     When  New 

I  YorJc-Chiea-  j  York-C^hica- 

'go  rates  are 25l  ifo  rates  are 

cents  per      less  than  25 

[lOO  pounds  or|  cents  per  100 

higher.  i>ound8. 

100  per  cent 

Over  100  per  cent  to  HO  per  cent,  inclusive 

Over  110  per  cent  to  116  per  cent,  inclusive 

Over  116  per  cent  to  125  per  cent,  inclusive,  but  not  to 

apply  from  or  to  Cairo,  ni.,  Owensboro.  Ky..  or  Hen- 

detBOB,  Ky 

Oalro,  111..  Owensboro,  Ky.,  and  Henderson,  Ky.. 


60' 

G2i 

652 

641 

«i 

G64 

70  1 

62* 

tH  ! 

i 

66i 
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The  general  rule  as  to  charges  between  Buffalo  and 
Pittsburg  on  the  one  hand,  ana  percentage  points  below 
100  per  cent  on  the  other,  is  that  the}'  are  proportioned  to 
distance,  except  that  where  the  length  of  the  different  avail 
able  routes  varies  the  rates  determined  bj^  the  shorter- 
distance  routes  are  applicable  via  all  routes. 

The  foregoing  relations,  which  are  the  outcome  of  many 
decades  of  railwaj^  and  industrial  competition,  have  been 
set  forth  in  considerable  detail  because  they  are  typical 
rather  than  on  account  of  the  importance  of  the  particular 
points  or  rates  thus  selected  for  illustrative  purposes.  Other 

?)ints  in  Trunk  Line  territory  are  designated  as  ''  New 
ork  common  points,"  '^Boston  conmion  points,"  "'Phila- 
delphia common  points,"  "Syracuse  common  points,"  etc. 
These  designations  mean  that  the  rates  applicable  to  or 
from  New  York,  Boston,  Philadelphia,  Syracuse,  etc.,  are 
applied  to  shipments  originating  at  or  destined  to  each  of 
the  more  important  cities.  In  other  cases,  not  very  numer- 
ous, however,  the  rates  to  or  from  the  less  important 
towns  are  made  by  adding  to  or  deducting  from  those  to 
or  from  more  important jplaces  certain  fixed  differences. 

Route  differentials  in  Trunk  Line  ter^ritory, — In  addition 
to  the  differentials  applied  to  and  from  the  different  At- 
lantic seaboards,  there  is  a  differential  system  as  between 
the  various  routes  which  serve  particular  cities.     The  rates 
^gj^^^^^alread}^  quoted  apply  to  shipments  via  what  are  known  as 
ra  in  Freight  the  stanoard   routes.     This  has  been   explainer!   by  the 
TariflB,  p.  48.      Interstate  Commerce  Commission  as  follows: 

An  important  element  in  the  arrangement  of  rate  schedules  is  the 
distinction  made  in  the  class  of  railroads  or  routes  by  which  certain 
routes  are  under  agreement  allowed  to  charg:e  lower  rates  than  others 
to  the  same  points  of  destination.  This  is  another  feature  of  the 
**  differential  plan,  and  has  within  recent  years  been  extensively 
applied  in  the  territory  now  under  consideration.  From  each  of  the 
eastern  cities  there  are  two  classes  of  roads,  which  are  commonly 
termed  the  *' standard  lines"  and  the  "differential  lines.'*  The 
standard  lines  are  those  which  are  conceded  to  possess  advantages 
over  their  competitors  by  reason  of  shorter  all-rail  distance  and  supe- 
rior facilities  arising  from  old  and  well-establitfthed  connections  and 
freight  oiyanizations. 

The  differential  lines  are  those  which,  on  account  of  the  lon^ 
routes  and  inadequate  facilities,  or  owing  to  their  through  rates  being 
partly  by  water,  or  from  other  advantages,  can  not  command,  at  even 
rates  with  the  more  direct  lines,  an  amount  of  tonnage  which,  under 
customary  methods  for  determining  puch  matters,  would  be  considered 
a  fair  proportion.  With  a  view  to  equalizing  these  conditions  and 
securing  the  permanency  of  the  tariffs,  as  well  as  to  bring  about  a  fair 
distribution  of  the  traffic,  the  "differential  lines"  are  accorded  some- 
what lower  rates  than  the  "standard  lines." 

At  the  time  the  foregoing  was  written,  as  at  the  present 
time,  there  were  ten  all-rail  routes  leading  from  New  York 
which  competed  for  westward- bound  traffic.  Prior  to 
April  1,  1895,  the  rates  on  classified  traffic  applicable  via 
these  lines  were  as  follows: 
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Routes. 


Classes. 

Rates  In  cents  per  100 

pounds. 


I. 


4> 


ItUMlftni  JLtieii : 

New  York  Ceuiml  And  Bud*oti  RiTcr  R.  R.. ...i) 

PeniMylvaiiia  R.  R 1X5 

Haiti rooreiidd  Ohio  R,  R, ...,,.) 

KewYort.  Ukc  Erie  and  Wcsiem  R.  R.... \ 

Lehigh  Vft]ltyR.R...... _,. ,„,(-„ 

Wwt  Shore  BLR .„...'(™ 

Delaware,  Laokawi^Daa  (Lud  Western  R.  R... J 

New  York.  Ontario  and  West«mR.R .,..   A? 

Chepapeake  and  Ohli>  Rwy,  mute  .►*  *  .,.*....* i  6fi 

CenirU  Vermont  R.  R.  route ,„,.,,,,,   flO 


C5 


61 


50 


35 


» 


^ 


S2 
21 


The  rates  via  the  standard  lines  are  still  as  shown  in  the 
foreffoing.  On  or  about  April  1, 1896,  the  differential  rates 
on  classified  traffic  applicable  via  all  routes  except  those 
partly  by  water  or  partly  through  Canada  were  discon- 
tinued. The  following  table  shows  the  differentials  which 
are  now  deducted  from  the  i^ates  in  force  via  the  standard 
lines  on  traffic  originating  at  the  ports  and  traversing  the 
routes  indicated: 

West'I/owid  differentials  for  ocean  and  rail  routes  and  Canadian  routes. 


via— 


From— 


Classes. 

Rates  in  cents  per  100 

pounds. 


%a,     AClantic    Natl.  ' 
D«p*  I 

B.40.R.R...... .,.,.. 

3umb* Gap  Deep,......! 

CanawhaDeap 

Sr.AW.  U«*p , 

Jan.  Atlantic.,,....... 

3an.Piui.D(?ap.  „,„.,.! 

JeuLVt.  Route.* .. 

BaLD^p.Ltnfi)  ...... 

LW.&O.LlEie 

/imib.  Gap  Def  p ....,.« 

Canawlin  Desp ., 

«.4W,Desp ...... 

ikn.  AilantR' ., 

^luah.Gap  Deep....../ 

EaAawha  Dcwp .... 

Itattotial  Denp.., 

N.AW.Desp 

OtiatEafitvm., 

aW.AO,Une......„ 


New  York  via  Jfew  London* 
Dceatvand  rail 

New  York  via  the  NiosHra  fron- 
tier. 

Boston  and  eomuion  polulii, 
ocean  and  rail,  n 


Botton  and  pointer  taytiB-  Boston 
rate#al|  T^iLa 

Baltimore^  Md„  Philadelphia  via 
ocean  and  mil. 


New  York  via  ncean  and  mil . ... 


Montreal,  Quebec,  Portland, 
Mfirylatid,  and  points  taking 
Bame  ratef. 


1  i- 

10 

2. 

3. 

4 
3 

4 
2 

1 

3 

3 

)' 

2 

2 

I" 

» 

3 

!lD 

4 

4 

1 
10 

1 

4 

4 

2 
U 

U 
2 


■Prior  to  April  5, 1901,  the  differentials  from  Boston  and  Portland  were:  Class  1, 
10  cents;  class  2,  8  cents;  class  3,  6  cents:  class  4,  4  cents;  class  5,  4  cent«;  class  G,  3 
cents. 


In  addition  to  the  differentials  shown  in  the  foregoing 
table  there  are  similar  arrangements  as  to  the  relation 
between  the  rates  via  the  all-rail,  lake  and  rail,  and 
canal  and  lake  routes.     For  a  long  time  prior  to  1901  these 

S.  Doc.  244,  69-1 5 
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relations  as  to  business  from  New  York  to  Chicago  were 
as  follows: 


Routes. 

Claj»efl. 

Rates  in  cents  per  100 

pounds. 

1.  i  2. 

8.  '4. 

1 

6. 

6. 

All  rail 

75  I  66 
54  !  47 
85  1  80 

60  1  35 
87     27 
25     20 

30 
23 
18 

» 

Lake  and  rail 

20 

Canal  and  lake 

16 

In  1901  the  adjustments-indicated  by  the  foregoing  were 
abolished  and  the  following  substituted: 


Routes. 


Clashes. 
Rates  in  cents  per  1 
pounds. 


1.  '  2. 


All  rail 75    65 

Lake  and  rail •  59  |  51 

Canal  and  lake 40    34 


8.  I  4.  I  5. 


50  I  85     SO    25 
40  ,  29     25    n\ 

28     22     20     17i 


These  relations  continue  to  the  present  time.  There 
were  corresponding  changes  in  the  mil-and-lake  rates  from 
Boston,  PhuadelpHia,  and  Baltimore,  although  the  ditfer- 
ences  are  not  precisel}'^  the  same. 

Western  t7'unk  the  adj-mtmenU, — It  is  impracticable 
fully  to  set  forth  in  this  place  the  intricate  system  of  inter- 
relations that  has  grown  up  out  of  the  railway  and  indus- 
trial competition  of  the  region  west  of  Chicago  and  the 
Mississippi  river.  The  relations  established  between  the 
great  distributing  cities  on  the  eastward  border  of  the 
region  covered  by  the  Western  Trunk  Line  Association 
are  maintained  by  the  use  of  differentials.  Those  appli- 
cable to  shipments  of  classified  traffic  and  some  of  the  prin- 
cipal articles  carried  on  commodity  tariffs,  when  between 
the  cities  named  and  points  in  Kansas,  Nebraska,  Colorado, 
Arkansas,  or  Mis.souri,  are  shown  bslow: 


Differentials    in    cents    per    lOO 
pounds. 


Applicable  to — 


Merchandiw;  classcH: 

First  class 

Second  class 

Third  class 

Fourth  class 

Carload  classes: 

Fifth  class 

Cla«wA 

Class  B 

Class  C 

Class D 

Class  E 

Commodities: 

Cotton  piece  goods 

Emigrant  movables  in  carloads 

Agricultural  implements,  carloads 


Peoria  Chicago  St.  Paul 

higher  \  higher  i  higher 

than  St.  I  than  St.  '  than  St. 

Louis.  I  Louis,  i  Louis. 


10 

20  1 

25 

10 

20 

24 

5 

10 

IS 

'*l 

6 

7 

2*1 

si 

6 

3|l 

7*i 

H 

31 

7*! 

8i 

2i' 

5  . 

6 

2i, 

6  ' 

6ft 

2*; 

6 

6 

Til 

15  1 

^^ 

24 
31' 

6  1 

711 

71 
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The  application  of  the  foregoing  is  easily  understood. 
'"or  example,  a  shipment  of  boxed  dry  goods,  which  is 
iassitied  as  tirst  class,  from  St.  Louis  to  McPherson, 
:Cans.,  would  be  charged  il.l9i^  per  100  pounds.  If  the 
ame  shipment  originated  at  Peoria  the  hrst-class  diifer- 
jntial  of  10  cents  would  be  added  to  the  St.  Louis-to- 
idcPherson  rate,  making  a  charge  of  $1.29i^  pei'  100 
x>unds.  From  Chicago  the  rate  would  be  $1.89^,  and 
Tom  St.  Paul  Jjl.44i  per  100  pounds. 

As  typical  of  the  intricacies  which  may  develop  in  the 
ipplication  of  any  system  of  rates  in  a  region  traversed 
>y  numerous  railway  systems,  a  page  from  a  current  rate 
schedule  in  which  the  aifferentials  just  shown  are  used  is 
ntroduced.     The  page  follows. 
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relations  as  to  business  from  New  York  to  Chicago  were 
as  follows: 


Routes. 

Classes. 

Rates  in  cents  per  100 

pounds. 

1.  i  2. 

8.      4. 

5, 

30 
23 
18 

S. 

All  mil 

75     65 

60 
37 
25 

35 

27 
20 

?» 

Lake  and  rail 

,'  64     47 

m 

Canal  and  lake 

1  85     SO 

16 

1        1 

In  1901  the  adjustments-indicated  by  the  foregoing  were 
abolished  and  the  following  substituted: 


Routes. 

1                Classes, 
i    Rates  in  cents 
'                pounds. 

per  100 

1  1.  ■  2. 

3.  I  4. 

5. 
SO 

6. 

All  rail 

:  75  1  65 

60     35 
40     29 
28     22 

•JtS 

Lake  and  rail 

1  60  1  51 

25  m 

Canal  and  lake 

'  40  i  34 

20    17i 

These  relations  continue  to  the  present  time.  There 
were  corresponding  changes  in  the  mil-and-lake  rates  from 
Boston,  Phnadelpfcia,  and  Baltimore,  although  the  differ- 
ences are  not  prccisel}^  the  same. 

Western  trunk  line  adjustmentH, — It  is  impracticable 
fully  to  set  forth  in  this  place  the  intricate  system  of  inter- 
relations that  has  grown  up  out  of  the  railway  and  indus- 
trial competition  of  the  region  west  of  Chicago  and  the 
Mississippi  river.  The  relations  established  between  the 
great  distributing  cities  on  the  eastward  border  of  the 
region  covered  b}^  the  Western  Trunk  Line  Association 
are  maintained  by  the  use  of  differentials.  Those  api)li- 
cable  to  shipments  of  classified  traffic  and  some  of  the  prin- 
cipal articles  carried  on  commodity  tariffs,  when  between 
the  cities  named  and  points  in  Kansas,  Nebraska,  Colorado, 
Arkansas,  or  Missouri,  are  shown  bslow: 


DifiterentiaUs    in    cents    per   lOO 
pounds. 


Applicable  to — 


Peoria  Chicago  i  St.  Paul 

higher  higher  I  higher 

than  8t.  |    than  St.  |  than  St. 

Louis.  Louis,  j  Louis. 


MerchandiHc  classes: 

First  class 

Second  class 

Third  class 

Fourth  cla.«« 

Carload  classes: 

Fifth  class 

Class  A 

ClassB 

Class  C 

Class  D 

Class  E 

Commodities: 

Cotton  piece  goods 

Emigrant  movables  in  carloads 

Agricultural  implements,  carloads 


10 
10 

5 

2i 

24 
31 

311 
2il 
24' 

7*! 
24 

3«| 


20  i 
20  I 
10 
5  I 

IV 
7*' 
5  I 
5 
5 

15 
5 
74 


25 
% 
IS 
7 

6 


7* 


DIGEST   OF   HBAMNGS   ON   RAILWAY  BATES.  67 

The  application  of  the  foregoing  is  easily  understood. 
''or  example,  a  shipment  of  boxed  dry  goods,  which  is 
lassitied  as  first  class,  from  St.  Louis  to  McPherson, 
^ns.,  would  be  charged  il.l9i^  per  100  pounds.  If  the 
ame  shipment  originated  at  Peoria  the  first-class  diifer- 
jntial  of  10  cents  would  be  added  to  the  St.  Louis-to- 
tfcPherson  rate,  making  a  charge  of  $1.29^  per  100 
>ounds.  From  Chicago  the  rate  would  be  $1.39i,  and 
Tom  St.  Paul  Jjl.44i  per  100  pounds. 

As  typical  of  the  intricacies  which  may  develop  in  the 
ipplication  of  any  system  of  mtes  in  a  region  traversed 
>y  numerous  railway  systems,  a  page  from  a  current  rate 
M^bedule  in  which  the  differentials  just  shown  are  used  is 
ntroduced.     The  page  follows. 
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The  reason  for  substituting  the  charges  derived  from 
le  foregoing  for  those  which  would  result  from  the  appli- 
Eition  of  the  usual  differentials  is  that  if  the  rates  were 
alculated  in  the  customary  manner  they  would  exceed  the 
ums  of  the  rates  between  St.  Paul  and  Omaha  plus  those 
etween  Omaha  and  the  points  named.  To  keep  within 
be  maxima  fixed  by  these  possible  combinations  the 
djustments  indicated  are  necessary. 

TranHcontlnental  traffic, — ^Traffic  between  the  Atlantic 
nd  Pacific  coasts  of  the  United  States,  known  as  transcon- 
ioental  traffic,  traverses  both  of  the  regions  for  which 
xamples  of  the  systematic  development  of  the  rate  sched- 
.le5  have  been  presented.  The  peculiar  conditions  under 
rhicb  shipments  between  the  coasts  are  carried,  growing 
ut  of  the  competition  of  carriers  operating  via  the  Cape 
lorn,  ti*ans-Mexican,  trans-Isthmian,  and  Canadian  routes, 
ave  resulted  in  a  special  development  of  rate  making. 
Ls  far  as  transcontinental  traffic  is  carried  under  any 
reight  classification  the  "  Western"  is  used,  but  there  is 
n  exceptionally  long  list  of  special  commodity  rates. 

The  present  class  rates  on  traffic  originating  at  or  des- 
ined  to  the  Pacific  coast  are  the  same  to  or  from  all  ter- 
itory  on  or  east  of  a  line — 

eginning  at  Duluth,  Minn.,  thence  via  Northern  Pacific  Railway 
irough  Carlton  to  Hinckley,  Minn.;  thence  via  Eastern  Railway  of 
linneiK)ta  through  Brook  Park,  Cambridge,  and  Coon  Creek  to  Min- 
eapolis.  Minn.;  thence  via  the  Chicago,  St.  Paul,  Minneapolis  and 
hiiaha  Railway  through  Merriain  Junction,  Kasota.  Junction,  Man- 
Jito,  Worthington,  Minn.,  Sheldon,  Sioux  City,  Iowa,  and  Blair, 
lebr.,  to  Omaha,  Nebr.;  thence  via  the  direct  line  of  Missouri  Pacific 
tail  way  from  Omaha,  Nebr.,  to  Kansas  City,  Mo.;  thence  via  Kansas 
?ity  Southern  Railway  to  Texarkana,  Ark. ;  thence  via  the  eastern 
loondary  of  Texas  to  Sabine  Pass,  on  the  Gulf  of  Mexico. 

With  a  few  exceptions  the  same  is  true  concerning  special 
rommodity  rates.  The  current  west-bound  class  rates 
ire: 


To  Pacific  coast  ter-  i 
minalH  from—       I 


ClawcA. 
Rates  per  100  pounds. 


3.         4. 


llsBOuri  River  com 

mon  point!) $3.00  12.60  12.20  ^1.90  $1.65  $1.()0  $1.25 

Itnedwippi     River  j  i  .        ;  I 

common  points.... I  3.00     2.60,2.20     1.90     1.66     1. 

hicago.  Milwau-  I  |  I 

kee.  and  common 


,  3.00     2.60  I  2.20 


jpoint<^ 

incinr.ati.  Detroit, 
and     common  > 

pointj" 3.00     2.60,2.20 

'ittuburg.     BafTalo,  ' 
and     common 

point« ,3.00    2.60     2.20  1  1.90 

few  York.   Boston,  I  ,  ! 

and     common 


1.90 
1.90 
1.90 


I 


B. 


1.65 
1.65 


1.'25 

1.60  ;  1.26 

I 
1.60  ;  1.25 


point* "8.00     2. 6 


I 
1.65  i  1.60     1.25 
I 
2.20  !  1.90  !  1.65     1.60     1.25 


$1.00  $1.00  I  $0.95 

I  I 

1.00  I  1.00  I      .95 


D.        E. 


1.00     1.00  I 


.95 


I 


1.00  I  1.00  ;  .95 

'    I 

1.00  I  1.00  .95 

1.00     1.00  .95 
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The  reason  for  substituting  the  charges  derived  from 
he  foregoing  for  those  which  would  result  from  the  appli- 
Ation  of  the  usual  differentials  is  that  if  the  rates  were 
ailculated  in  the  customary  manner  they  would  exceed  the 
mms  of  the  rates  between' St.  Paul  and  Omaha  plus  those 
tietween  Omaha  and  the  points  named.  To  keep  within 
the  maxima  fixed  by  these  possible  combinations  the 
idjustments  indicated  are  necessar}\ 

Transcontmental  traffic. — Trafiic  between  the  Atlantic 
ind  Pacific  coasts  of  the  United  States,  known  as  transcon- 
tinental traflSc,  traverses  both  of  the  regions  for  which 
examples  of  the  systematic  development  of  the  rate  sched- 
ules have  been  presented.  The  peculiar  conditions  under 
which  shipments  between  the  coasts  are  carried,  growing 
out  of  the  competition  of  carriers  operating  via  the  Cape 
Horn,  trans-Mexican,  trans-Isthmian,  and  Canadian  routes, 
bave  resulted  in  a  special  development  of  rate  making. 
As  far  as  transcontmental  traffic  is  carried  under  any 
freight  classification  the  "Western"  is  used,  but  there  is 
\n  exceptionally  long  list  of  special  commodity  rates. 

The  present  class  rates  on  traffic  originating  at  or  des- 
tined to  the  Pacific  coast  are  the  same  to  or  from  all  ter- 
ritory on  or  east  of  a  line — 

b^iiining  at  Dulutb,  Minn.,  thence  via  Northern  Pacific  Railway 
through  Carlton  to  Hinckley,  Minn.;  thence  via  Eastern  Railway  of 
Minnesota  through  Brook  Park,  Cambridge,  and  Coon  Creek  to  Min- 
neapolis, Minn.;  thence  via  the  Chicago,  St.  Paul,  Minneapolis  and 
Omaha  Railway  through  Merriaiu  Junction,  Kasota. Junction,  Man- 
kato,  Worthington,  Minn.,  Sheldon,  Sioux  City,  Iowa,  and  Blair, 
Elebr.,  to  Omaha,  Nebr.;  thence  via  the  direct  line  of  Missouri  Pacific 
Bail  way  frrun  Omaha,  Nebr.,  to  Kansas  City,  Mo.;  thence  via  Kansas 
Kty  8<  j'uthem  Railway  to  Texarkana,  Ark. ;  thence  via  the  eastern 
boundary  of  Texas  to  Sabine  Pass,  on  the  Gulf  of  Mexico. 

With  a  few  exceptions  the  same  is  true  concerning  special 
[•onimodity  rates.  The  current  west-bound  class  rates 
arc: 


To  Tafific  coast  ter- 
minals from— 


ClafiHCfl. 
Rates  per  100  pounds. 


2.     '    3. 


Hi»fmri  River  com- 
mon iioints $3.00  12.00  12.20  ^1.90  $1.65  $1.00  $1.25 

»P1 


Mifliiwippi     River  I 
common  points 1  3.00     2.60  '  2.20 

Chicago.  Milwau- 
kee, and  common  1 
Dointi' 13.00     2.60  I  2.20 

Cincinnati.  Detroit, 
an<1     common  >  i 

point*! 3.00     2.60  I  2.20 

Pittst  


1.90 
1.90 
1.90 


A.    I    B. 


1.65  ;  1.60     1.25 


1.65 
1.65 


1.60     1.25 

I 
1.60  I  1.25 


ittsburg.     Buffalo, 
and     common 

polntfi !  3.00     2.60  I  2.20  j  1.90  I  1.65  I  1.60     1.25 

Sew  York.   Boston,  :  I  I 

andcommon  I  I 

poinui !  8.00     2.60  i  2.20  ;  1.90     1.65  ,  1.60     1.25 


D. 


$1.00  $1.00  I  $0.95 
1.00     1.00  '      .95 

1.00  I  1.00  I      .95 


1.00  ,  1.00  I 


.95 


1.00     1.00         .95 


1.00  1  1.00  '      .95 
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The  reason  for  substituting  the  charges  derived  from 
le  foregoing  for  those  which  would  result  from  the  appli- 
ition  of  the  usual  differentials  is  that  if  the  rates  were 
ilculated  in  the  customary  manner  they  would  exceed  the 
iims  of  the  rates  between' St.  Paul  and  Omaha  plus  those 
etween  Omaha  and  the  points  named.  To  keep  within 
he  maxima  fixed  b}'  these  possible  combinations  the 
djustments  indicated  are  necessary. 

TranHcontinental  traffic. — Traffic  between  the  Atlantic 
»nd  Pacific  coasts  of  the  United  States,  known  as  transcon- 
inental  traffic,  traverses  both  of  the  regions  for  which 
txamples  of  the  systematic  development  of  the  rate  sched- 
iles  have  been  presented.  The  peculiar  conditions  under 
v'hicb  shipments  between  the  coasts  are  carried,  growing 
>ut  of  the  competition  of  carriers  operating  via  the  Cape 
lorn,  trans-Mexican,  trans-Isthmian,  and  Canadian  routes, 
lave  resulted  in  a  special  development  of  rate  making. 
Vs  far  as  transcontmental  traffic  is  carried  under  any 
reight  classification  the  "Western"  is  used,  but  there  is 
kO  exceptionally  long  list  of  special  commodity  rates. 

The  present  class  rates  on  traffic  originating  at  or  des- 
ined  to  the  Pacific  coast  are  the  same  to  or  from  all  ter- 
•itory  on  or  east  of  a  line— 

»e^nning  at  Duluth,  Minn.,  thence  via  Northern  Pacific  Railway 
hrough  Carlton  to  Hinckley,  Minn.;  thence  via  Eastern  Railway  of 
tfinnetota  through  Brook  Park,  Cambridge,  and  Coon  Creek  to  Min- 
leapolis.  Minn.;  thence  via  the  Chicago,  St.  Paul,  Minneapolis  and 
)maha  Railway  through  Merriara  Junction,  Kasota. Junction,  Man- 
tato,  Worthington,  Minn.,  Sheldon,  Sioux  City,  Iowa,  and  Blair, 
Sebr.,  to  Omaha,  Nebr.;  thence  via  the  direct  line  of  Missouri  Pacific 
tUilway  from  Omaha,  Nebr.,  to  Kansas  City,  Mo.;  thence  via  Kansas 
3ity  Southern  Railway  to  Texarkana,  Ark. ;  thence  via  the  eastern 
boundary  of  Texas  to  Sabine  Pass,  on  the  Gulf  of  Mexico. 

With  a  few  exceptions  the  same  is  true  concerning  special 
:?ommodity  rates.  The  current  west-bound  class  rates 
are: 


ToPaoiHccoMlter- ' 

mi  nail)  from—       ; ; 

I   1.    ;   2.    I    8. 

ffinouri  River  com-  I  , 

mon  points $3.00  S2.60  12.20 

Ciivi.Wppi     River 

common  pointM 13.00     2.60  ;  2.20 

'hicago.   Milwau-  I 

kee.  and  common 

jKHnt* I  3.00     2.60  I  2.20 

nboinnati.  Detroit,  -  ' 

and     common 

point- 3.00     2.60  i  2.20 

^ttnburgr.     Buffalo,  '  i 

and     common 

points 13.00     2.60     2.20 

!few  York.   Boston,  ' 

and     common, 

point* I  8. 00     2. 60     2.20 


Clawcs. 
Rates  per  100  poundn. 


A.    '    B. 


$1.90  |$1.65  SI. 60  SI. 25 
1.90     i.66  I  1.60  '•  1.25 


1.90 


1.65 


1.90  I  1.65 


1.60  ;  1.26 


C.    j    D.    I    E. 

SI. 00  $1.00  '  so. 95 
1.00  ,  1.00  I      .95 

1.00  I  1.00  i      .95 


1.60  I  1.25  ,  1.00  I  1.00         .95 


1.90  I  1.65  I  1.60     1.25  I  1.00  '  1.00  \      .95 

!       :  I       I       i 

1.90  I  1.65     1.60     1.25  '  1.00  \  1.00  |      .95 
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The  "  Pacific  coast  terminals"  to  which  the  rates  in  the 
foregoing  are  applicable  are  designated  as  follows: 

Sac  Francisco,  South  San  Francisco,  Sacramento,  Marysville,  Stock- 
ton, Benicia,  South  Vallejo,  Oakland  Wharf,  San  Jose,  I^s  Angele^i, 
San  Diego,  National  City,  Cal.;  points  on  main  line  of  Southern  Pa- 
cific Company  (via  Martinez),  Antioch,  Cal.,  to  Oakland,  Cal.,  both 
inclusive;  points  on  Santa  Fe  system,  Antioch,  Cal.,  and  west  thereof; 
points  on  Richmond  Belt  Railway;  Portland,  East  Portland,  Albtna, 
Astoria,  Oreg. 

These  schedules  designate  as  "intermediate  points"  all 
points  located  on  the  direct  lines  over  which  traflBc  passes 
in  reaching  any  of  the  terminals.  To  these  points  many 
commodity  rates  are  provided.  Sometimes  tnese  are  the 
same  as  the  terminal  rates,  but  more  frequently  they  are 
somewhat  higher.  When  they  are  higher  than  the  rates 
to  the  terminals  they  are  maximum  rates  only  and  if  lower 
aggregate  can  be  obtained  by  combining  the  terminal  rate 
to  any  point  with  the  local  rate  from  such  point  to  the 
real  destination  the  lower  rate  thus  obtained  is  used. 
Maximum  class  rates  to  intermediate  points  are  also  pro- 
vided.    These  are  shown  below: 


ClasscH. 
To  intermediate  Maximum  rates  per  100  pounds. 

point*  from —       i j — : —    -,  , — 

-  A.    '    B.    I    C.     I     D. 


Colorado     common 


$1.40  ,81.20  :»0. 95  80.85    80.80 


points $3.00  82.60  |82.00  81.75  !81.60 

Missouri  River  com-  ,  ; 

mon  point* 3.50     3.00     2.50     2.00  |  1.75 

Mississippi     River  '  I  |  ,  ,  , 

common  point.s....    3.70     3.20,2.60     2.05  ;  l.SO  i  1.82  I  1.63  i  1.30  '  1. 15      1.05 
Chicajfo,  Muvvaukee, 


1.75  '  1.55     1.25  '  1.10      1.00 


and      common' 

points 3.90     3.-i0 


2.70     2.10     1.85     1.90     1.70     1.35     1.20      1.10 

ill  I  ■ 


The  special  commodity  rates  from  Chicago  and  common 
points,  which  apply  alike  on  shipments  to  terminal  and 
intermediate  points,  range  from  (50  cents  per  1()0  pounds 
on  ''fertilizer,  including  dried  blood  and  phosphate  rock," 
when  shipped  in  quantities  of  not  less  than  12  tons,  to 
^3.40  on  '*  buggies  (not  including  baby  buggies),  carriages, 
sleighs,  wagonettes,  and  other  light  passenger  vehicles, 
finished  or  unfinished  (not  including  automobiles),  and  fin- 
ished parts  thereof,"  shipped  in  quantities  of  not  less  than 
6  tons.  The  lowest  commodity  rate  from  Chicago  to  the 
''terminals"  is  50  cents  per  iOo  pounds.  It  applies  to 
carload  shipments  of  a  large  numl  cr  of  articles,  including 
common,  pressed,  and  ornamental  figured  brick,  fire 
brick  and  tire  clay,  chloride  of  calcium,  building  and 
paving  cement  (tar),  creosote  oil,  tar  oil,  steel  l)illets, 
blooms  and  ingots,  muck  bar  and  strip  steel,  pig  iron, 
resin,  pitch,  tar,  pulverized  silica,  soda  ash,  and  caustic 
soda.  Simihxr  shipments  of  these  articles  are  carried 
from  New  York  and  Boston  for  75  cent*^  per  100  pounds. 

Sonthrestern  dtjfWentuiU, — Rates  on  traflBc  destined  to 
points  in  Texas  are  related  to  those  to  certain  points  in 
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»te  which  are  designated  as  "Texas  common  points." 
include  Austin,  Bastrop,  Corsicana,  Fayetteville, 
I,  Longview,  Magnolia,  Overton,  San  Antonio,  Tyler, 
lany  other  towns  and  cities.  The  current  rates  on 
Bnts  of  classified  freight  to  these  common  points  are: 


U  oommoii  points  from— 


13T 
137 
114 
127 
14A 
J4» 
14B 
157 

in 

187 


RAtes  in  cento  per  lOO  poiindi. 


3. 

104 
1(M 
06 
96 
1{^ 

no 

110 
116 
131 
1^ 


m 
m 

9ft 
IQl 
101 
IM 
115 
lift 


6.      A. 


7B  79 

76  79 
i&  67 

70  72 

77  fe 

78  «a 

7S  §3 

82  «« 

ftl  96 

M  90 


B. 


D,    B. 


89 

9» 
31 
34 
40 
41 
41 
44 
GO 
M 


rates  from  St.  Louis  and  Kansas  City  shown  in  the 
dng  are  basing  rates;  the  others  are  made  in  accord- 
rith  the  system  of  differentials  indicated  in  the  fol- 
r  table: 

Established  differentials. 


From— 


Add  or  deduct. 


2k-Fort  Smith . 

*iw I 

(items) ! 

ftTenport  (see  ' 

Cincinnati 

dPekin 

pids  and  Mar-  i 
irn.  I 

Je I 

r  territory 

^ath  Bend 

JTO I 

ereland 

roup  No.  i , 

roup  No.  2 

roup  No.  3 1 

jr.  Iowa j, 


Deduct  from 
St.  Louis 
rates. 


Add    to  St. 
Louis  rates. 


Add  to  Kan- 
sas   City 


MercLiandlBL'  rlifferentials  in  cents  per 
100  pounds. 


Le»a  than  car- 
lmd». 


j:L 


20  1  IB  I  13 


10 


10 
10 

fi 

9 

9       fi 
10     U 


I  9 
»  7 
4  I    3 


Carloads. 


ft. 

A. 

10 

la 

« 

6 

2 

3 

3 

7 

10  1 

21  I  16  <  18 
4       3 


Ifl  ,  It     10 


16 

12 

10 

ftl 

U 

W 

a? 

20 

1« 

^ 

27 

I* 

35 

27 

1* 

4A 

32 

23 

10 

S 

8 

14 

13 

12 

18 

1ft 

IS 

16  !  161 
11  '  11 


36     16 

16  I  le  I  14 
1« 


IB  '  2a 
6  I  6 
10    la 


10     U     lA 


8 
« 
& 

1 

a 

2 
5 

Ifi 

3 


6 
10 

to 

11 
11 
IS 
3 

7 
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EstablisJied  differerUiais — Continued. 


* 

Itfd  or  deduct 

Deduct   tram 
St.Louia 

Add   to    St. 

Add  to  Kan- 
j^at    City 
Tnte«. 

Commodity  dllTereuclali  Id  centa  per  100 
pounds. 
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In  addition  to  the  foregoing  there  are  other  special  com- 
modity differentials  and  various  controlling  custonas  and 
rules,  such  as  those  making  Chicago  ratios  the  maxima  on  all 
traffic  originating  in  Kansas.  The  manner  in  which  the 
terminal  differentials  are  applied  is  illustrated  in  the  fol- 
lowing: 
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TerminaL  pulntii. 
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Soxithea^stern  adjustments. — Freight  rates  on  shipments 
■iginatiiig  west  of  the  Potomac  and  Ohio  rivers  and  des- 
aed  to  points  south  of  these  rivers  are  related  to  each 
her,  according  to  the  points  of  origin,  by  a  system  of 
fferentials.  From  western  sources  of  supply  these  dif- 
rentials  are  as  shown  below: 
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"Per  barrel. 

The  current  rates  from  Cincinnati  to  some  of  the  prin- 
pal  southern  ^'basing  points''  in  connection  with  which 
le  differentials  shown  in  the  foregoing  are  applied,  are 
;  shown  below; 
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The  rates  from  eastern  sources  of  supply  are  also  re- 
lated to  each  other  b}^  a  system  of  differentials.  With 
regard  to  destinations  the  relations  among  rates  are  fixed 
by  what  is  known  as  the  ^'basing  point  system."  This 
system  consists  in  making  through  rates  to  certain  cities 
and  towns  designated  as  ''basing points"  and  making  rates 
to  all  other  points  by  adding  to  these  rates  the  local  rates 
(or  certain  fixed  differentials  less  than  the  local  rates)  from 
the  basing  point  used  to  the  actual  destination.  An  essen- 
tial element  of  this  system  is  that  the  rate  on  each  shipment 
to  a  point  which  is  not  a  basing  point  shall  be  determined 
by  the  lowest  possible  combination  obtainable  through  any 
basing  point.  Thus  the  rate  to  any  such  point  may  be 
based  upon  (a)  the  rate  to  an  intermediate  oasing  point, 
(b)  the  rate  to  a  more  distant  basing  point  reached  over 
the  same  line,  or  (c)  the  rate  to  a  basing  point  not  on  the 
line  by  which  the  shipment  is  C4irried. 

In  practice  this  s^^stem  frequently  results  in  higher  rates 
per  100  pounds  to  intermediate  points  than  to  more  distant 
points  reached  via  the  same  line  and  in  violation  of  the  gen- 
eral rule  of  Section  4  of  the  Act  to  regulate  commerce.  In 
these  cases,  however,  the  carriers  contend  that  the  competi- 
tion at  the  more  distant  points — usually  that  of  water  routes, 
but  occasionally  that  of  carriers  by  rail  or  of  markets  or 
competing  sources  of  supply — creates  the  dissimilarity  of 
circumstances  and  conditions  which  exempts  the  longer 
distance  traffic  from  the  operation  of  the  fourth  section. 
Formerly  there  were  few,  if  any,  exceptions  to  the  rule 
that  the  rates  added  to  those  basing  points  were  the  full 
local  rates  from  those  points  to  the  final  destinations.  Sinc« 
1887  there  has  been  a  gradual  substitution  for  this  purpose 
of  differentials,  w^hich  are  always  somewhat  lower  tnan  the 
local  rates.  Data  indicating  how  general  this  substitution 
has  become  are  not  available. 

T/fe  i7itei'depe  Nile  nee  of  rates, — The  preceding  portion  of 
the  text  indicates,  by  illustrations  selected  from  almost 
innumei-able  instances,  the  extent  to  which  fixed  relations 
among  the  charges  for  different  railway  services  have, 
either  by  tacit  or  express  consent,  become  a  recognized 
part  of  American  railway  practice.  There  can  be  no  ques- 
tion that  trade  and  commerce  is,  generally  speaking,  at 
least  adjusted  to  these  established  relations.  There  may 
be  some  question,  however,  as  to  whether  the  conditions 
of  trade  and  commerce  are  invariably  the  cause  of  which 
these  rate  adjustments  are  the  effect  or  whether,  on  the 
other  hand,  the  rate  adjustments  are  more  or  less  fre- 
quently the  cause  which  determines  the  related  conditions 
of  commercial  intercourse  and  of  industry. 

Whatever  may  be  the  proper  conclusion  upon  this  point, 
the  fact  remains,  however,  that  such  a  relationship  now 
exists  between  these  rate  adjustments  and  the  commercial 
conditions  of  the  regions  in  which  they  are  effective  that 
the  modification  of  any  of  the  rates  subject  to  them  would 
produce  a  demand  for  the  reestablishment  of  the  present 
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atu^  by  corelative  modifications   in  many  other  rates, 
dould  this  demand  be  denied  some  readjustment  of  trade 
id  commerce  would  undoubtedly  be  necessary. 
Kate  relations  of  the  class  to  which  the  examples  which 
ive  been  used  as  illustrations  belong  do  not,  however,  by 
ly  means  indicate  the  whole  extent  of  the  interrelations  of 
le  rates  for  railway  services.     The  relationships  most    Mr.  Hooker, 
equently  suggested  b\^  the  testimony  before  the  com-^rt,**ia2;  *^w^.' 
ittee  are  of  an  entirelv  different  order.     They  are  the|^^*^^'^'  ^J: 
msequence  of  the  fact  tliat  many  of  the  great  staple  arti-  Mr.  mnes,'  loei! 
es  of  railway  traffic  in  the  United  States  are  delivered  tOMr.*^Peck?'i^; 
le   same   consumers   from  widely  separated  sources  of  ^j'^^**j^^^^jJ*J- 
ipply.     Under  such  conditions  the  adjustment  of  rates  lesi,  1682.  'lessj 
ito  the  common  market  from  the   different  supplying  2095:  Mr^T^ve?; 
»gions  becomes  of  great  commercial  importance.  |^'  ^^'  ®*'^' 

It  may  l>e  the  essential  factor  in  determining  whether 
irticular  producers  shall  compete  at  all  in  certain  markets. 
3veral  tables  in  Appendix  II  show  the  rates  currently  in  Anpendix  u, 
>rce  on  important  commodities  which  reach  common  j^^^j^jy^  ^  ^*» 
arkets  from  different  sources.  Thus  common  lumber 
ay  reach  Chicago  from  any  one  of  several  points  in 
eorgia,  Mississippi,  Louisiana,  Michigan,  \^  isconsin, 
rkansas,  Texas,  Washington,  Oregon,  or  California, 
he  rates  from  these  different  sources  of  supplv  vary 
reatly,  but,  if  the  testimony  before  the  committee  is 
•xjepted  as  reliable,  it  would  be  difficult  to  modify  any  of 
lem  without  disturbing  the  present  competitive  condi- 
ons  or  else  correspondingly  cnanging  the  others.  Illus- 
ations  of  this  sort  could  l)e  multiplied  in  great  number. 

NATURE   OF   COMPLAINTS.^ 

It  has  seemed  that  the  purpose  of  this  report  would  be 
ibserved  by  a  statement  of  the  different  classes  of  com- 
laints  relative  to  railway  practice  disclosed  in  the  testi- 
on3\  ^lost  of  the>*e  complaints  touch,  either  directly  or 
[directly,  the  tariff  rates  or  charges  for  service  rendered, 
though  there  are  a  few  witnesses  who  submit  criticisms 
F  a  more  general  chamcter.  The  complaints  submitted 
y  witnesses  may  be  grouped  under  two  headings: 

A.  Coniplainte  of  exce^nive  rates. 

B.  Complaints  of  discriminations. 

ComjplainU  of  e,vcef<s! i*e  vaUs, — Direct  issue  is  to  be  ^J^'^q^,^^";  i^i 
mnd  m  the  testimony  over  the  question  as  to  whether ^ij.  Hookerj^m^^ 
lere  are  particular  rates  which  are  subject  to  the  charge  232!  Mr.Dean,265; 
lat  they  are  in  themselves  too  high.  A  closer  scrutiny  ,^;^!^ii?;'*i^J: 
F  the  conflicting  testimony  upon  this  point  indicates,  a^vetz,* 798.  ©8, 
jwever,  that  the  difference  is  reallv  one  of  detinition.  sgo.'sssiMr.'Tut- 


a  As  to  the  extent  and  ^reneral  nature  of  complaint  see  Tt»stimonv, 
>..5,31,  132,232,950, 11:^2,  IKJo,  1224, 1331, 1332, 1337, 1530,  1547, 155'l, 
121.  1644, 1812,  1829,  1871,1872,  1<»42,  2018,2020,  2022,  2071,  2074,  2129, 
60,  2161,  2165,  2166,  2170,  2181,2192,  2212,  2215,  2216,  2219,  2220,  2260, 
;15,  2.338, 2359,  2360,  2363,  2528,  2623,  2624,  2733,  2830,  2831 ,  2839,  2942, 
e9,  2t^72,  2978,  2987,  3052.  3059,  8062,  3269,  3272,  3322,  3354,  3368,  3383, 
«5, 3388, 3604, 3781, 3782,  3784,  3785. 
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«e,Mi.  932,  ^,  Those  who  contend  that  particultfr  rates  are  in  themselvci* 
W8;w6;^.' Lin- excessive  adhere  to  the  view  that  unreasonableness,  z;t*r  m^ 
Sls;'  M?Mey^.*  ^*"  ^^®  shown  bv  Comparing  particular  charges  with  charges 
1605;  1609,  1610;  contemporaneously  m  force  for  other  services  or  at  some 
i79i,^TO7,'  1798!  othcr  time  in  force  for  the  same  services.  The  contmry 
M?'  cumini^ns!  ^"^^w  is  that  such  comparisons  only  serve  to  establish  the 
2086.  2049,  2070,' propriety  or  impropriety  of  the  relations  which  they  dis- 

2108.     2104;    Mr!  cloSe.  . 

Ramsef,  1951.  1988.  2136.  2137.  2148,  2144;  Mr.  Shevlin.  1943;  Mr.  Mitchell,  2175;  Mr.  Gil- 
christ, 2185;  Mr.  Fordyce,  2201;  Mr.  JenninRs,  2305;  Mr.  Frame,  2308,  2309;  Mr.  Acworth, 
1868;  Mr.  Bird.  2284;  Mr.  Ripley, 2335. 23 12;  Mr.  Proutv.  2892:  Mr.  Kruttschnitt.  3102.  3109; 
Mr.  TbompsoD.  3124.  3128,  3127, 3128,  3129,  3130:  Mr.  Clements.  i227;  Mr.  Cowan.  3391;  Mr. 
Newcomb,  3518,  3519.  3521,  75-23.  3539.  3562.  3567,  3593;  Mr.  Spencer,  3612.  3613;  Mr.  Will- 
cox.  3635,  3636;  Mr.  Mines,  3738,  3739.  3740. 

Mr*a>wan,54,65;  ^^  ^^^  generally  conceded  by  all  witnesses  that  the  gen- 
56,  84. 106,'  3aa9;eml  level  of  rates  is  not  higher  than  can  be  justified,  and 
123*;  Mr!^  D»n!  evcn  those  who  argue  that  there  are  instances  of  raters 
21'  ^/ri^A??*' which  may  be  c^llea  excessive  in  themselves  with  few  ex- 

xar.    Liincoin,  ,  »*  !•/■.  •        1  »        i*tf 

1288,  1239,  1242,  ceptious  agrcc  that  dinerence  in  charges  for  ditierent  serv- 

M?raweu,  905!  iccs  Constitute  the  greatest  source  of  complaint  and  supply 

16^*  ^58i"*Mr' ^'^^  ^*^^^'*^  for  whatever  need  of  new  legislation  actually  ex- 

Birfdie.  '  1651.*  ists.     Novertheleas,  the  testimony  includes  specific  allega- 

1661;  ^wS'  M^-tions  that  particular  rates  are  excessive.     Among  these, 

&r.  ISrt*.   ^1  reference  should  be  made  to  the  complaints  on  behalf  of  the 

Mr!  Prouty,  2883!  cattlc  raisers  of  Texas,  the  peach  growers  of  Georgia,  the 

wtes:  M^Hines^  shippers  of  orauges  and  other  deciduous  fruits  of  Cali- 

coJn'    mi-  ^°  forma  and  those  of  producers  of  lumber.     Similar  claims 

Gardner.  '  1630-  were  advanced  in  regard  to  anthracite  coal  and  petroleum. 

Mr! mgbeS!  1878!  These  complaints  do  not  address  themselves  at  all  to  the 

Mr* Brown  2739-^®"®^^^  Icvcl  of  charges,  and  their  validity  is  neither  to  be 

Mr.BartiW.  2741!  proved  nor  disproved  bv  a  ri.se  or  fall  in  the  average  re- 
Mr.  Bowe-*.  2734.  ^  •    .  -i.  ^  •     " 

27:«.  2aw,  2847!  ccipts  per  unit  of  service. 

Mr.  Kmttschnitt.  3102.  3108:  Mr.  Martin,  3471. 

8o^^i67^^io8'*'ii3  There  was  also  a  good  deal  of  controversy  concerning 
33S8.  3414.  '3415!  recent  changes  in  rates,  as  to  whether  the  general  move- 
Knap^^iWisi!  ment  of  rates  has  been  upward  or  downward  during  the 
liTiJ^^Mr "Fiih*  P^"^^  beginning  with  January  1,  190i),  when  certain 
28i!  286.287.  302! changes  in  classiKcation  were  made.  This  question  re- 
794, 889?  Mr.Tut-  quiros Consideration  in  this  report.  The  testimony  includes 
M^r  mnes^'m2  "^^^^^^"^  illustrations  of  specific  rates  which  have  been 
1041,  1042,'  io'43!  advanced  and  at  least  equally  numerous  examples  of  those 
1055!  1056!  1058!  which  have  been  reduced.  It  is  obviously  impracticable, 
iiS'  ii4i'  }i42' however,  owing  to  the  great  multitude*  of  sepai*ate  serv- 
1143!  1162!  1163!  ices  rendered  by  the  milways,  to  derive  a  satisfactory 
8744!  S'TO;  ^Mr!  coiiclusiou  as  to  the  geneml  tendency  of  rates  from  exani- 
MS,^Vi:>n   JS}'  pies  of  increases  or  reductions  in  spccitic  charges.     Some- 

1222,  1230,  1231,  li  •    •   ^1      X      if  1  •  rr«i- 

1270;  Mr.  Fink-  thing  in  thc  nature  of  a  general  average  is  necessary.  The 
Peck,  i^:  Mr!  common  measure  of  milway  service  in  the  transportation 
Mftcher.H47:Mr.  ^f  freight  is  the  ton-mile  unit. 

1498,' 1520;  Mr.  HarriH.  1.535.  Mr.  Nevitt.  15,51:  Mr.  Meyer.  1555. 1557, 1560,  158H,  1612.  IC.ltt;  Mr. 
Vining.  1691:  Mr.  Bacon.  179:i,  1796.  IH91.  1K92.  2962;  Mr.  Aiken,  1.H22:  Mr.  Acworlh,  liC53. 
1857.  1859.  1860.  18<3H:  Mr.  Ili^bie,  1S8<»:  Mr.  Kanisey,  1964.  1955.  1956:  Mr.  Cummins.  2035, 
2101;  Mr.  Riplev,  2311,  2312.  2314.  2315.  2335:  Mr.  Robinson.  2427:  Mr.  TnurbtT,  2,=)09.  2712; 
Mr.  Cabot.  2747;  Mr.  Bradley,  2S.T3.  2835;  Mr.  Kruttschnitt.  ;W85.  3097:  Mr.  Thompson, 
8128,3125.  3276:  Mr.  Fifer.  3J59,  3:^tK);  Mr.  Martin.  3473:  Mr.  Newcomb.  3492,  3540,  8W1. 
8M7.  3549,  3550,  3551.  ^553.  3Tt>3.  3560,  :^594:  Mr.  Spencer,  3621:  Mr.  Willcox,  3628,3632, 
8633,  3634. 
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The  number  of  tons  carried  one  mile  over  the  railways    Mr.  cowan,  72, 
ot  the  United  States  during  a  given  year  is  the  equivalent ^ttie,*92^;  Mr! 
of  the  total  number  of  tons  carried  of  all  kinds  of  f>'eightJ^JJJ?*'j|J^'^^l 
multiplied  by  tlie  average  distance  transported.     Dividing  coin.  1221,  12^ 
this  aggregate  into  the  total  amount  received  for  freight  Mr.  Ripi^y',  Sis- 
services,  a  quotient  is  obtained  which  is  the  average  amount  UJj.  MrT^^^- 
received  for  carrying  a  typical  ton  of  freight  one  mile.  cox,'86S4.' 
It  is  obvious,  however,  that  the  unit  might  fluctuate  con- 
siderably in  character,  owing  to  variations  in  the  propor- 
tion to  the  aggregate  tonnage  of  shipments  of  high  and 
low  class  freight,  respectively,  or  without  such  variation 
from  changes  in  the  geograpnieal  distribution  of  the  vol- 
ume of  shipments.     Thus,  ir  freight  of  the  higher  grades 
should  increase,  proportionately  to  the  total  movement, 
much  more  rapidly  than  low-grade  freight  the  quality  of 
the  ton  mile  unit  would  become  higher  and  an  increase  in 
the  receipts  per  ton  per  mile,  other  factors  remaining 
unchanged,  would  result. 

Again,  if  the  volume  of  movement  east  of  the  Missis- 
sippi river,  where  the  rates  are  upon  the  average  lower 
than  in  the  region  west  of  that  river,  should  grow  rela- 
tivc^ly  faster  than  in  the  rest  of  the  country,  the  avemge 
receipts  per  ton  per  mile  would  show  a  decrease  which 
would  not  represent  a  genuine  change  in  the  general  level  . 
of  charges.  Changes  of  this  general  character,  and  in 
both  directions,  are  going  on  at  all  times. 

The  only  testimony  on  this  point  before  the  committee 
is  to  the  effect  that  since  1899  traffic  of  the  higher  grades 
has  increased  more  rapidly  than  that  of  lower  grades, 
and  that  the  proportionate  increase  in  volume  has  been 
greater  in  the  regions  where  normal  rates  are  higher. 
Available  evidence  upon  this  point  is  not  extensive.  It  is, 
however,  suflicient  at  least  to  warrant  the  statement  that 
comparisons  between  the  average  ton-mile  revenue  for  the 
railways  of  the  United  States  during  the  years  1899  and 
1904  affords  a  maximum  measure  of  the  increase  in  aver- 
age money  rates. 

The  change  was  from  7.24  mills  in  1899  to  7.80  mills  in 
1904,  or  7.73  per  cent.  It  may,  therefore,  be  regarded  as 
certain  that  during  the  period  in  question  the  general  level 
of  railway  rate^,  expressed  in  money,  has  not  increased 
more  than  7.73  per  cent. 

Several  witnesses  urged  that  no  sound  conclusion  con-  i^fiJ^S?:^}^?' 
cerning  the  movement  of  rates  during  the  last  decade  can  302:  Mr.  Mora- 
be  reached  without  giving  consideration  to  the  eontemno- hTd^^  ^^;  Mr! 
raneous  change  in  the  value  of  mone3\  They  urge  that  p*^^*^!^^.  i345^.  Mr. 
since  1893  the  purchasing  power  of  the  money  in  which  iiaSfeyjisse;  Mr*. 

Sayment  for  railway  services  is  made  has  very  materially  M*?!®^Tr^ur^; 
eclined,  and  that  if  the  apparent  advance  in  railway  ^"^^"^  ^JtJ'^'Sm- 
is  less  than  the  real  decrease  in  the  value  of  money,  it  is  Mr.   tiiompson,' 
not  only  improper  to  say  that  there  has  been  any  advance  in  ^\\  ^V^^New- 
rates  at  all,  but  that  the' difference  indicates  a  real  decrease,  comb,  a-ies. 
It  is  undoubtedly^  true  that  the  prices  of  material  and  labor, 
which  form  so  large  a  part  of  tne  expenditure  of  i-ailways, 
have  increased  during  the  years  under  review,  afactwhicU 
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should  be  taken  into  consideration  when  undertaking  to 
judge  of  the  propriety  of  any  movement  in  railway  rates. 

ComplainU  of  dlscrhtunati(m, — There  is  mucn  testi- 
mony to  the  effect  that  formal  discrimination  in  railway 
schedules  are  necessary  in  order  to  adjust  tariffs  to  the 
varying  commercial  necessities  of  communities  and  indus- 
tries. From  one  point  of  view  every  difference  in  i-ate^ 
is  a  discrimination,  from  another  and  equally  valid  stand- 
point any  departure  from  the  commonly  accepted  stand- 
ards of  weight  and  measure  may  constitute  a  discrimina- 
tion. It  is  not  possible  to  conceive  a  scheme  of  rate- 
making  which  does  not  discriminate  or  produce  what  may 
be  regarded  as  discriminatory  results.  It  is,  therefore, 
not  discrimination  but  unjust  discrimination  to  which 
objection  ma}-  properly  be  raised. 

Two  classes  of  rate  discrimination  are  recognized  by  the 
Interstate  Commerce  law.     These  are: 

SectioM  2  and  A.  Discrimination  accomplished  bv  means  of  deviations  from  the 
6and  the  Elklns p^i^ji^^hed  scheciiile  of  rates. 

Sections  3  and  B.  Discrimination  which  accords  a  preference  or  advantage  to  *'any 
4  and  the  El  tins  particular  person,  company,  finn,  corporation,  or  locality,  or  any  par- 
ticular  descri  ption  of  traffi  c.  *  ^ 

An  examination  of  these  classes  shows  that  any  dis- 
crimination which  is  within  the  terms  of  Class  A  must  also 
be  within  the  terms  of  Class  B,  but  there  may  be  discrimi- 
nation of  the  latter  class  which  is  not  w- ithin  the  former. 
The  law,  however,  not  only  prohibits  every  discrimination 
of  Class  A  but  goes  further  and  forbids  every  deviation 
6  oTthe^or^^nal  ^  1'^^^^  the  publisncd  Schedules  whether  discriminatory  or 
law.  and  secUon  otherwise.     In  effect  it  makes  a  departure  from  the  pub- 
law.  ^^        "''lished  schedule  of  rates  conclusive  evidence  not  only  of 
discrimination  but  of  unjust  discrimination. 

Under  the  second  class  of  discriminations  the  law  recog- 
nizes {a)  those  w- hich  are  just  and  {h)  those  which  are  unjust, 
and  in  recognizing  that  discrimination  must  create  "'prefer- 
ence and  advantage''  it  prohi})its  only  those  preferences 
or  advantages  whicli  are  ''"undue  or  unreasonable,"  and, 
therefore,  subject  some  "particular  person,  company, 
tirm,  corporation,  or  locality,  or  any  particular  description 
of  tmfiic  to  any  undue  or  unreasonable  prejudice  or  disad- 
vantage." The  discriminations  thus  prohibited  which  are 
not  forbidden  as  departures  from  the  schedules  are  those 
which  are  to  be  found  in  the  published  tariffs.  The  law, 
therefore,  prohi})its — 

First.  All  rates  not  found  in  the  tariffs. 

Second.  All  unjust  rates  to  be  found  in  the  tariffs. 

Dtr lotions  from  the  scheduh's. — Without  belittling  in 
any  degree  tlie  wrongs  that  ma\^  result  to  individuals 
from  rebates  and  other  secret  discriminations  among  ship- 
pers, the  attempt  has  already  been  made  in  this  report  to 
emphasize  the  tact  that  such  practices  deprive  the  initial 
step  in  regulation  of  its  efficacy.  For  this  reason,  ignor- 
ing the  fact  that  secret  rates  may  be  available  equally  to 
all,  the  law  makes  proof  of  any  departure  from  the  tariff 
rate  conclusive  evidence  of  injustice  and  punishes  with 
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severe  penalties  those  who  supply  or  accept  transportation 
at  any  other  than  the  legally  published  rates.  The  history 
of  legislative  attempts  to  secure  the  observance  of  the 

Sublished  tariifs  has  already  been  given.  It  remains  to 
iscuss  the  present  efficacy  of  this  legislation. 
With  very  few  exceptions  the  witnesses  before  the  com-  ii^,'u^cow^l 
mittee  declared  that  ''rebates"  have  either  wholly  ceased if2; m^. kaciwn- 
or  are  much  less  frequent  than  formerly.  It  was  urged  smith. '230,' 281- 
that  the  laws  which  prohibit  deviations  from  the  tariff  in  gJa;  w^gSrMr: 
this  form  are  as  successfully  enforced  as  those  ^^i'^st  ^^j«. jjfi<): ^mj. 
other  crimes  or  misdemeanors.  Those  who  dissented  Mr.iincoin.iaas; 
from  this  view  appear  to  have  based  their  dissent  mainly  [r^^t.  ™;:  yil. 
upon  the  suggestion  that  if  the  cruder  forms  of  ^^^at- « j^jj^'^]^  J^^  Mr. 
ing  have  disappeared,  more  subtle  methods  of  obtaining  km/ iV^ifl^nJ! 
the  same  result  have  been  substituted.  Even  these  wit-5j^j!j^;.\'^^'^  JJj; 
nesses,  however,  do  not  appear  to  hold  that  concessions  I^Jj'j'^Ytr  mliu!' 
from  the  tariffs,  however  acconiplished,  areas  numerous iUjS^mV  phu- 
ajs  prior  to  the  adoption  of  the  present  law.  and  there  is  Jili^n '^J^Jll^  *"Mr" 
almost  universal  agreement  that  since  the  aaoption  of  the  (/°1;{;JJ^,^j  !^-: 
Elkins  law,  on  February  19,  1903,  their  prevalence  hasMrWriUxiyTa! 
been  very  greatly  reduced.  With  some  force  it  is  con- jJf^^'^^Ji'^^^^; 
tended,  however,  that  the  deplorable  consequences  of  these  ^.  2^4;.  Mr'. 
evils  are  not  in  any  way  proportioned  to  the  frequency  of  cooiKjn2i67;Mr.* 
the  concessions,  but  that,  if  they  are  made  at  all  with  re- JJa^^/n^^^^ijJJJ: 
gard  to  any  particular  class  of  traffic,  they  are  most  harm-  Mr.  cnrie,  2181I 
ful  when  the  greatest  number  among  the  competing  ship-2i85;  Mr.^Kerf; 
pers  are  compelled  to  pay  full  tariff  rates.  ^^!|'  ^ig.^™!^; 

Bird,  2262.  2263.  2284;  Mr.  Jenning**,  2304;  Mr.  Wood  worth,  2360;  Mr.  Rperr2862;  Mr. 
Robinson,  2432,  2433.  2434.  2492;  Mr.  Tolerton.  2o23:  Mr.  Smith,  2830;  Mr.  Shaffield,  2831; 
Mr.  Bradley.  2S:^6;  Mr.  Davis.  2839:  Mr.  Prouty.  2912;  Mr.  Bacon,  2942:  Mr.  Miller,  8061, 
8062;  Mr.  Toppingr.  8068;  Mr.  Heame,  3070;  Mr.  Gary.  3076.  8079;  Mr.  Brown.  3269;  Mr. 
Elliott.  3278:  Mr.  Koch,  3322;  Mr.  Fifer,  3829,  3352;  Mr.  Davles.  3466.  8467,  3470;  Mr.  New- 
comb,  3569,  3670:  Mr.  Magee,  3603;  Mr.  Spencer,  3620:  Mr.  Hines,  3773. 

Whatever  may  be  the  conclusion  upon  this  point,  it  is  j^J^'^j^j}}^' J^^j 
necessary  here  to  state  that  there  is  a  good  deal  in  the  tes-  Mr'.  Knapp,*  3296'; 
timony  to  indicate  that  since  1903  secret  departures  froniam  ^'^'"^'^^^ 
the  tariffs  have  been  accomplished  by  means  which  were 
not  so  commonly  practiced  prior  to  that  year. 

Private  cars. — Although  the  subject  of  cars  owned  by  M^Fi«^!^,808; 
corporations  other  than  railway  companies  and  used  b}^  Mr.  wax'eibaum,' 
the  latter  under  contracts  for  the  payment  of  rental  after-  Fer^ison^m  et 
wards  assumed  broader  scope,  it  appears  to  have  been  ^fJ-^^^J^y^^gi 
brought  into  the  present  inquiry  in  view  of  the  contention  Mr.  MoraVetz,' 
that  the  contracts  under  which  these  cars  are  used  ma}^  be  948,'  964^955,  9.%; 
made  the  means  of  secret  concessions  from  the  tariff  rates  ^^j^^ij^J"  ^^^ 
which  ought  to  be  paid  on  the  goods  shipped  b}'  their  1;^.'  ^^.  ^^• 
owners.  Many  of  these  cars  are  owned  by  firms  or  cor-  Hiiand!i332,i834,* 
porations  which  are  largely  engaged,  as  shippers,  in  inter- 15^:  ^-^  ^Wi\\\ 
state  commerce.  Under  these  circumstiinces,  it  is  obvious  Jfjw!  Mr.  vin^,' 
that  whether  the  cars  are  exclusively  used  for  the  goods  sey,'  im,  \m, 
of  their  owners  or  otherwise,  the  rental  contracts  ma}'  be  J^j,  ^70.^™" 
made  the  means  of  payments  that  are  in  the  nature  of  Fordyce,  '2207! 

t.AK^4>^o  Mr.    Bird,    2279, 

rebates.  2280,  2282,  2283, 

2296;  Mr.  Robbin8,2366  etseq.;  Mr.Thurber.  2511;  Mr.  Barrett,  2601,  2502;  Mr.  Meade,  2684; 
Mr.  Wilbert,  2680,  2683;  Mr.  Call,  2686,  2687.  2690,  2701.  2702:  Mr.  Brown.  2788,  2739;  Mr. 
Davis.  2S37,  2838,  2839,  2840;  Mr.  Egan,  2841,  2842.  2843;  Mr.  Travis.  2844;  Mr.  Bowes,  2846; 
Mr.  Pancke.  2864.  2856;  Mr.  Qleaaon,  2856.  2857.  2858,  2859;  Mr.  Knittsohnitt,  3100,  8101, 
8114;  Mr.  Brown.  3140;  Mr.  Clements.  3230.  3231;  Mr.  Koch,  3270;  Mr.  Elliott,  3279;  Mr. 
Knapp,  8296;  Mr.  Stevens,  8310.  3317,  3318:  Mr.  Cockrell,  3376;  Mr.  DflL\iea,  ^ASb\  Ui. 
Urion,8662et  aeq.;  Mr.  PoweU,  3711,  8713,  3716. 
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This  might  be  accomplished  either  through  agreements 

to  pay  excessive  rental  or,  the  payment  usually  beins^  upon 

a  mileage  basis,  by  expediting  the  movement  of  the  cars 

or  arbitrarily  paying  for  more  mileage  than  was  actually 

traversed.     The  contention  that  either  of  these  methods 

is  commonly  followed  finds  little  support  in  the  testimony, 

and,  while  there  is  a  great  deal  concerning  the  operations 

of  the  private  car  lines,  it  is  only  on  the  assumption  that 

they  have  been  made  a  means  of  supplying  or  obtaining 

transportation  at  less  than  the  published  rates  that  such 

testimony  is  to  be  considered  at  this  point. 

«4?fe?M?^m"     ''''  IndmtriaV^  railways, — In  some  lines  of  production, 

tie'm  W,  tfWi  notably  in  the  lumber  industry,  it  has  been  necessary  to 

Mr!  liondi^' Hia,  build  railway  lines  of  greater  or  less  extent  for  the  espe- 

\^A*  ^^  .?*^'!  cial  service  of  the  industrv  and  often  with   no  original 

ner,   \m,  \^i,  mtcntion  of  makmg  them  common  carriers  for  hire.     Ihe 

vSln»/'^^i706;  owners  of  some  large  manufacturing   plants    have  also 

ney '  2128-^^Mr'  ^ ^^^^^  ^^  ^^  ^^^^^  advantage  to  construct,  at  their  own  ex- 

Robinaon,'  24W,  pcnsc,  side  tracks  and  switching  systems  leading  to  their 

Thuriw!*'  2511*;  various  establishments.     It  is  not  uncommon,  under  such 

Mr  ^uf' »i2-^^^^""^''^^^"^^**'  ^^^  ^^^   railway's  connecting   with   these 

Mr.'   Tuctett; ''  industrial "  roads  to  make  allowances  from  the  through 

^,'  8076,  ^^?;  I'ates  to  companies  for  the  services  performed  by  these 

Mr  oJwan  8^' P^'^P^^^^^'3'   i*ailroads.      It  is  sufficiently^  clear  that  this 

Eractice  may  be  perfectly  legitimate,  but,  on  the  other 
and,  there  is  no  doubt  that  it  may  be  made  a  cover  for 
illegitimate  departures  from  the  published  rates. 

If  the  allowance  is  excessive  in  a  particular  case,  and 
only  a  reasonable  allowance  or  no  allowance  at  all  is  made 
to  a  competing  shipper,  it  is  very  clear  that  the  first  obtains 
a  consequent  advantage  which  is  beyond  that  contemplated 
by  the  law.  There  are  allegations  in  the  testimony  that  a 
good  many  excessive  allowances  of  this  sort  have  been 
made  since  11)03,  and  that  the  practice  is  becoming  more 
^r.  Clement*,  frequent.  Other  devices  referred  to  are  the  allowance  of 
excessive  amounts  for  elevator  or  other  terminal  services 
and  the  free  transportation  of  shippers  or  other  persons 
at  the  shipper's  request.  . 

DiMcrhnmatioriii  within  the  prihli^hed  tariff. — ^The  testi- 
mony contains  many  complaints  of  alleged  unjust  discrim- 
ination other  than  of  that  secret  and  universally  condemned 
form  of  unjust  discrimination  which  is  accomplished  by 
means  of  failures  to  charge  the  full  schedule  I'ates.  Com- 
plaints of  improper  adjustments  within  the  rate  scheduleare 
of  two  general  classes.  They  may  call  in  question  (first) 
the  relations  among  rates  established  for  the  services  of  a 
single  carrying  corporation  or  line^  or  (second)  the  rela- 
tions among  rates  for  services  of  different  corporations 
or  lines. 

Most  of  the  complaints  can  be  brought  within  the  first 
class,  but  some  of  the  most  difficult  and  perplexing  fall 

«The  word  **line*'  is  used  in  this  sentence  in  the  same  sense  as  in 
Section  6  of  the  Act  to  regulate  commerce,  as  referring  to  * 'routed 
operated  by  more  than  one  carrier." 
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vrithin  the  second.  The  Eau  Chiire  case  is  a  frequently  j^^^J^^""-  ^^™- 
:;ited  illux^ti ation  of  the  latter  chiss.  In  this  case  the  Com-  Mr.  Bird,  2258. 
Diission  found  that  the  adjustment  of  lumber  rates  as 
between  Eau  Claire,  on  the  one  hand,  and  La  Crosse  and 
Winona,  on  the  other,  was  unjust  to  Eau  Claire,  but  it 
ippeared  that  the  rates  at  both  Winona  and  La  Crosse 
were  controlled  by  railways  which  did  not  "  run  to  Eau 
LJlaire  or  engage,  even  indirectly,  in  the  transportation  of 
lumber  from  that  point."  Conseouently,  it  was  impossible 
to  include  these  carriers  jn  an  order  based  upon  discrimi- 
nation prejudicial  to  a  point  they  did  not  serve,  although 
if  the}'  were  omitted  they  might  so  modify  the  existing 
charges  from  the  towns  they  did  reach  as  to  nullify'  any 
possible  order.     And  that  is  precisely  what  happened. 

The  complaint  of  Eau  Claire  being  directed  not  against 
the  rate,  in  itself,  charged  from  that  town,  but  against  the 
lifference  between  that  mte  and  other  rates,  the  tentative 
reduction  made  at  Eau  Claire,  in  the  effort  to  comply  with 
the  Commission's  order,  was  met  by  corresponding  reduc- 
tions at  the  other  points,  which  deprived  them  of  any  real 
effect.  The  language  used  by  the  Commission  in  deciding 
this  case  may  throw  light  upon  the  inherent  difficulty  of 
ievising  a  legal  method  of  dealing  with  other  complaints 
of  similar  scope.     The  Commission  said  in  pait: 

None  of  the  roads  t«o  brought  mto  the  case  run  into  Eau  Claire  or 
engage,  even  indirectly,  in  the  transi)ortation  of  lumber  from  that 
point.  Of  what  offense  against  that  town  can  thev  be  legally  guilty? 
It  would  be  quite  absunl  to  charge  a  railroad  witfi  giving  preference 
or  advantage  to  a  community  which  it  does  not  serve,  and  it  is  cnjually 
illogical  to  say  that  it  can  ])rejudice  or  discriminate  against  such  a  conl- 
Rianity.  All  these  tenns  imply  comparison,  and  the  basis  of  compari- 
son is  wanting  unless  the  rates  compared  are  made  by  the  same  carrier. 

It  is  cases  of  this  sort  that  bring  into  notice  the  impor- 
tance of  relative  rates. 

Materials  and  their  products, — A  great  deal  of  industrial  ^'  .SjJ""^^' 
importance  attaches   to   the   relation    between   the  rates  209s';  Mr.  Prouty! 
charged  for  carrving  materials  and  for  moving  their  prod-  ^^^• 
nets.     Thus,  if  fiour  moves  a  great  deal  more  cheaply  than 
vrheat  it  will  be  matmfactured  as  near  as  practicable  to  the 
(rbeat  fields,  while  if  w  heat  is  given  a  low  rate  and  flour  a 
relatively  high  rate,  the  tendency  will  be  to  grind  wheat 
into  flour  as  near  as  possible  to  the  point  of  consumption. 
Similar  relations  exist  betw^een  the  rates  applied  to  corn 
ftnd  corn  meal,  iron  ore  and  pig  iron,  pig  iron  and  steel 
billets,  logs  and   lumber,  cattle  and  dressed   meats,  and 
many  other  articles.     Frequent  reference  to  controversies 
growing  out  of  these  relations  are  to  l>e  found  in  the  testi- 
mony, thus  bringing  again  into  prominence  the  question 
of  relative  rates. 

Foreign  trade  v.  Domestiv  trade, — Some  of  the  earliest .>o^2^^l94"i««'. 
cases  brought  to  the  attention  of  the  Interstate  Commerce  1961  'i9m/  igooi 
Commission  grew  out  of  differences  in  the  rates  charged  Mr! fiSS,^:  Mr 
for  traffic  coming  from  a  foreign  country  or  intended  for  huu^h75?^^6; 
f^xport  and  wholly  domestic  traffic  moved  between  thew98*  isib;  isii.' 
same  points.  Thus,  in  Boston  Chamber  of  Commerce  v,  Meyer,^i^-\\i>^, 
S.  Doc.  244,  59-1 6 
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i^-  Mr'SSSie'  ^^^  Shore  and  Michigan  Southern  it  was  contended,  mtrr 
mi:  Mr.  Ram-  alia,  that  the  rates  on  traffic  exported  through  the  port 

CkxJp 
Mr  0 

ciementii,   aoosi f act  of  such  lower  rates"  constituted  ^'a  strong  argument 

«"««     3234;     Mr.  -  -  -  ~  -         -  .       ^^        .»  .         .  . 


Swper  w*4,2i66i  of  Boston  being  lower  than  those  on  similar  traffic  irom 

romy  i^^'Mr*  *'^®  sawiG  pointsof  origin  to  Boston,  but  for  local  use,  ^'  the 

lementii,   doosi f act  of  such  lowcr  rates"  constituted  ^'a  strong  argument 

ffipp!^.3»6;  that  theeastbound  Boston  local  rates  are  unjust  and  should 

^.  Mr^'ija^'  be  red uced  to  the  export  rates. "    The  legalit^^  of  the  export 

'     "es,  as  such,  was  not,  however,  in  question  in  this  litiga- 

1.     The  C/ommission  dismissed  the  complaint,  refusing 


3468.'  rates, 

1  Inter.  Com.  x- 
Rep.,  754.  UOn. 

to  hold  that  the  difference  between  export  and  domestic 
mtes  was  conclusive  evidence  of  the  illegality  of  the  latter. 
In  New  York  Produce  Exchange  v,  ^ew  York  Central 

2  Inter.  Com.  and  Hudson  Rivcr  Railroad  the  Commission  discussed  the 
Rep.,  053.  general  relations  which  should  exist  between  export  and 

domestic  rates  and  condenmed  a  particular  discrimination 
in  favor  of  the  former,  but  declared  that- 
Peculiar  circumstances  may  exist  at  some  port  why  domestic  dealers 
there  as  well  as  exporters  may  acquiesce  in  a  concession  to  exports  not 
at  the  same  time  given  to  the  strictly  domestic  rate. 

Differences  in  favor  of  imported  traffic  as  against  tmffie 
of  domestic  origin  were,  however,  condemned  by  the 
Commission  in  its  general  order  of  March  23,  1889,  and 
by  its  decision  in  New  York  Board  of  Trade  and  Transpor- 

3  Inter.  Com.  tation  V,  Pennsylvania  Railroad  et  al.  Similar  contro- 
^p-.  41 .  versies  in  regard  to  both  export  and  import  rates,  particu- 
larly the  latter,  were  referred  to  by  several  witnesses. 
Briefly,  the  contention  of  those  who  held  that  the  inland 
rates  should  be  the  same  for  foreign  as  for  domestic  com- 
merce argue  that  any  other  rule  discriminates  unjustly 
against  either  domestic  consumers  or  producers  and  in 
favor  of  residents  of  foreign  countries.  With  regard  to 
import  traffic,  the  further  contention  is  raised  that  these 
discriminations  wholly  or  partly  nullify  the  protective 
character  of  customs  duties. 

The  argument  used  in  the  effort  to  justif}^  these  differ- 
ences is  that  the}^  in  no  way  affect  the  actual  rate^j  at 
which  such  traffic  is  carried  between  inland  points  and 
foreign  points  of  origin  or  destination,  but  merely  equalize 
the  rates  via  the  different  routes.  Certain  carriers  con- 
tend that  they  have  no  control  over  the  through  rates, 
these  being  fixed  by  rival  routes,  and  that  they  have 
merely  the  alternative  of  meeting  these  rates  or  seeing 
the  ports  whi(*h  thev  serve  closed  to  the  traffic  in  question. 
Others  claim  that  their  lines  serve  no  domestic  producers 
of  the  same  articles,  and  that  hence  there  L^  no  unjust 
discrimination  upon  their  part,  and  that  the  low  rates  are 
necessary  to  induce  ships  to  come  to  the  ports  which  thev 
serve  and  to  enable  them  to  build  up  traffic  in  outward- 
Appendix  v.  bound  goods.  An  appendix  to  this  report  contains  all  the 
data  in  regard  to  the  rates  on  import  traffic  carried  at  less 
than  inland  rates  and  the  extent  of  its  movement  which 
it  has  been  practicable  to  collect.  This  class  of  cases, 
whether  regarded  from  the  point  of  view  of  the  importer. 
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the  exporter,  or  the  domestic  trader,  affords  yet  another 
illustration  of  a  rate  reasonable  or  unreasonable  by  virtue 
i>f  its  relation  to  other  rates  rather  than  because  of  any 
fact  that  pertains  to  the  rate  considered  bv  itself. 

Ijmg  and  nhort  hmd^i, — The  question  whether  mtes  are 
Adjusted  so  as  unduly  to  favor  long-distance  traffic  and 
thus   to  discriminate   unfairly  against  local   and   short- 
distance  freight  is  much  broader  than  that  phase  of  it 
which  relates  solely  to  the  case  in  which  the  shorter  dis- 
tance is  wholly  within  the  longer  distance.     Complaints 
alleging  undue   favor   for   long-distance  traffic  are   fre- 
auently  to  be  found  in  the  testimony.     One  witness  ^^^-^^^^ooJJ'ojJ?*^'^*^'* 
the  extreme  ground  that  rates  ought  to  be  proportioned 
to  distance,  while  many  of  those  who  desire  the  aelegation .^ioo'm^rPI^"* 
of  rate-making  power  to  be  exercised  in  a  quasi-legislative  2313;  Mr.Kmipp; 
manner  contend  that  the  element  of  distance  should  receive  ^^^' 
greater  weight  than  it  is  commonly  accorded.    On  the  other 
hand,  supporters  of  such  legislation  quite  generally  con- 
demn the  '"  mileage  basis,"  and  some  declare  that  its  appli- 
cation would  be  "'destructive." 

Those  who  believe  that  long-distance  traffic  is  unduly 
favored  allege  that  it  results  in  ''economic  waste"' and 
better  industrial  methods  would  secure  to  each  produ(»ing 
community  a  larger  share  in  the  business  of  the  near-by 
markets  while  somewhat  restricting  its  access  to  those 
farther  away.  They  contend  that  the  amount  of  long-dis- 
tance business  neither  reduces  the  prices  of  (!ommodities 
nor  increases  their  consumption,  but  merely  leads  to  a 
wider  distribution  of  the  products  of  particular  regions 
without  increasing  their  sales  and  at  the  expense  of  other 
regions.  The  extreme  contention,  on  the  other  hand,  is 
that  the  best  results  are  attained  when  the  largest  practica- 
ble numl)er  of  producers  is  given  access  on  substantially 
equal  terms  to.each  market,  and  that  the  competition  thus 
created  does  result  in  better  methods  of  production,  lower 
prices,  and  consequentl}^  increased  consumption.  They  2^'^-^J^«5^^^^' 
contend  also  that  the  acceptance  of  long-distance  traffic  atssc-  Mr*.  Hin««| 
relatively  low  rates  does  not  in  any  degree  increase  the  JSand, m9;  Mr! 
burden  upon  short-distance  tmffic,  but  that  if  something  is^*"^*  ''^• 
secured  from  the  former  class  beyond  the  expense  of 
handling  it  there  is  a  contribution  to  fixed  charges  which 
reduces  the  amount  that  must  be  raised  from  local  business. 

Far  the  greater  number  of  complaints  of  this  sort  pre-  Mr.  staples. 31, 
sented  to  the  Interstate  Commerce  Commission  have  related  49!  ^'r.  "cowalJ; 
to  in.stances  in  which  the  shorter  distance  is  included  in{y*||2  8!3"846^X 
the  longer  distance.  It  is  unquestionably  difficult  for  theTutiie.  919/921; 
residents  of  any  community  to  understand  that  there  can  971!  ?oo9,"io7T. 
be  a  sufficient  reason  for  higher  charges  upon  traffic  J^J:  ^j[}^-  ^^_ 
received  by  them  than  for  the  same  articles  originating  at^oin  1241:  Mr. 
the  same  point,  carried  over  the  same  line,  through  their  rvlraVfii.  Aiken! 
own  town,  to  a  more  distant  destination.  Piirticuhir  allu- 1^?:  il^^^JiH?' 
won  18  found  m  the  testimony  to  complaints  of  this  char- 1«36,  mo.  Mr. 
ncter  on  the  part  of  the  cities  of  Spokane  and  Denver.     In  i^^^^^i  B^n- 
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jopfin^.wfs'; Mr  ^  ^^  adjustments  of  this  8ort  it  is  ur^ed  that  the 

cummiiw,  2088;  lowei'  mtes  to  more  distant  points  are  established  in  the 
^i;  Mr^^Ri^;  f^ce  of  Conditions  which  leave  to  the  carriers  no  alterna- 
mT*  ^mmte^^^^^  ^^  their  acceptance  other  than  the  complete  abandon- 
8227,  3228,  8233';  mcnt  of  the  longf-distance  traffic. 

Mr.    Fifer,   3839.  ^ 

3840;  Mr.  Knapp,  3294.3307:  Mr.  Withers.  3438,  3444:  Mr.  Willcox,  3651:  Mr.  Tuttle,  91H. 
921;  Mr.  Hines,  1071,  1100,  1107:  Mr.  Lincoln.  1211:  Mr.  Vining:.  1683.  1684.  1685,  1686. 1687; 
Mr.  Bacon,  1808;  Mr.  Ripley.  2:«7:  Mr.  Adams,  2913.  2917:  Mr.  Hover,  3251,  3258,  3260.  3261. 
3282;  Mr.  Elliott,  3283.  3284,  328(i.  3288:  Mr.  Fifer,  :i«6,  3334i. 

It  is  suggested  by  those  who  defend  these  adjustments 
that  the  rates  to  the  intermediate  points  are  in  themselves 
reasonable,  and  as  low,  if  not  lower,  than  they  could  be 
made  if  the  carriers  withdrew  entirely  from  the  transpor- 
tation to  the  more  distiint  points.  Usually  the  conditions 
alleged  to  require  the  lower  rates  for  the  longer  hauls  are 
the  result  of  competition  by  other  carriers  which  compete 
for  business  between  the  same  points.  These  may  be  car- 
riers not  subject  to  the  Interstate  Commerce  law,  as,  for 
instance,  those  operating  over  water  routes  or  in  adjacent 
foreign  countries,  or  circuitous  routes  which  are  subject 
to  the  law.  Another  kind  of  competition,  which  has  bieen 
urged  in  defense  of  a  similar  adjustment,  is  that  of  inde- 
pendent sources  of  supply  which  arc  available  to  the  longer- 
distance  points,  but  are  not  so  strongly  competitive  at  the 
intermediate  points. 

CONSTITUTIONAL   AND   LEfJAL   PRINCIPLES. 

The  divergence  of  views  entertained  by  witnesses  upon 
fundamental  questions  of  industrial  organization  are  no 
more  marked  than  is  the  divergence  of  views  entertained 
upon  constitutional  and  legal  questions,  which  will  now  be 
passed  in  review. 

Ca?i  Camjress  confer  the  rateriiakmg  pmrerf — It  seems 
to  have  been  assumed  by  many  of  the  witnesses  that  the 
power  of  Congress  over  rates  and  the  ability  of  Congress 
to  delegate  that  power  to  a  commission  is  beyond  the  realm 
of  reasonable  discussion,  but  a  review  of  the  testimony 
quickly  dispels  that  assumption.  The  views  entertainea 
cover  a. wide  mnge  of  opinion,  and  seem  to  raise  consid- 
erable uncertainty  as  to  the  character  of  the  powers 
bestowed  upon  Congress  by  the  Constitution.  The  testi- 
mony upon  this  point  raises  four  distinct  questions,  all  of 
which  imply  a  certain  degree  of  limitation  upon  the  abil- 
ity of  Congress  to  clothe  a  commission  with  the  rate- 
making  power. 

First.  The  counsel  of  the  Chicago,  Milwaukee  and  St. 
Paul  Railway  assumes  that  the  determination  of  a  rate  is 
equivalent  to  the  exercise  of  legislative  authority,  and 
claims  that  it  would  be  a  "Hagrant  and  reckless  disregard 
of  fundamental  principles"  to  delegate  that  powder,  and 
supports  this  opinion  by  a  (|Uotation  from  Cooley\s  Con- 
stitutional Limitations,  a  quotation,  it  may  be  remarked 
in  passing,  which  is  repeated  by  quite  a  number  of  other 
witnesses: 
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One  of  the  settled  rnaximB  in  constitutional  law  is  that  the  power    4th  ed.,  p.  141. 

inferred  upon  the  legislature  to  make  laws  can  not  be  delegated  by 

lat  department  to  any  other  body  or  authority.     Where  tne  sover- 

gn  power  of  the  State  has  located  the  authority,  there  it  must 

main,  and  by  the  constitutional  agency  alone  the  laws  must  be 

ade  until  the  constitution  itself  is  changed.     The  power  to  whose 

dginent,  wisdom,  and  patriotism  this  high  prerogative  has  been 

trusted  can  not  relieve  itself  of  the  responsibility  by  choosing  other 

rencies  upon  which  the  power  shall  be  devolved,  nor  can  it  substi- 

ite  the  judgment,  wisdom,  and  patriotism  of  any  other  body  for 

loee  to  which  alone  the  people  have  seen  fit  to  conhde  this  sovereign 

ust. 

The  witness  continues: 

This  being  the  fundamental  rule  as  to  the  States  in  general  which    Mr.  Peck,  1307. 
ive  inherent  power,  much  more  is  it  the  rule  as  to  Congress,  which  has  N^mo^^Si  ^'* 
ceived  the  power  from  the  States.     Congress,  holding  this  power  as 
le  ag:ency  of  the  States,  cau  not  pass  it  on  to  a  new  agency  of  its  own 
nation.  * 

Second.  The  President  of  the  Boston  and  Maine  Kail- 
Mid  draws  a  distinction  between  the  Federal  and  State 
>mmissions  as  follows: 

There  is  no  right  in  Congress  or  in  the  National  Government  to  regu      Mr.Tiittle,  909. 
te  the  railway  rates  of  the  country  because  they  have  eminent  do- 
ain  or  because  the  owners  are  rich.     The  governments  of  the  States 
ive  the  right  to  regulate  every  railroad  within  their  Iwrders  as  to  • 

terstate  traffic,  because  they  have  given  the  charters  to  the  railroads, 
id  as  a  |)art  of  the  conditions  in  almost  every  instance  it  has  been 
•ovide<l  m  their  charters  that  the  child  of  the  State  should  be  sub- 
ct  to  the  general  future  government  of  that  State. 
I  think  there  is  no  reconi  of  a  c^ase  where  the  National  Government, 
her  than  in  territory  owned  by  the  Government,  has  ever  under- 
.ken  to  issue  a  charter  to  a  railroad,  either  interstate  or  intrastate; 
id  therefore  the  right  which  the  (Government  has  over  the  railroad 
569  not  come,  in  my  judgment,  from  any  use  of  eminent  domain  or 
3caiise  it  is  a  corporation,  but  because  the  (Government  possesses, 
ider  the  Constitution,  the  power  to  regulate  commerce  among  the 
:ates  and  with  foreign  nations  and  with  the  Indian  tribes,  and,  fur- 
ler,  because  it  possesses  an  efficient,  but  perhaps  indefinable,  police 
3wer  to  prevent  oppression  of  the  people  of  the  United  States  by 
lybody,  whether  it  be  a  railroad  corporation  poor  or  a  railroad  cor- 
^ratioii  rich. 

Third.  A  third  i>oint  of  view  is  submitted  bv  the  coun- 
jl  of  the  Louisville  and  Nashville  Railroad,  who  rests  his 
inclusion  upon  the  jissumption  that  there  is  no  differ- 
rioe  between  the  grant  of  the  mte-niaking  power  by 
bngress  to  a  commission  and  the  grant  of  such  a  power  to 
coordinate  bran(;h  of  the  Government.  He  quotes  the 
)llowing  from  Mr.  Justic^e  Lamai*: 
That  no  part  of  this  legislative  power  can  be  delegated  by  Congress    143  r.s.637. 

>  any  other  department  of  the  Government,  executive  or  iudicial,  is 
1  axiom  in  constitutional  law,  and  is  universally  recognized  asaprin- 
ple  essential  to  the  integrity  and  maintenance  of  the  system  of  gov- 
nment  ordained  by  the  Constitution.  The  legislative  power  must 
'main  in  the  organ  where  it  is  lodged  by  that  instrument. 

The  following  Question  l)y  a  member  of  the  committee 
ad  the  answer  tnereto  by  the  witness  makes  clear  the 
iterpretation  which  the  witness  placed  upon  the  language 
uoted: 
Senator  For  A  K  BR.     ♦    ♦    ♦    The  question  is  now,  if  you  are  going    '^44. 

►  apply  that  decision,  whether  or  not  delegating  this  power  to  a 
muniflsion  is  the  same  as  delegating  it  to  a  coordinate  branch  of  the 
oremment,  the  executive,  or  the  Judicial.     In  other  words,  is  not 
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this  Conimission  a  part  of  the  legislative  department  of  the  Govern 
ment?  Does  it  not  belong  to  the  legislative  department  instead  of  to 
either  of  the  other  departments? 
Col.  stone,  244.  Colonel  Stone.  From  a  constitutional  standpoint  I  think  there  is  no 
difference.  If  the  power  can  not  be  delegated  to  a  coordinate  branch 
of  the  (Government,  it  can  not  be  delegate<l  to  a  subordinate  commis- 
sion or  l)ody. 

The  point  of  view  submitted  by  the  witness  is  also  of 
interest  because  it  draws  a  distinction  between  a  strictly 
legislative  power  which  can  not  be  delegated  and  the  exer- 
cise of  an  administrative  power  for  which  Congress  may 

113 U.S., 692.  lawfully  provide  by  specifac  enactment,  the  authority  for 
this  distinction  being  found  in  the  case  of  Field  7\  Clark, 
where  the  question  at  issue  was  the  right  of  Congress  to 
bestow  upon  the  President  authority  to  suspend  the  opera- 
tions of  the  Act  in  question  by  proclamation  after  the 
avscertainment  of  certain  facts. 

With  regard  to  the  language  of  Mr.  Justice  Brewer  in 
the  Maximum  llate  case  (quoted  below),  to  the  effect  that 
Congress  might,  had  it  ch(Vsen,  have  conferred  the  power 
to  fix  a  rate  upon  "  some  subordinate  tribunal,'-  the  witness 
asserts  '^that  much  of  the  opinion  is  dictum, '*'  because — 

Col.  stone,  246.  the  point  decided  was  aw  to  what  Congress  had  done,  not  what  it 
could  do.  I  know  of  no  deciHion  of  the  Supreme  Court  saying  ex- 
pressly that  this  power  can  l)e  conferred  constitutionally  by  Con- 
gress. 

Bond  *3m-i^'  Fourth.  A  fourth  point  is  submitted  by  the  counsel  of 
*  the  Atchison,  Topeka  and  Santa  Fe  Railwa\%  who,  while 
admitting  that  Congress  can  confer  the  power  of  determin- 
ing a  maximum  mte  upon  a  commission,  yet  asserts  that 
Congress  can  not  pass  an  act  giving  to  a  commission 
general  discretionarj'  powers  over  rates.  His  language 
IS  as  follows: 
^I^.  Mumwetz.  y^  doubt  Congress  can  by  law  prescrilw  general  rules  for  the  regula- 
tion of  the  charges  of  railway  companies.  For  example,  Congress  can 
(as  it  did  in  the  interstate  commerce  act)  prohibit  railway  companies 
from  charging  unreasonably  high  or  extortionate  rates  and  can  pro- 
hibit them  from  discriminating  in  their  charges;  and  Congress  prol>ably 
can  establish  a  commission  or  other  admini.«trative  bodj'  with  power 
U)  carry  into  effect  such  general  rules,  including  power  to  make  orders 
detennining  prima  facie  what  rates  are  unreasoiiably  high  or  discrimi- 
natory, and  therefore  illegal  under  the  statute. 

Under  ?uch  a  law  the  function  of  a  commission  would  be  merely 
administrative  in  carrying  out  the  declared  legislative  will  of  CongresB 
to  prohibit  excessive  rates  or  unjustly  discriminatory  rates,  and  the 
CommiHsion  itself  would  not  l)e  vested  \>ith  the  legislative  power  of 
determining  according  to  its  own  arbitrary  will  or  ideas  of  policy  what 
rates  shall  be  charged  in  the  future.  Tnder  such  a  law  the  action  of 
the  Commission,  although  prima  facie  valid,  could  be  reviewed  and 
set  aside  by  the  courts,  and  the  carrier  could  not  be  deprived  by  the 
Commission  of  the  right  to  charge  any  rate  it  saw  lit,  provided  It  be 
not  unreasonably  high  or  unjustly  discriminatory. 

It  would  l)e  going  a  step  further  to  hold  that  Congress  can  pass  an 
act  giving  to  a  comnnssicm  general  discretionary  power  to  fix  future 
rates  at  any  j)oint  l>etween  the  maximum  rates  that  would  be  reason- 
able and  tile  minimum  rates  that  would  be  unconstitutional.  As  will 
be  pointed  out  hereafter,  the  exercise  of  the  discretion  of  the  Commis- 
sion in  such  a  case  would  not  be  subject  to  review  bv  the  courts. 
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Sach  a  delegation  of  power  would,  in  truth,  be  a  delegation  of  legisla- 
tive power;  it  would  oe  a  delegation  to  the  Commission  of  the  entire 
discretion  of  Congress  in  fixing  rates. 

In  view  of  the  importance  of  this  general  question  the 
chairman  of  the  Senate  Committee  on  Interstate  Com- 
merce requested  an  opinion  of  the  Attorney-General, 
respecting  the  constitutional  rights  of  Congress  over  rail 
way  rates.  In  this  opinion  the  entire  subject  is  submitted 
to  review  and  many  authorities  are  cited  in  support  of  the 
opinion  expressed.  The  opinion  closes  with  seven  conclu- 
sions, the  first  three  of  which  pertain  to  the  question  under 
review,  and  are  as  follows: 

1.  There  is  a  governmental  power  to  fix  the,  maximum  future  Mr.  Moody,  1674. 
charges  of  carriers  by  railroad  v^ted  in  the  l^islatures  of  the  States 

with  regard  to  transportation  exchisively  within  the  States  and  vested 
in  Conere^  with  regard  to  all  other  transportation. 

2.  Although  legislative  power,  properly  speaking,  can  not  be  dele-  q^^  .^^    JJJ* 
gated,  the  law-making  l)odv,  having  enacted  into  law  the  standard  of  Davenport.   190, 
charges  which  shall  control,  may  intrust  to  an  administrative  body  not  i^i- 
exercising  in  the  true  sense  judicial  power  the  duty  to  fix  rates  in  con- 
formity with  that  standard. 

3.  The  rate-making  power  is  not  a  judicial  function,  and  can  not  be  * 
conferred  constitutionally  upon  the  courts  of  the  United  States,  either 
by  way  of  original  or  appellate  jurisdiction. 

This  opinion  is  too  long  and  too  closely  reasoned  to  per- 
mit analysis  in  this  report.  It  may  be  found  in  the  second 
volume  of  the  testimony,  beginning  with  page  1662. 

The  opinion  of  the  Supreme  Court  in  the  Maximum  Rate 
ca^e,  which  seems  to  be  an  explicit  expression  by  the 
couil  in  support  of  the  claim  tnat  Congress  may  confer 
the  mte-making  power  upon  a  commission,  is  as  follows: 

Before  the  passage  of  the  act  it  was  generally  believed  that  there  i«7  U.  8..  494. 
were  great  abuses  in  railroad  management  and  railroad  transporta- 
tion, and  the  grave  question  which  (S)ngress  had  to  consider  was  how 
those  abuses  should  be  corrected  and  what  control  should  be  taken  of 
the  business  of  such  corporations.  The  present  incjuiry  is  limited  to 
the  (laestion  as  to  what  it  determined  should  l>e  done  with  reference 
to  the  matter  of  rates.  There  were  three  obvious  and  dissimilar 
conr^es  open  for  consideration.  Congress  might  itself  prescribe  the 
rates;  or  it  might  commit  to  some  subordinate  tribunal  this  duty;  or 
it  might  leave  with  the  companies  the  right  to  fix  rates,  subject  to 
regulations  and  restrictions,  as  well  as  to  that  rule  which  is  as  old 
as  the  existence  of  common  carriers,  to  wit,  that  rates  must  be 
reasonable. 

This  entire  question  of  the  right  of  Congress  to  confer 
upon  a  commission  the  fate-making  power  seems  to  turn 
upon  the  character  of  the  power  that  is  conferred.  Looked 
at  from  this  point  of  view  it  suggests  a  more  fundamental 
question,  namely,  the  extent  to  which  Federal  courts  are 
at  liberty  to  review  the  acts  of  Congress  and  the  orders  of 
the  administrative  body  to  which  Congress  intrusts  the 
execution  of  the  law.  This  brings  the  report  to  a  definite 
consideration  of  the  jurisdiction  of  the  Federal  courts. 

Jurisdiction  of  Federal  courtn, — This  question  was  con- 
sidered at  length  by  the  general  counsel  of  the  Atcliison, 
Topeka  and  Santa  Fe  Railway.  His  testimony  took  the 
form  of  a  discussion  of  certain  legal  propositions.     The 
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tirst  thvee  of  these  propositions  are,  in  effect,  (a)  that  the 
Common  Law  guarantees  the  shipper  and  consumer  against 
an  extortionate  rate,  (b)  that  the  Constitution  guarantees 
the  carrier  against  a  confiscatory  rate,  {c)  but  that,  between 
these  limits,  tliere  is  a  field  "  not  ^verned  by  the  applica- 
tion of  any  legal  principles."  The  following  is  the  lan- 
guage of  the  witness: 

^r.  Morawetz,      There  is  a  wide  range  between  a  rate  that  is  unreasonably  high  and 
'  therefore  illegal,  as  against  the  shipper,  and  a  rate  that  is  so  low  as  to 

be  confiscatory  as  against  the  carrier.  ♦  *  ♦  The  adjustment  of  the 
rate  between  these  two  extremes  would  depend  upon  considerations 
of  business  policy  and  would  not  l)e  governed  by  the  application  of 
any  legal  principles  or  definite  rules.  *  *  *  It  is  rarely,  if  ever, 
true  that  there  is  but  one  just  and  reasonable  rate  for  the  transporta- 
tion of  a  given  article  between  two  points.  In  nearly  every  instance 
there  is  wide  range  within  which  any  rate  would  be  just  and  reason- 
able, and  it  is  wholly  a  question  of  business  policy  at  what  point  the 
rate  shall  be  fixed  within  that  range. 

This  means  that  a  clearly  defined  line  is  drawn  by  the 
Constitution  between  the  courts  and  a  commission  or  other 
agency  clothed  with  quasi-legislative  functions,  and  that 
•the  power  to  determine  rates,  if  conferred  upon  a  commis- 
sion, will  not  be  subject  to  review  by  the  court  unless  such 
rates  are  attacked  as  extortionate  or  confiscatory.  On  this 
point  the  witness  expressed  himself  as  follows: 

Mr.  Moravvetz,  ^ir.  Morawetz.  *  *  *  My  seventh  point  is  that  Congress  can 
not  vest  in  the  courts  ])0wer  to  fix  future  rates  or  to  consider  and  pass 
upon  the  wisdom  or  policy  of  the  Commission  in  prescribing  a  jmrticu- 
lar  rate  which  is  neither  confiscatory  nor  unreasonably  hieh.  It  is 
well  settled  that  Congress  can  not  constitutionally  require  the  courts 
of  the  United  States  to  perform  any  duties  that  are  not  of  a  judicial 
character.  Congress  can  not  require  the  courts,  directly  or  indirectly^ 
to  perform  duties  of  an  administrative  or  of  a  quasi- legislative  char- 
acter.    [Here  the  witness  cites  authorities.] 

It  follows,  therefore,  that  Congress  has  no  constitutional  power  to 
re<iuire  the  courts  to  exercise  the  legislative  or  (juasi-legislative  action 
of  a  commission  in  fixing  the  rates  to  be  charged  by  railway  com- 
panies in  the  future. 

Senator  Dollivek.  Does  that  exclude  the  "notion  of  their  being  able 
to  find  whether  the  rate  fixed  by  the  Interstate  Commerce  Commis- 
sion is  reasonable  or  not? 

Mr.  MoR.\wETZ.  I  shall  endeavor  to  show  in  a  minute  that  it  all 
depends  upon  what  you  mean  by  the  word  "reasonable."  Congress 
can  require  the  courts  to  pass  upon  the  question  whf^ther  a  rate  faxed 
by  a  commission  is  contiscatorv.  It  can  also  require  the  courts  to 
determine  whether  a  rate  fixed  oy  a  commission  or  by  a  railway  com- 
pany is  excessive — illegally  high.  But  Congress  can  not  require  the 
courts  to  pass  ui)on  the  mere  business  policy  of  fixing  a  rate  anywhere 
between  those  two  extremes. 

On  another  occasion  the  witness  was  asked  the  follow- 
ing question: 

Mr.  Morawetz,  Senator  Cillom.  Mr.  Morawetz,  suppose  a  commit^^ion  fixes  a  rate 
*  *  *  can  the  courts  interfere  with  that  nite  unless  they  do  it  on 
the  ground  it  becomes  confiscatory? 

Mr.  Morawetz.  That,  sir,  would  depimd  altogether  upon  the  lan- 
guage of  the  act  of  Congress.  I  was  endeavoring  to  show  that  the 
only  questi(ms  that  c^n  constitutionally  be  subjected  to  review  by  the 
courts  are,  first,  whether  the  action  of  the  Commission  is  confiscatory, 
and  second,  whether  the  rate  is  extortionate  or  in  excess  of  the  max- 
inmm  rate  which  would  be  reasonable. 
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The  si^nitieance  of  this  distinction  between  judicial  and 
administrative  discretion  may  be  made  clear  by  reference 
to  a  well-known  fact.  A  study  of  the  records  of  the  Inter- 
state Commerce  Commission,  as  well  as  a  review  of  the 
testimony  submitted  to  this  committee,  discloses  a  large 
number  of  complaints  not  to  be  classified  as  presenting 
allegations  of  extortion  on  the  one  hand  or  of  confiscation 
on  tne  other;  or,  indeed,  of  what  the  courts  have  termed 
unlawful  discrimination.  Outside  of  secret  preferences 
and  rebates,  it  is  these  questions  of  relative  rates  and  of 
disparity  of  conditions  before  tlie  established  tariff  situa- 
tion which  are  made  the  basis  of  the  demand  for  remedial 
legislation.  It  is  of  course  open  to  discussion  whether  or 
not  Congress  desires  to  extend  governmental  supervision 
over  this  class  of  questions.  The  position  of  the  witness 
is  explicit  upon  this  point.  In  his  opinion  it  would  not  be 
wise  for  Congress  to  create  an  administrative  body,  all  of 
whose  decisions  were  not  subject  to  judicial  review.  He 
says: 

The  inii>ortance  of  the  point  which  I  am  making  is  this:  Any  act  of  Mr.  Morawetz, 
Conj^rese,  if  I  am  right  in  this,  veetinjr  in  a  commission  purely  discretion-  ^"^' 
ary  power  to  fix  rates  wouJd,  in  effect,  confer  upon  the  Connnission 
an'tOiTatic  and  uncontrolled  power  to  prescribe  the  rates  of  the  railway 
companies  throughout  the  United  States,  and  to  make  or  unmake  the 
prosperity  of  different  sections  of  the  country  so  far  as  that  depends 
upon  the  rates  of  transportation.  Any  provision  for  a  further  judicial 
scrutiny  of  the  action  of  this  Commission  would  be  entirely  illusory. 

Cnder  the  bills  that  have  been  introduced  in  Congress  the  only 
question  that  could  be  considered  upon  an  appeal  by  a  railway  com- 
pany w^ould  be  whether  the  rate  prescribed  bv  the  Commission  was 
contiscatory,  and  the  only  question  that  could  be  considere<l  upon  an 
appeal  by  a  shipi»er  would  be  whether  the  rate  prescriljed  by  the  Com- 
misBion  was  extortionate  or  discriminatory.  If  a  localityshould  be 
aggrieved  by  the  action  of  the  Commission  I  do  not  believe  that  it 
would  have  any  redress  whatsoever. 

No  other  witness  that  appeared  before  the  committee 
held  without  reserve  to  the  above  distinction  between  judi- 
cial and  administrative  discretion.  The  chairman  of  the 
Interstate  Commerce  Commission  doubts  the  ability  of 
Cx)ngress  to  confer  upon  any  administrative  ])ody  a  field 
for  the  exercise  of  administrative  discretion  which  courts 
can  not  invade,  as  will  be  seen  from  the  following  questions 
and  answers: 

Senator  Keax.  Let  me  ask  you  a  question  just  there.     If  the  fixing    Mr.  Knapp,33b8. 
of  a  future  rate  is  a  legislative  act,  then  the  court  probably  could  not 
review  it? 

Mr.  KxAPP.  Senator  Kean,  I  may  not  say  anything  here  unless  I 
"•peak  the  absolute  truth  as  1  see  it,  and  your  observation  suggests  a 
ver}' serious  question.  All  the  answer  lain  make  is  that  I  do  not 
know.  I  have  believed  that  if  a  law  conferred  upon  a  commission  the 
authority  in  such  a  case  as  this — one  of  these  (jontested  cases— to  sub- 
stitute a  reasonable  rate,  that  the  carrier  could  go  to  court  on  the  the- 
ory that  the  Commission  had  exceeded  its  authority  by  prescribing 
an  anreasonable  rate.  Now,  how  far  you  can  give  jurisdiction  to 
coarts  or  to  what  extent  they  will  take  it  1  think  no  lawyer  can  pre- 
dict with  any  confidence  until  the  question  has  I)een  decided. 

Senator  Kean.  Then,  in  any  act  we  drew,  if  we  gave  the  Commission 
power  to  fix  the  rate,  if  the  court  ha<l  any  jurisdiction  it  would  have 
to  be  decided,  would  it? 
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Mr.  Knapp.  That  is  the  way  the  matter  rests  in  my  mind.  I  have 
been  very  strongly  inclined  to  the  opinion  already  expressed  in  your 
hearing  that  there  is  no  such  difference  as  has  been  assumed  between 
a  rate  merely  unreasonably  low  and  a  rate  that  is  confiscatory. 

It  is  no  part  of  this  report  to  express  an  opinion  upon 
the  correctness  of  these  contlieting  point^t  of  view  relative 
to  the  ability  of  the  courts  to  review  all  questions  that 
arise  in  the  considemtion  of  reasonable  rates;  but  it  is 
proper  to  emphasize  the  bearing  which  this  distinction  ha.** 
upon  the  immediate  question  submitted  for  the  determina- 
tion of  the  committee. 

^r.  Morawetz,  p  Unless  we  are  to  have  a  great  deal  of  litigation,  a  great  deal  of  un- 
certainty, any  act  of  this  character — that  is  to  say,  an  act  which  con- 
fers upon  a  commission  the  power  to  determine  rates  intermediate 
between  confisi*ation  and  extortion — should  be  drawn  with  reference 
to  the  distinction    *    *    *    pointed  out. 

Moreover,  a  candid  statement  of  the  situation  waritintt* 
reference  to  the  converse  of  the  conclusion  so  emphatically 
stated  by  the  witness,  for  the  reason  that  the  comtMirison 
thus  suggested  presents  the  question  of  public  policy  in- 
volved in  current  proposals  for  further  remedial  legisla- 
tion in  its  clearest  lignt.  A  specific  rate  must  of  course 
be  fixed  for  every  commodity  presented  for  transporta- 
tion, and  it  must  be  fixed  at  some  point  in  the  i-ange  of 
possible  rates  between  confiscation  and  extortion.  If  the 
determination  of  this  actual  rate  by  Congress  or  by  a 
commission  is  superior  to  review^  by  the  court,  it  is  equally 
true  that  its  determination  by  traffic  officers  would  he  su- 
perior to  judicial  review.  It  is  suggested  by  the  testimony 
that  the  power  ''to  make  or  unmake  the  prasperity  of 
diff(»rent  sections  of  the  country"  referred  to  is  not  a 
power  that  originates  with  Congressional  enactment,  but 
peilains  necessarily  to  the  making  of  railway  rates  and  is 
inherent  in  the  administmtion  of  the  business  of  trans- 
portation. 

Assuming,  then,  merely  for  the  purjM^se  of  presentation, 
the  correctness  of  the  claim  that  the  court  can  not  review' 
the  reasonableness  of  intermediate  nites.  it  is  urged  that 
the  question  of  public  polic}'  presented  for  the  considera- 
tion of  the  connuittee  is  whetiier  the  enduring  prosperity 
of  the  country  is  safer  under  the  ''autocratic  and  uncon- 
trolled'' power  of  traffic  oIKcers  or  under  the  ^'autocratic 
and  uncontrolled"  power  of  an  administrative  bureau.  As 
a  matter  of  fact,  neither  of  tliese  agencies  could  act  in  an 
utterly  autocratic  manner  or  be  wholly  free  from  control. 
The  one  would  work  under  the  restraints  of  commercial 
forces  and  the  other  under  the  restraints  of  statutory  rules 
of  administration.  Which  is  the  safer  method  of  procedure 
is  the  problem  of  public  policy. 

Rate  ctnitrol  hij  judiridl  pr(Kr.sH, — It  is  admitted  that  if 
legislative*  discretion  is  to  Ik*  applied  to  the  control  of 
future  interstate  railway  rates  it  nuist  be  done  bv  the  di- 
rect action  of  Congress  or  by  some  agency  to  winch  some 
portion  of  the  legislative  discretion  can  lawfully  be  dele- 
gated.    But  the  testimony  discloses  a  sharp  difference  of 
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pinion  between  certain  witnesses  who  believe  that  Con- 
ress  having  established,  in  such  detail  as  it  shall  see  fit, 
le  standards  of  absolute  and  relative  reasonableness,  com- 
liance  with  those  standards  can  be  secured  through  the 
[nited  States  courts.  This  proposition  is  strongly  main- 
lined by  certain  witnesses  and  as  strongl}'  combated  by 
thers. 

In  support  of  it  the  suggestion  is  made  that  the  courts  Hi^™^g|'  Jjj* 
f  Common  Law  always  had  power  to  determine  a  reason- 87fi3f\r.  tecki 
ble  nite  for  a  service  which  nad  been  performed  in  order  ^'^jj^;  ^'* 
0  award  damages  when  a  higher  rate  had  been  collected, 
nd  that  it  has  already  been  held  that,  under  the  Elkins 
iWj  the  Federal  courts  have  jurisdiction  to  enjoin  the  col- 
jction  of  a  rate  which  has  l>een  found  to  be  discriminatory, 
t  is  contended  that,  in  order  to  condemn  an  existing  rate, 
t  is  necessary  to  determine  what  mte  would  have  been  rea- 
Dnable,  and  that  this  being  done  the  order  of  the  court  ma}' 
o  so  far  as  to  prohibit  the  collection  of  anything  beyond 
be  rate  so  found  to  be  reasonable.  It  is  maintained  fur- 
lier,  that  if  a  decree  of  this  sort  can  not  be,  or  ought  not 
5  be,  authorized,  it  would  be  practicable  for  Congress,  by 
general  statute,  to  make  rates  so  found  to  have  been  rea- 
onable  under  existing  conditions  the  only  lawful  rates  dur- 
tiff  the  continuance  of  similar  conditions. 

The  chief  reliance  of  those  who  oppose  these  legal  viewso^^^^^jJiJ; 
i  upon  the  assertion  in  the  Maximum  Kate  case  that  the  Mather.  1470. 
ower  to  prescribe  a  rate  for  the  future  is  essentially  a 
jgislative  power  and  upon  the  opinions  of  the  Attorney- 
reneral  and  the  Intei'state  Commerce  Coiftmission  to  the 
ame  effect.  The  practical  bearing  of  this  contention  has 
Iready  been  noted. 

T/o'  j/rcfe/vfire  r/au^r  of  fhr  ConHfUnthyiu — Another 
uestion,  respecting  which  witnesses  have  expressed  diver- 
ent  opinions,  that  threatens  to  become  a  controverted 
oint  in  the  further  development  of  public  control,  should 
Jongrcss  see  tit  to  confer  the  ratt^-making  power,  pertains 
0  the  correct  interpn^tation  of  the  preference  clause  of 
he  (Constitution,  and  the  proprietv  of  its  application  to 
aland  commerce. 

Article  I,  section  9,  clause  6,  of  the  Constitution  con- 
wns  this  provision: 

No  preferonoe  shall  Ik?  given  by  any  regulation  of  commerce  or 
jvenue  to  the  ports  of  one  State  over  those  of  another. 

Quite  a  number  of  witnesses  make  this  clause  the  pre- 
lise  for  the  conclusion  that  Congress  is  constitutional! v 
leapacitated  for  exercising  effective  jurisdiction  ov  er  rail- 
ray  rates.  The  argument  is  as  follows:  Discriminations 
f  one  form  or  another  are  absolutely  essential  for  tlie 
^tisfactory  adjustment  of  niilway  tariffs,  but  that  neither 
!ongre»s  nor  any  agency  that  Congress  might  create  could 
unction  or  establish  such  discriminations: 

Nobody  will  diBpute  that  when  the  Government  makes--  a  rate,  either    Mr.  Peck.  1309. 
jr  direct  act  of  Congre*f6  or  through  the  agency  of  the  lnterr*tate 
ommerce   Ck>mmif>sioQ,    it    i^   making  a  regulation  of    commerce, 
npoeed  by  our  Constitution. 
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The  question  which  we  have  to  meet  in,  Can  the  Interstate  Com- 
merce Commission — which,  under  the  Esch-Townsend  bill,  will  stand 
in  the  place  of  Congress,  certainly  with  no  more  powers  than  Congress 
would  have — make  any  preferences  in  its  regulations  of  the  fK>rt8  of 
one  State  over  those  of  another? 

If  the  constitutional  provision  applies  and  is  binding  upon  the 
Interstate  Commerce  Commission  they  can  not  make  preferences;  but 
if,  on  the  other  hand — as  they  themselves  insist — tney  will  not  be 
governed  by  this  constitutional  provision  in  the  making  of  rates,  then, 
1  submit,  the  power  should  never  be  given  to  them.  It  is  an  open 
question  to-day  which  would  be  the  greater  calamity  to  the  people  of 
tne  United  States,  to  have  the  constitutional  provision  api)lied  so  that 
only  distance  tariffs  could  be  made  to  the  ports  of  competitive  StAtes, 
or  to  have  it  held  that  the  constitutional  provision  does  not  applvand 
may  be  disregarded.  In  either  case  the  evil  consequences  would  be 
far  beyond  calculation. 

Another  witness  says: 

Mr.  Nimmo,  153.     In  case  the  Supreme  Court  should  hold  that  an  act  conferring  the 
Mines  1^-  Mr!  rate-making  power  upon  the  Interstate  Commerce  Commission  is  sub- 
wllcox,3637;  Mr!  ject  to  the  constitutional  limitation,  '*  No  preference  shall  be  given  by 
Davenport,    179;  any  regulation  of  commerce  or  revenue  to  the  ports  of  one  State  over 
Mr.  Mather,  1467.  ^i^Qgg  ^^^  another,"  it  appears  probable  that  such  a  statute  would  in 
practice  be  nugatory  for  the  reason  that  any  regulation  of  relative  rates 
to  or  from  the  ports  or  markets  of  any  two  States  by  the  Commission 
might  be  alleged  to  violate  the  constitutional  inhibition  against  pref- 
erence to  the  ports  of  one  State  over  those  of  another. 

The  extreme  supporters  of  the  opinion  that  the  prefer- 
ence clause  of  the  C-onstitution  incapacitates  Congress  for 
dealing  with  the  rate  question  interpret  this  clause  in  re- 
spect to  railway  tariffs  as  meaning  that  a  commission,  or 
any  agency  to  which  Congress  might  delegate  its  author- 
ity, would  be  obliged  to  adopt  the  mileage  basis  for  the 
construction  or  modification  of  a  tariff  schedule. 

The  above  view  of  the  constitutional  provision  under 
consideration  is  opposed  by  the  Interstate  Commerce  Com- 
mission and  b}'  the  Attorney-General,  whose  opinions  were 
submitted  at  the  request  of  the  committee. 

Interstate  Without  attempting  to  discuss  the  question  at  length,  or  to  point 
Sffltonf  966  °^  out  the  absurd  consequences  to  which  a  contrarv  conclusion  would 
lead,  the  Commission  holds  with  the  utmost  confidence  that  the  exer- 
cise of  authority  for  the  regulation  of  rates,  as  proposed  in  the  Esch- 
Townsend  bill,*  would  not  be  controlled  or  limited  in  any  degree  by 
the  above-quote<l  provision  in  the  Constitution.  If  it  be  assumed,  as 
it  certainly  is  not  conceded,  that  this  provision  has  any  application  to 
charges  for  transportation  to  and  from  the  several  ports,  it  would 
seem  that  such  rates  should  be  so  adjuste<i  as  to  avoid  the  prohibited 
preference.  To  establish  the  same  rates  from  a  given  point  to  all  ports 
would  obviously,  as  it  seems  to  us,  prefer  the  most  distant  port.,  other 
things  being  equal.  To  establish  rates  on  a  uniform  mileage  basis,  so 
that  distance  alone  det^^rmined  the  relation  of  rates,  would  in  many  if 
not  most  cases  result  as  a  practical  matter  in  the  actual  preference  of  one 
port  over  another.  And  this  is  all  the  more  apparent  in  view  of  thefiact 
that  numerous  ''ports"  have  l)een  established  from  time  to  time  at 
various  point«<  in  the  interior.  If  the  constitutional  restraint  is  held 
to  apply  at  all  to  railroa<i  charges,  which  appears  to  us  improbable, 
then  the  question  of  what  constitutes  a  preference  depends  upon  a 
variety  of  circumstances  and  conditions  besides  the  element  of  dis- 
tance.' In  short,  upon  that  theory,  it  would  l)e  necessary  to  determine 
in  each  case  the  proper  a<ljustment  of  rates  which  would  place  differ- 
ent ports  upon  a  basis  of  relative  equality;  and  that  is  precisely  the 
aim,  among  other  things,  of  the  act  to  regulate  commerce  and  of  the 
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measure  in  question.  The  establish iiient  of  a  differential  might  be 
and  often  would  l)e  the  appropriate  and  only  method  of  accomplish- 
ing the  purpose  of  the  constitutional  limitation. 

The  opinion  of  the  Attonicy-General  is  supported  by 
reference  to  the  history  of  the  clause  a«  well  as  to  deci- 
sions of  the  courts.  His  conclusions  upon  the  point  in 
<|uestion  are  as  follows: 

Any  regulation  of  land  transportation,  however  exercised,  would    Attorney- Gen- 
seenito  be  so  indirect  in  its  effect  upon  the  ports  that  it  could  not  con-       ' 
stitute  a  preference  between  the  ports  of  different  States  within  the 
meaning  of  Article  1,  section  9,  paragraph  6,  of  the  Constitution. 

Reasonable,  just,  and  impartial  rates  determined  by  legislative 
authority  are  not  within  the  prohibition  ot  Article  I,  section  9,  para- 
graph 6,  of  the  Constitution,  even  though  they  result  in  a  varying 
charge  per  ton  |>er  mile  to  and  from  the  ports  of  the  different  States. 

Three  questions  must  be  considered  before  the  practical 
point  raised  by  the  consideration  of  the  preference  clause 
of  the  Constitution  may  he  answered.     These  are: 

First.  What  basis  for  the  adjustment  of  rates,  if  any, 
is  required  by  this  clause  ( 

8econd.  If  the  mileage  basis  is  required,  is  it  a  desimble 
ba.sis^  and 

Third.  What  is  a  port  of  the  United  States  within  the 
meaning  of  this  clause'^ 

The  testimony  suggests  three  possible  answers  to  the 
first  inquiry. 

First.  That  rates  proportioned  to  mileage  are  required; 

Second.  That  equal  rates  to  and  from  all  ports  are 
required;  and 

Third.  That  the  preference  forbidden  is  only  an  undhe 
//r  uftreajtanable  preference,  and  that  if  the  rates  to  and 
from  the  ports  are  reasonable  in  themselves  and  in  their 
adjustment  to  each  other  the  clause  is  not  violated. 

This  last  "interpretation  would  lead  to  the  conclusion 
that  the  only  effect  of  this  clause  as  limiting  the  power  of 
legislative  control  over  rates  is  to  provide  for  a  judicial 
examination  of  any  regulation  when  it  is  alleged  to  bring 
about  the  preference  forbidden  b}^  the  Constitution. 

Of  the  many  w  itnesses  who  discussed  rates  proportioned 
to  mileage,  one  only  approved  the  mileage  basis.  Although 
a  number  of  witnesses  suggested  that  the  distance  factor 
should  be  given  greater  weight  than  •at  present,  it  was 
generally  urged  or  admitted  that  strict  adherence  to  a 
mileage  basis  would  be  seriously  disadvantageous. 

The  mileage  rule  can  not  be  applied  in  a  country  where 
the  average  length  of  haul  is  245  miles  and  the  possible 
length  of  haul  m  excess  of  3,()0()  miles.  Whetner  the 
distance  principle  could  be  applied  in  case  some  longer 
unit  than  a  mile  were  accepted  as  a  basis  of  the  tariff — as 
for  example,  1(K)  miles— was  not  touched  by  any  witness. 

The  questions  as  to  what  constitutes  a  port  of  the  United  ^^l^l""^^^^^^^ 
States  did  not  receive  discussion  be^^ond  an  enumeration  of  ^^ 
the  "ports"  created  by  Congress,  which  the  testimony 
shows  include  many  inland  points  and  points  located  in 
every  State  but  one. 
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RECOMMENDATIONS  AND  ARGUMENTS. 

Most  of  the  witnesses  who  appeared  })efore  the  commit- 
tee included  in  their  testimony  certain  recommendations 
relative  to  railway  legislation.  These  recommendations 
were  not  always  direct  or  formal  in  character.  Thus  the 
suggestion  that  no  further  legislation  is  needed,  or  a  crit- 
icism sufficiently  definite  to  indicate  clearly  the  character 
of  remedial  legislation  desired,  has  been  construed  as 
involving  recommendations.  An  observation  relative  to 
some  fundamental  principle  of  industry  or  transportation 
has  been  interpreted  in  the  same  manner,  a  remark  equally 
true  of  the  discussion  of  legal  principles.  It  thus  becomes 
evident  that  the  plans  and  proposals  about  to  be  submit- 
ted are  such  as  follow  naturally  from  the  analysis  and 
classification  of  the  testimony,  and  if  it  be  assumed  that 
the  testimony  submitted  to  the  committee  was  compre- 
hensive in  itself  and  representative  in  character,  it  is 
clear  that  these  plans  cover  all  the  possibilities  of  reme- 
dial legislation  which  it  is  practicable  for  Congress  to 
consider. 
landTTrS  3^^  ^^^  testimony  contains  one  comprehensive  suggestion 
not  covered  by  the  plans  submitted  below.  It  is  p>eculiar 
in  that  it  proposes  tne  national  incorporation  of  railways, 
an  official  valuation  of  railway  property  as  the  basis  of 
rate  regulation,  and  involves  the  employment  hy  Congress 
of  the  texing  power  as  well  as  the  power  to  regulate  rates 
and  to  supervise  railway  regulations.  This  plan,  however, 
is  presented  in  so  complete  and  satisfactory  a  manner  in 
the  testimony  that  it  does  not  appear  necessarv  to  include 
further  consideration  of  it  in  this  report.  Reference  is 
made  to  the  plan  of  Senator  Newlands,  of  Nevada. 

Minor  recoinmendatlons  cominon  to  all  plans  for  reme- 
dial legislation, — There  are  many  points  upon  which  all 
witnesses  who  favor  changes  of  any  sort  agree,  and  which 
are  common  to  all  plans  of  remediaf  legislation.  This  class 
of  recommendations  will  now  be  considered. 

Recominendation^  relutive  to  puhlicity  and  uniform  04^- 
couniinrf, — The  extent  to  which  the  Act  of  1887  relies  upon 
publicity  as  a  remedial  agency  in  the  exercise  of  super- 
visory control  over  administration  has  already  claimed  the 
attention  of  this  report,  and  there  is  nothing  in  the  testi- 
mony which  indicates  that  confidence  in  this  principle  has 
weakened  since  the  passage  of  the  Act.  On  the  contrary, 
the  recommendations  submitted  to  the  committee  relative 
to  this  point  were  addressed  very  largely  to  the  necessity 
of  rendering  that  remedy  more  efficient. 

The  testimony  contains  no  opinion  adverse  to  the  propo- 
sition that  the  Interstate  Commerce  Commission,  or  otner 
administrative  agency,  should  Congress  see  fit  to  create 
one,  should  have  full  and  free  access  to  all  books,  accounts, 
and  contracts,  w  hich  bear  in  any  way  upon  the  questions 
submitted  for  determination  or  advice.     This  unanimity 
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of  opinion  may  at  first  occasion  some  surprise,  but  a 
moment's  consideration  shows  it  to  be  both  retisonable  and 
logical.  To  the  extent  that  publicity  is  effective  the  de- 
mand for  direct  governmental  supervision  disappears, 
from  which  it  follows  that  those  who  oppose  a  broader 
jurisdiction  for  the  Commission  would  naturally  approve 
even  extreme  means  to  attain  publicity.  On  the  other  hand, 
those  who  advocate  the  conferring  of  enlarged  powers  upon 
the  Commission  contend  that  the  fullest  access  to  all  avail- 
able and  pertinent  information  is  essential  to  the  proper 
exercise  of  administrative  jurisdiction.  From  whichever 
point  of  view  the  question  is  considered,  therefore,  the 
quasi-public  character  of  the  business  of  transportation 
being  conceded,  a  properly  guarded  demand  on  the  part 
of  the  Government  for  information  must  be  acknowleaged 
to  be  a  reasonable  and  a  pertinent  demand. 

The  interpretation  granted  the  word  '*•  publicity  ■'  in 
existing  legislation  is  at  once  broad  and  comprehensive, 
as  may  be  seen  by  referring  to  that  portion  of  this  report 
which  deals  with  the  development  of  the  Act  of  1887.  As  p-  ^• 
far  as  the  right  of  investigation  conferred  by  the  Twelfth 
section  of  the  act  is  concerned,  there  seems  to  be  no  seri- 
ous complaint  at  the  present  time.  The  courts,  by  their 
interpretation,  have  upheld,  and  Congress,  by  its  amend- 
ments, has  strengthened  the  power  of  the  Commission  for 
the  investigation  of  complaints,  whether  such  investigation 
is  the  precurser  of  an  order,  of  a  prosecution,  or  of  a 
direct  appeal  to  public  opinion.  Perhaps  the  most  serious 
limitation  upon  the  ability  of  the  Commission  to  obtain 
adequate  information,  the  remark  being  confined  to  special 
investigations  as  distinct  from  periodic  reports,  is  disin- 
clination of  carriers  appearing  as  defendants  fully  to  sub- 
mit their  cases  to  the  consicferation  of  the  Commission. 
This  has,  in  part,  disappeared,  owing  to  the  attitude  of  the 
courts  toward  new  testimony  when  cases  are  submitted 
for  judicial  review,  but  the  possibility  of  embarrassment 
continues.  It  was  doubtless  with  the  purpose  of  over- 
coming this  difficulty  that  the  bill  recently  submitted  to 
the  House  of  Representatives,  known  as  the  Esch -Towns- 
end  bill,  sought  to  amend  the  act  of  1887  in  such  a  manner 
as  to  prohibit  offering  as  new  testimony,  when  a  case  comes 
before  the  court,  any  testimony  which  '^with  the  exercise  j^jSec.^r-',  h^. 
of  proper  diligence  could  have  been  offered  upon  the  hear-  58th  cong.,  ad 
ing^ before  the  Commission.''  session. 

The  significant  testimony  relative  to  publicity  submitted 
to  the  committee  at  its  Searings  pertains  for  the  most 
part  to  the  necessity  of  a  uniform  system  of  railway 
accounting  and  of  a  body  of  public  examiners.  The  motive 
which  underlies  these  suggestions  is  that  by  this  means 
unlawful  practices  on  the  part  of  the  railways  will  be 
discovered,  while  the  fact  of  possible  discovery  will  act  as 
a  deterrent  to  the  shipper  wnen  he  is  tempted  to  seek  an 
unlawful  advantage  and  to  the  carrier  w  hen  tempted  to 
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grant  it.  These  ideas  are  common  to  a  large  class  of  wit- 
nesses, as  is  evidenced  by  the  quotations  that  follow. 

The  chairman  of  the  Interstate  Commerce  Law  Conven- 
tion advocates  puhlic  exaniln^'s  in  order  to  obtain  evidence 
for  prosecution  in  cases  of  illegal  practice  on  the  part  of 
the  railways. 

Mr.  Bacon,  16.      Mr.  Bacon.  It  is  essential,  in  my  judgment,  that  the  books  and 
^-  papers  of  all  railway  corporations  should  l>e  not  only  open  to  insi)ection 

of  meml)ers  of  tfie  Commission,  hut  that  in8i)ector8  should  be 
appointed,  the  same  as  national-bank  examiners  are  appointed,  to 
examine  the  books  of  every  railway  corporation  in  the  country,  ami 
a  continuous  inspection  should  be  maintained  in  order  to  discover 
what  rebates  are  paid.  Then,  when  such  discovery  is  made  let  the 
matter  at  once  be  brought  before  the  Department  oi  Justice  for  pros- 
ecution of  the  offenders  *  *  *  I  would  advocate  the  establish- 
ment of  a  system  of  complete  inspection  of  the  railway  lx)oks  of  the 
company  similar  to  the  system  in  operation  with  reference  to  national 
banks. 

A  member  of  the  Interstate  Commerce  Commission 
includes  the  recommendation  for  uniform  accounting  and 
public  examiners  among  the  recommendations  submitted 
as  a  means  of  stopping  *'  the  pa3^ment  of  rebates."*" 

Mr.  Prouty,      Then,  in  my  judgment,  you  have  got  to  provide  that  some  tribunal 

2912.  shall  have  authority  to  prescril)e  the  form  in  which  the  books  of  these 

railroads,  which  refer  not  only  to  their  accounts  but  the  movement 

of  their  trathc,  shall  be  kept,  and  to  further  provide  that  that  tribunal 

may  at  any  time  examine  those  books. 

A  witness,  w  ho  for  years  had  been  connected  with  the 
traffic  department  of  imporUint  railways,  now  retired, 
appeared  before  the  committee,  and,  after  explaining  cer- 
tain of  the  discriminations  incident  to  railway  practice, 
said: 

Mr.  Vining.      These  are  cited  only  as  samples  of  the  methods  by  which  unjust 
l^^l-  advantages  may  l)e  given  to  certain  shippers  as  against  others. 

The  remedy  is  to  bestow  upon  the  Commission  or  its  duly  author- 
ized representatives  power  to  examine  the  books  of  all  railroad  com- 
panies, just  as  the  bank  examiners  now  have  power  to  examine  the 
books  of  all  national  banks.  Money  can  not  be  paid  out  by  a  railroad 
company  without  appearing  in  some  way  upon  its  books;  and  a  com- 
petent examiner  would  be  able  to  discover  the  payment  of  any  money 
improperly. 

The  counsel  of  the  Atchison,  Topeka  and  Sant4i  Fe  Rail- 
way approves  the  recommendations  under  considei*ation. 

Mr.  Morawetz,      There  are  some  particulars  on  which,  possibly,  the  law  could  be 
817-818.  strengthened.     One  of  the  dilticulties  has  been  to  obtain  the  evidence 

required  to  convict  offenders  of  any  violation  under  the  KIkins  Act.  If 
Congress  should  provide  that  the  Interstate  Commerce  CommisBion 
should  have  the  right  to  cause  the  lx)oks,  records,  and  vouchers  of  every 
carrier  and  every  shipper  engaged  in  interstate  commerce  to  be  exam- 
ined by  an  expert  accountant,  I  think  it  would  be  made  very,  very 
much  easier  than  it  is  to-dav  to  discover  violations  of  the  law'in  the 
form  of  rebates  and  di8<Timinations  of  every  kind;  and  1  do  not  think 
there  will  be  any  really  valid  objection  to  the  passage  of  an  act  of  that 
kind. 

In  partial  response  to  the  argument  against  the  necessity 
of  a  board  of  expert  examiners  that  the  Twelfth  section  of 
the  Act  to  regulate  commerce  now  confers  upon  the  Com- 
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mission  all  the  necessary  authority  for  securing  such  infor- 
naation  as  it  may  need,  an  attorney  representing  the 
Atlantic  Coast  Line  said: 

I  should  think  that  it  would  be  helpful  to  give  the  Commission  the  Mr.  H i  n  es , 
power,  through  its  experts,  to  investigate  the  books  and  papers  and 
vouchers  of  the  carriers  and  shippen?  with  respect  to  shipments  of 
interstate  commerce.  The  Commission  itself  has  the  power  now  to 
call  for  those  things,  but  of  course  it  could  be  exercised  with  a  great 
deal  more  facility  if  it  had  the  power  to  send  an  expert  to  examine 
these  things  without  having  them  actually  producea  at  a  session  of 
the  Commission. 

Some  witnesses  claim  that  rebates  or  other  forms  of 
illegal  expenditures  could  be  so  covered  as  to  elude  the 
discovery  of  expert  examiners.  ''  If  you  assume  at  the 
beginning,"  says  the  president  of  the  Boston  and  Maine 
Railroad,  "that  the  railroad  management  is  deliberately 
going  into  violations  of  the  law  it  is  not  going  to  make 
records  of  those  things  which  can  ever  be  found  out." 
It  was  doubtless  this  consideration,  as  also  a  recognition 
of  the  difficulty  which  even  an  expert  accountant  would 
experience  in  undertaking  the  investigation  of  a  strange 
system  of  accounts,  that  led  to  the  proposal  that  the  Com- 
mission be  authorized  to  prescribe  the  form  and  method 
of  accounting  for  the  carriers.  This  thought  was  expressed 
by  one  of  the  witnesses  as  follows: 

Mr.  Clements.  I  am  not  an  expert  in  the  business  of  bookkeeping,  3282. 
but  it  has  always  seemed  to  me  that  if  every  road  should  be  requir^ 
to  keep  the  same  kind  of  books,  so  that  an  examiner  could  go  into  a 
railroad  oflBce  and  find  every  class  of  items  on  the  same  l>ook  in  each 
office,  and  have  books  enough  to  cover  the  business,  it  would  be  a 
great  facility  afforded  if  the  papers  and  vouchers  could  be  entered, 
and  that  it  would  serve  sometimes  to  uncover  a  rebate — not  always. 

The  feasibility  of  a  uniform  system  of  accounts,  as  also 
the  method  by  which  the  organization  of  such  a  system 
niay  be  accomplished,  is  suggested  in  the  following  ques- 
tions and  answers: 

The  Chairman.  Then,  would  you  favor  a  uniform  system  of  book- 
keeping, to  \)e  prescribed  by  some  competent  authority,  say  a  com- 
mission or  someone,  so  that  the  books  would  show  all  transactions  of 
all  kinds? 

Mr.  ViNiNG.  Before  passing  upon  that  (juestion  absolutely  1  should  ^^^'  ^  *"^"*^'  ^^^**- 
wish  to  investigate  the  question  as  to  whether  such  a  system  is  prac- 
ticable; whether  it  meets  the  needs  and  necessities  of  all  the  railroads 
of  the  country  and  of  all  sections.  Some  of  them  have  interests  of 
one  kind,  some  of  another,  (lovemed  by  those  interests,  they  have 
adopted  systems  which  are  not  in  acconlance  with  each  other.  Be- 
fore attempting  to  make  a  change  I  should  wish  to  hear  from  them, 
to  see  whether  any  proposed  form  of  keeping  accounts  would  meet 
their  necessities — would  be  what  they  would  need;  if  not,  what  the 
trouble  was,  and  modify  it  accordingly.  I  do  not  think  any  one  plan 
could  be  struck  out  in  an  instant  by  any  one  man  or  any  body  wliich 
would  meet  all  the  necessities  of  the  case,  but  I  do  believe  that  by 
proper  consultation  and  consideration  such  a  result  could  finally  be 
attained. 

The  Chairman.  So  that  we  could  have  a  uniform  system? 

Mr.  ViNiNO.  So  that  you  could  have  a  uniform  system. 

The  above  exti-acts  from  the  testimony  of  the  witnc^sses 
who  appeared  before  the  eonunittee  suggest  the  many  points 
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of  view  from  which  the  proposal  of  uniform  accounting 
and  a  board  of  examiners  was  regarded,  and  are  here  sub- 
mitted as  a  recommendation  for  remedial  legislation  re- 
specting which  there  is  substantial  agreement  in  the  testi- 
mon3\  Should  this  recommendation  approve  itself  to  the 
committee,  and  should  it  be  thought  wise  to  intrust  the 
task  contemplated  to  the  Interstate  Commerce  Coumiission, 
it  would  probably  be  necessary,  in  providing  for  the  statu- 
tory expression  of  the  plan,  to  subject  the  rwentieth  sec- 
tion of  the  Act  of  1887  to  a  somewhat  radical  amendment, 
and  for  this  reason  a  word  respecting  this  section  may  not 
be  inappropriate. 

The  1  wentieth  section  of  the  Act  of  1887  provides  for  an- 
nual reports  from  the  carriers  to  the  Interstate  Commerce 
Commission.  It  seems  to  have  been  the  policy  of  the  Com- 
mission in  administering  this  section  to  content  itself  with 
what  could  be  accomplished  without  an  api)eal  to  the  courU 
for  the  enforcement  of  its  orders.  That  this  is  true  is  evi- 
denced by  the  fact  that  only  two  cases  have  been  presented  to 
the  courts  touching  the  interpretjition  of  this  section,  or  of 
the  right  of  the  Commission  under  it.  This  fact  may  per- 
haps be  explained  by  the  inherent  weakne^ss  of  the  section. 
Under  the  present  law  there  is  no  means  of  reaching  an  oflS- 
cial  who  falsifies  a  report,  for  the  reason  that  the  oath  which 
attests  the  accuracy  of  the  information  filed  rests  upon  an 
order  of  the  Commission  and  not  upon  statutory  enact- 
ment. 

Of  more  importance,  however,  is  the  absence  of  machin- 
ery, under  the  Twentieth  section,  which  is  adequate  to  en- 
force the  demands  of  the  Commission  for  information,  and 
the  fact  that  there  is  no  penalty  attached  to  the  disregard 
of  its  orders  requesting  such  information.  It  is  true  that 
a  special  case  in  equity  might  be  made  for  the  enforce- 
ment of  an  order  of  the  Commission  directed  against  a 
particular  carrier  relative  to  methods  and  forms  of  ac- 
counting, but  in  view  of  the  character  of  the  work  inci- 
dent to  the  administi-ation  of  the  Twentieth  section,  the 
Commission  has  apparently  not  thought  it  wise  to  proceed 
very  far  in  this  direction. 

It  is  evident,  in  case  the  reconmiendations  for  a  pre- 
scribed form  of  accounts  and  a  board  of  examiners  receive 
approval,  that  the  administrative  features  of  the  Twentieth 
section  must  be  strengthened  in  at  least  three  particulars. 
First,  the  oath,  in  cases  where  attestations  are  necessary, 
should  be  required  by  the  statute:  second,  definite  penal- 
ties should  be  prescribed  for  disregard  of  the  orders  of  the 
Commission  as  far  as  methods  of  accounting  and  methods  of 
reporting  are  concerned,  and  third,  statutory  provision, 
probably  provision  for  mandanuis  in  a  Federal  court,  should 
])e  made  for  the  enforcement  of  an  order. 

Rf'Connnen(hiti(nts  rdatire  t(t  jtrirate  rv^r/*. — Complaints 
incident  to  private  cars  under  the  conditions  attendiuj 
their  use  in  this  countrv  were  described  bv  witnesses  an 
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.should  be  held  in  mind  in  the  following  discussion  of  the 
remedies  submitted  in  the  testimony.     The  allegations  are: 

That  the  private-car  system  serves  as  a  means  of  paying    sec  references, 
rebates  to  favored  shippers.  ^'^' 

That  private-car  owners  are  frequently  dealers  in  the 
commodities  carried  in  their  cars,  and  this  dual  capacity 
of  carrier  and  merchant  gives  them  an  advantage  over 
their  competitors,  which  is  used  to  the  detriment  of  such 
competitors. 

That  exclusive  contracts  between  car  ow  ners  and  i*ail- 
ways  lead  to  evils  of  shipping  monopolies. 

That  the  railways  assume  no  responsibility  for  the 
charges  for  icing,  heating,  and  the  like,  which  are  services 
universally  conceded  to  be  essential  for  the  transportation 
of  certain  classes  of  goods,  a  fa(;t  which  leads  to  uhcertiiint}' 
as  to  the  conditions  of  shipment  and  which  tends  to  destroy 
those  conmiercial  relations  necessary  for  the  maintenan<»e 
of  a  free  and  stable  market. 

There  seems  to  be  no  difference  of  opinion  as  to  the 
necessitv  of  special  types  of  c^irs  for  transportation  of 
special  kinds  of  connnodities,  nor,  indeed,  of  the  special 
services  for  the  preservation  of  connnodities  while  in 
process  of  transportation.  The  peculiar  conditions  under 
which  fruits  and  meats  are  carried  and  the  necessity  of 
refrigeration  for  the  delivery  of  these  commodities  in 
good  condition  at  the  point  of  destination  illustrate  the 
principles  involved  in  this  controversy.  The  chief  objec- 
tion seems  to  arise  on  account  of  the  fact  that  private  per- 
sons or  corporations  and  not  the  railwa3's  are  the  owners 
of  this  special  equipment,  and  that  they  rent  their  cars  to 
the  railw^ays,  receiving  from  the  railways  a  rental  com- 
puted on  a  running  mileage  basis. 

At  first  the  railways  undertook  to  discourage  the  use  of  ^  mj.  ^?''*^^y- 
special  equipment  by  the  reduction  of  rates  if  commodities  ing«, net.  10,1904] 
were  shipped  in  ordinary  cars,  but  eventually  the  practice  p*** 
of  making  use  of  shippers'  cars  prevailed,  and  has  devel- 
oped to  such  proportions  that  many  of  these  shippers  fur- 
nish cars  not  alone  for  the  transportation  of  their  own 
i*ommodities,  but  rent  their  cars  to  the  railways  for  the 
transportation  of  goods  of  rival  merchants.     In  this  man- 
ner there  have  grown  up  in  this  country  great  equipment 
companies  which  have  taken  upon  themselves  the  task  of 
caring  for  certain  specialized  classes  of  transportution, 
while  at  the  same  time  they  are  closely  allied  in  linancial 
interest  with  corpomtions  engaged  in  manufacturing  and 
commerce. 

A  great  deal  is  said  in  the  testimony  submitted  to  the 
committee  about  the  cost  of  refrigeration,  heating,  special 
methods  of  packing,  and  the  like,  and  many  complaints 
are  made  alleging  that  the  charges  for  these  specialized 
services  are  exorbitant  as  well  as  respecting  the  failure 
of  the  published  tariffs  to  include  these  charges,  respect- 
ing the  division  of  responsibility  for  damages  sustained. 
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respect  in  ir  the  loss  of  control  by  the  shipper  over  the 
routing  of  his  ^oods,  and  the  like,  but  they  all,  upon  anal- 
ysis, come  back  to  the  fact  of  the  dual  capacity  sustained 
by  these  equipment  companies.  The  larger  number  of 
the  recommendations  foi*  remedial  legislation  are  addressed 
to  the  separation  of  the  activities  of  the  merchant  from 
those  of  me  transporter. 

The  most  simple  and  at  the  same  time  the  most  extreme 
of  the  ])roposals  submitted  to  the  committee  is  that  the 
railways  should  be  required  to  furnish  all  the  ecjuipment 
necessary  for  taking  care  of  all  kinds  of  trafhc.  This 
means  the  annihilation  of  the  private  car  system,  a  propo- 
sition which  was  clearly  expressed  bv  the  attorney  for  the 
Western  Freight  Shippers'  Association.  Other  witnesses 
might  be  quoted  in  support  of  this  reconmiendation. 

Senator  Ccllom.  You  come  here  to  urjre  their  being  placed  under 
the  intenstate-eoniiiieree  law;  *  *  *  that  i^  your  contention,  is  it  not? 
Mr.  Powell.  Mr.  Powell.  No,  Senator;  my  contention" is  that  they  be  exoludetl 
8717.  from  consideration;  that  your  lepfislation  be  directed  against  the  com- 

mon carrier,  the  railroad.  That  is  our  position.  In  these  hearing?! 
before  the  Interstate  Commerce  Commijision  I  have  proteste<l  against 
any  recognition  of  the  private  car  lines,  holding  that  the  problem  is 
one  between  the  complaining  pu])lic  and  the  railroads. 

Senator  Cullom.  I  should  iilcc  to  find  out  just  what  you  want  to  do. 

Senator  Clai'p.  That  is  an  interesting  (pu^stion,  Mr.  Powell,  but  the 
subject  under  consideration  ))v  the  committee  is  how  to  reach  the 
difficulty. 

Mr.  Powell.  Well,  I  will  answer  that.  The  theory  is  to  prevent  the 
common  carrier  from  hauling  upon  itr*  rails  a  [>rivately  owned  freight 
car,  and  1  have  in  mind  thi.s  that  i)erhaps  that  provision  aiiould  go 
into  effect  at  some  time  in  the  future,  but  that  it  should  now  he  declareil 
to  be  the  fixed  policy  of  the  law. 

The  argument  urged  against  the  proposition  that  each 
railway  sliould  maintain  adequate  equipment  for  special- 
ized service  rests  upon  the  ground  of  economy.  This 
argument  is  clearly  presented  by  the  president  of  the 
Boston  and  Maine  Railroad,  and  it  refers  to  Pullman  ears 
as  well  as  freight  cars. 

The  Boston  and  Maine  system  needs  in  the  winter  time  not  exceed- 
ing 100  Pullman  cars;  but  in  the  summer  it  would  need  four  or 
five  hundre<l.  In  the  summer  time  the  roads  to  Florida  and  souUiem 
California  net»<l  very  few  Pullman  cars,  but  in  the  winter  time  they 
need  a  lot  of  them.  '  The  consequence  is  that  the  Pullman  Company, 
owning  equipment  enough  to  furnish  the  roads  of  the  country,  is  able 
to  give  us,  when  we  need  them,  all  the  tmrs  we  need.  When  we  are 
through  with  them  the  other  sections  of  the  country  having  much 
travel  can  have  all  they  need.  Now,  if  you  were  to  say  to  u.s  **  You 
nmst  not  do  that;  you  must  supply  these  ciirs,'*  see  what  the  effect 
would  l>e. 
Mr.  Turtle.  «j:>7.  These  cars  cost  from  fifteen  to  twenty  thousan<l  dollars  apiece,  and 
the  Boston  and  Maine  road  does  not  need  them  more  than  four 
months.  Now,  should  we  be  called  upon  to  buy  3(X)  cars  at  $20,000 
apiece  and  put  them  on  sidetracks  for  eight  months  in  the  year,  so 
that  we  should  be  the  instrumentality,  and  not  the  Pullman  Company? 
The  name  thing  is  true  of  n^frigerators.  You  know  that  during  July  tfie 
peach  crop  movesfrom  (Georgia.  It  is  worth  everything  to  (^eorgia  to  get 
that  i)each  cro])  to  market.  But  after  that  j»each  crop  is  shinned  in  July 
they  may  have  nothing  to  send  in  refrigerator  cars.     Could  tlie  road's 
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in  North  Carolina  supnly  the  cars  for  that?  Take  it  again:  In  the 
earlier  season  they  sena  out  from  the  PamHco  Sound  region  in  North 
Carolina  60  or  70  cars  a  day  of  strawberries  for  a  week!  They  need 
those  60  or  70  a  day  as  much  as  the  fellow  in  New  Orleans  neede<i  his 
gun.  How  is  the  road  in  North  Carolina,  with  its  limite<l  facilities, 
going  to  supply  the  ship|)er  of  strawberries  and  small  fruits  with  the 
cars  which  would  be  required  by  them  for  two  or  three  weeks?  It  is 
an  utter  impossibility. 

This  objection  is  recognized  by  certain  witnesses  who 
vet  believe  in  the  annihilation  of  the  private-car  system. 
The  reconniiendation  submitted  by  this  class  of  witnesses 
is  that  the  railways  should  provide  the  equipment,  but  that 
this  may  be  done  by  any  means  which  approves  itself  to 
the  railwa3^s  from  a  business  point  of  view. 

A  slight  modi Hcation  of  this  point  of  view  was  expressed 
bN'  Mr.  Midgley  when  he  testified  before  the  Interstate 
Commerce  Commission  in  its  hearings  relative  to  private 
cars  in  1904.  The  economies  of  the  present  system  of  pri- 
vate cars  were  recognized,  and  when  asked  for  his  definite 
recommendation  relative  to  the  evils,  he  said: 

I  want  to  form  an  equipment  company  to  be  controlled  by  the 
railroads  and  that  would  treat  all  shippers  alike  *  *  *  an  equip- 
ment company  to  control  those  cars.  That  is  the  way  out  of^  the 
difficulty. 

The  type  of  basiness  organization  suggested  by  this  rec- 
ommendation is  that  of  unincorporated  fast  freight  lines. 
Some  such  organization  at  least  would  be  necessary  in 
order  to  provide  for  the  economic  distribution  of  special- 
ized cars.  For  illustration  of  this  point  reference  may 
again  be  made  to  the  testimony'  of  the  president  of  the 
Boston  and  Maine  Railroad.     He  sa3rs: 

Let  me  explain  a  little  further.  These  products  of  meats  are  pro-  Mr.  Tuttle,96«, 
(luced  in  certain  localized  sections,  and  out  of  those  localized  sections  ^7. 
ran  certain  railroads,  but  they  do  not  carry  the  traffic  to  destination. 
They  carry  as  far  as  they  go  and  then  hand  it  over  to  some  other  rail- 
road. Take,  for  instance,  the  Boston  and  Maine,  which  probably  car- 
ries into  Boston  90  per  cent  of  all  the  dressed  meats  from  the  West. 
It  has  various  lines  over  which  they  come,  but  it  does  not  originate  a 
pound  of  this  freight.  Now,  suppose  the  Boston  and  Maine  liailroad 
should  l)e  called  upon  to  supply  its  quota  of  refrigerator  cars.  It 
would  have  no  means  of  distributing  those  cars  or  getting  them  to  the 
point  of  origin  of  the  product  unless  the  intermediate  line  was  willing 
to  take  them  there. 

In  the  ownership  of  private  car  lines  you  have  a  central  distributing 
office,  which  insures  tne  movement  of  those  cars  to  the  point  where 
the  traffic  originates  with  all  the  promptness  necessary. 

A  second  class  of  recommendations  submitted  to  the 
committee  is  addressed  to  the  regulation  rather  than  to 
the  annihilation  of  the  private-car  system. 

Those  who  advocate  regulation  rather  than  the  annihila- 
tion of  the  private-car  system  propose  that  private-car 
companies  should  be  placed  under  tne  jurisdiction  of  the 
Interstate  Commerce  Commission.  This  suggestion  rests 
upon  the  general  principle  that  all  services  incident  to 
transportation,  whether  primary   or   accessorial,  should 
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be  subjected  to  the  same  supervision  and  regulation.     As 
expressed  by  a  shipper : 

Mr.  Dean.  267.  We  do  not  care  how  the  refrigerator  cars  are  provided,  whether  by 
the  railroad  companies  themselves  or  through  private-car  companies. 
It  may  be  that  the  private-car  system  is  the  better,  but  we  contend 
that  the  refrigerator-car  service  is  a  part  of  the  transportation  system, 
a  facility  of  the  public  highway.  No  matter  by  whom  the  cars  may 
be  owned  they  should  be  under  the  same  control  as  the  railroads. 
Until  this  is  done  we  do  not  feel  that  our  industry  is  safe  or  that 
there  is  any  prospect  for  its  permanent  growth. 

As  expressed  by  a  representative  of  the  railwa^^  interest: 

Mr.  Tuttie,  948.  Mr.  TuTTLE.  I  would  make  every  instrumentality  that  is  used  as  a 
part  of  railway  service  subject  to  the  interstate-commerce  law,  just  the 
same  as  the  railways. 

The  Chairman.  The  same  as  the  railways? 

Mr.  TuTTLE.  1  think  that  is  the  simple  thing  to  do. 

Senator  Cullom.  Would  you  interfere  with  the  ownership? 

Mr.  Tittle.  It  makes  a  difference  who  owns  things,  provided  they 
are  obliged  to  perform  their  service. 

Senator  CrLLOM.  Under  general  law? 

Mr.  Ti'TTLE.  Under  general  law.  In  answer  to  that,  Senator  Cul- 
lom, I  should  sav  it  would  not  make  anv  difference  at  all  if  one  man 
owned  all  the  railways  of  the  country;  the  railways  and  their  service 
are  the  things  that  are  regulated,  not  the  owner.  ' 

As  expressed  b}-  a  member  of  the  Commission: 

Mr.  Clements,     The  Chairman.  Would  you  suggest  any  amendment  to  the  existing 
^^^-  law  to  provide  that  the  private-c^r  lines  or  private-car  systems  be  put 

under  the  interstate-commerce  law,  subjecting  them  to  all  the  pro- 
visions of  law  relating  to  interstate  carriers? 

Mr.  Clements.  I  have  thought  that  it  was  necessary  to  the  ends  of 
justice  that  the  service  in  connection  with  refrigeration  should  in  some 
way  be  amenable  to  the  same  jurisdiction  that  the  freight  rates  are, 
however  that  ca.n  be  done. 

^r.  Clement!',  ^^d  the  witness  adds,  in  answer  to  another  question, 
that  the  c^r  lines  should  "'  publish  their  rat^s  like  the  rail- 
roads publish  freight  rates/' 

The  main  objection  to  the  above  plan  comes  from  the* 
shippers  who  make  use  of  this  class  of  equipment,  the 
ground  of  objection  being  that  the  shipper  loses  the  advan- 
tages that  arise  from  dealing  with  a  single  corporation. 
In  case  of  loss  or  damage,  for  example,  responsibility 
would  be  divided  and  adjustment  would  consequently 
become  more  difficult.  The  bisk  of  localizing  the  respon- 
silnlity  for  discriminations  also,  should  the  discrimina- 
tions complained  of  lie  in  the  character  of  services  ren- 
dered, would  ])e  increased. 

Senator  Doi.livkr.  It  has  been  suggested  that  the  interstate-com- 
merce law  be  so  amentled  as  to  include  these  private-car  line  companies 
engaged  in  interstate  commerce;  that  they  should  be  subjecteil  to  the 
interstate-corn niene  law,  and  be  required*  to  share  all  responsibilities 
of  a  common  carrier.  What  is  vour  objection  to  that? 
Mr.  Mead, 2696.  Mr.  Mead.  Simply  thin:  While  we  feel  that  that  would  be  a  distinct 
advantage  over  the  i)resent  situation,  yet  that  would  bring  into  the 
prol)lem  two  common  carriers  engagetl  in  our  business. 

Senator  Dolliver.  W'liat  difference  does  that  make  if  the  rates  are 
required  to  be  published  and  filed  with  the  Commission? 

Mr.  Mead.  It  would,  being  a  divided  resp  onsibility;  for  instance,  if 
a  car  arriveil  in  poor  order  tlie  Armour  Co  mpany  would  say  the  rail- 
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Is  were  to  blame,  and  the  railroad  companies  would  say  that  the 
aour  Car  Lines  were  to  blame;  so  there  would  be  a  divided  respon- 
Uty. 

\jS  a  meauH  of  obviating  the  objection  of  dividing  the 
ponsibility,  it  is  proposed  to  extend  the  meaning  of  the 
rd  "transportation"  to  include  all  services  rendered  in 
mection  with  the  carriage  of  goods.  This  proposal  re- 
•ds  the  business  of  transportation  as  composed  of  two 
sses  of  services — the  primary  service  of  carrying  the 
jds  and  the  accessorial  service  of  caring  for  the  goods 
ile  in  transit,  whenever  such  care  calls  for  special 
ilities  or  special  equipment.  The  proposition  under 
isideration  is  that  the  carrier  be  held  responsible  for 
'  accessorial  as  well  as  for  the  primary  service,  that 
I  tariff  should  be  the  tariff  of  the  carrier  and  not  of  the 
•  owner  and  should  include  the  charges  for  both  classes 
services,  and  that  any  action  of  any  kind  growing  out 
this  service,  so  far  as  warranted  by  Federal  statute, 
)uld  be  addressed  to  the  currier  and  not  to  the  owner  of 
jcial  facilities. 

This  opinion  finds  frequent  expression  in  the  testimony, 
e  following  quotation  states  clearly  the  point  of  view: 

would  make  the  railroads  responsible  for  everything  transported     Mr.    Cockrell, 

their  lines,  the  private  cars  and  private  car  lines  and  everything,  ^"^• 
would  make  them  rejwrt  to  the  Commission  just  as  they  do  now 
rates  for  everything.     They  rejx)rt  some  things  now.     I  would 

ke  them  report  everything— the  rates  for  icing,  and  everything  of 

t  kind.     I  think  the  railroads  ought  to  l>e  responsible  for  it. 

[t  should  be  noted  at  this  point  that  a  numl>er  of  wit- 
ises  denied  the  existence  of  the  alleged  abuses,  and  that 
,ny  shippers  in  refrigerator  cars  testified  to  their  satis- 
ition  witn  present  conditions. 

Recommetidations  rt'lative  to  tap  l!nt\  f/r  Industriaf  rail-  ' 
i/ft. — By  tap  line,  or  industrial  railway,  is  meant  a  rail- 
y  that  runs  from  the  line  of  a  through  carrier  to  the 
iperty  of  some  lumbering,  mining,  or  manufacturing 
rpo ration,  the  line  in  Question  being  the  property  of  the 
»iness  corporation  ana  not  that  of  the  tnrough  carrier, 
ch  lines  are  commonly  organized  and  equipped  as  rail- 
ys  and  enter  into  joint  agreements  for  the  division  of 
"ough  traffic,  or  the}'  may  be  in  the  nature  of  a  spur  or 
men  leading  to  a  factory  and  serve  as  the  ocea'^ion  for 
J  payment  of  an  arbitrary.  These  lines  are  used  pri- 
inh',  if  not  exclusively,  in  delivering  the  freight  of 
iir  manufacturing  or  mercantile  owners  to  the  through 
rrier,  the  through  freight  being  paid  by  the  shipper  in 
I  capacity  of  shipper,  a  portion  of  which  comes  back  to 
n,  however,  in  his  capacity  of  carrier. 
From  this  cursory  description  it  is  evident  that  the  com- 
lints  incident  to  tap  lines,  or  industrial  railways,  are 
kceahle  to  the  same  situation  as  that  already  considered 
the  case  of  private  cars.  The  shipper  is  the  owner  of 
acility  of  transportation,  and  as  sucn  is  in  a  position  to 


See  references, 

18. 


3279. 


104  DIGEST   OF    HEARINGS   ON    RAILWAY   RATES. 

secure  conceHsions  from  the  carrier  not  granted  to  compet- 
ing shippers.  The  explanation  of  this  system  of  industrial 
railways,  in  its  origin  at  least,  is  found  in  the  disinclina- 
tion of  carriers  to  respond  to  the  demands  of  shippers 
located  along  their  line  for  private  tracks  or  special  facil- 
ities, as  may  be  read  from  tne  following  statement: 

Mr.  Elliott,  Railroads  have  naturally  been  unwilling  to  spend  the  money,  in 
every  case,  for  private  tracks  for  an  industry  the  success  of  which  was 
uncertain.  As  a  result,  those  promoting  a  given  industry  have  put 
in  their  own  side  tracks,  furnishing  their  own  switch  engines  with 
their  works,  and  delivered  their  own  business  to  the  railw^ays.  Inci- 
dent to  this  there  have  been  some  cases  of  excessive  payments  to  the 
owners  of  private  side  tracks  and  private  switch  engines,  but  here 
again  the  evolution  of  the  business  and  the  better  experience  and  judg- 
ment of  the  railroad  officers  are  eliminating  any  such  payments. 

The  complaints  of  witnesses  relative  to  the  part  played 
by  industrial  railways  are  more  simple  and  direct  tnan  in 
the  case  of  private  cars.  These  lines,  it  is  asserted,  lend 
themselves  easily  to  the  payment  of  secret  rebates,  and  are 
made  the  occasion  of  unjust  discrimination  between  ship- 
pers. The  following  illustration  is  submitted  by  a  wit- 
ness engaged  in  the  business  of  manufacturing  yellow-pine 
lumber.     Referring  to  a  particular  case,  he  said: 

Mr.  Gardner,  Mr.  Gardner.  *  *  *  In  the  testimony,  or  in  the  presentation 
1628,1629.  Qf  ii^jg  ^^^^^  (j£  course  a  great  many  facts  were  developed  with  regard 

to  the  practices  down  there,  and  it  was  clearly  established  that  the 
rate  was  an  unreasonable  one;  that  souie  of  the  defendants  were  giving 
rebates — allowances  from  their  tariff  charges — thai  made  in  effect  i 
lower  rate,  and  the  railroads  carrying  lumber  from  another  section  of 
the  country  west  of  the  Mississippi  River  had  in  practice  practically 
universally  an  arrangement  whereby  an  allowance  was  made,  which 
was  called  a  "tap-line  allowance." 

Senator  Foraker.  Which  was  called  what? 

Mr.  Gardner.  A  tap-line  allowance;  that  is,  where  the  logging 
railroad  for  carrying  the  logs  to  the  mill  received  a  division  of  the 
rates,  either  on  the  logs  or  on  the  lumber,  which,  in  effect,  reduced 
the  tariff  anywhere  from  2  to  6  cents  a  hundred. 

A  witness  engaged  in  the  manufacture  of  wagons  in 
Arkansas,  after  submitting  the  opinion  that  it  is  ''unnec- 
essary at  the  present  time  to  pass  any  further  laws  bear- 
ing on  the  railway-rate  question/'  said: 

Mr.  Mitchell,  I  want  to  make  one  exception  to  that  statement,  and  that  is  as  to 
the  private  car  and  the  private  side  trac^k  or  terminal  facilities  propo- 
sition, as  it  may  l>e  termed.  I  believe  l)oth  of  them,  and  especially 
the  terminal  side-track  matter,  could  be  made  of  great  injustice  to  the 
shippers — to  the  manufacturers — and  would  be  the  means  of  giving 
some  undue  preference  over  others. 

A  member  of  the  Interstate  Commerce  Commission,  in 
reply  to  a  question,  expressed  himself  as  follows: 

Mr.  Prouty,  If  you  want  to  stop  the  payment  of  rebates.  Senator,  in  my  judgment 
.  you  have  got  to  provide  certain  things.     In  the  first  place  you  have 

got  to  take  care  of  the  terminal  railroad. 

The  same  general  conclusion  finds  support  in  the  testi- 
mony of  the  president  of  the  Boston  and  Maine  Railroad. 
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Senator  Clapp.  Speaking  of  terminal  charges,  it  is  claimed  quite    Mr.  Tnttle,  969. 
currently,  perhaps,  that  the  terminal  charge,  or  the  charge  that  is 
made  to  the  short  lines,  not  at  the  points  of  distribution,  but  at  the  point 
of  the  origin  of  the  traffic,  is  used  as  a  cloak  for  discrimination.    What 
do  you  know  or  think  of  that? 

Mr.  TiTTTLE.  I  think  you  intend  me  to  understand  that  an  allowance 
is  made  to  the  short  initiative  line,  which  is  a  compensation  to  it? 

Senator  Clapp.  Yes;  and  that  is  a  cloak. 

Mr.  Tittle.  I  can  have  only  one  opinion  about  that.  That  is  a 
subterfuge — that  is,  a  discrimination — and  I  believe  the  law  is  suffi- 
cient to  take  care  of  that  to-day.     If  it  is  not,  it  ought  to  be  amended. 

There  aVe  few  specific  recommendations  in  the  testimony 
submitted  to  the  committee  bearing  upon  remedies  for  the 
evil  of  rebates  and  discriminations  through  the  agency  of 
tap  line  and  manufacturing  railways.  The  suggestion 
that  these  lines  be  obliged  to  accept  the  mileage  appor- 
tionment of  the  through  rate  finds  some  support,  but 
against  this  ma}^  be  cited  the  opinions  of  several  witnesses 
to  the  effect  that  these  terminal  i-ailways  are  entitled  to 
more  than  a  mileage  apportionment.  A  single  quotation 
will  make  clear  the  reasonableness  of  this  contention : 

A  railroad  is  entitled  to  something  for  putting  its  railroad  at  the  Mr.  Vining, 
service  of  the  one  that  wants  it,  and  for  furnishing  the  side  track  and  ^' 
the  cars,  etc.,  in  which  to  put  the  product.  That  service  is  just  the 
same  whether  the  freight  is  moved  5  miles  or  5,000  miles;  it  does  not 
make  any  difference;  and  the  railroad  ought  to  get  some  compensation 
in  that  way.  In  some  divisions  they  are  allowed,  for  instance,  .Scents 
per  hundred  pounds,  or  2i  cents  per  hundred  pounds,  for  terminal 
expenses;  and  then  the  remainder  is  divided.  There  are  different 
rates,  you  know,  just  such  as  the  railroad  companies  are  able  to  agree 
among  themselves  to  )ye  fair  and  equitable. 

In  the  cross-examination  of  another  witness  the  sugges- 
tion was  ma<le  that  the  remedy  for  tap- line  abuse  lies  in 
the  hands  of  the  through  carriers.  Should  they  refuse  to 
recognize  the  tap  line  as  a  common  carrier,  and,  conse- 
quently, refuse  to  allow  its  claim  a**  entitled  to  a  portion 
of  the  through  rate,  or  as  entitled  to  an  arbitrar}-,  the 
abuse  would  cease  at  once.  It  is  evident,  however,  that 
this  suggestion  implies  an  arrangement  between  the  com- 
peting carriers  which  mi^ht  be  regarded  as  illegal  under 
the  Anti-trust  act.  This  is  the  view  of  the  case  entertained 
by  an  attorney  of  the  Baltimore  and  Ohio  KailroiKl  Com- 
pany.    He  sa^'s: 

But  suppose  we  undertook  to  agree  as  to  whether  the  railroad  of  one    Mr.  Bond,ii34. 
of  these  large  industrial  concerns  was  a  railroad  in  fart,  or  not — we 
would  be  simply  threatened  with  prosecution,  as  we  have  been,  under 
the  antitrust  act,  and  the  prosecutor  would  have  a  (!lear  case;  it  would 
t>e  a  violation  of  that  act. 

The  pertinency  of  the  above  quotation  becomes  evident 
when  it  is  observed  that  the  ability  of  industrial  railways 
to  force  concessions  from  the  carriers  lies  in  the  fact  that 
the  carriers  are  competitors  for  the  long  haul  of  the  freight 
thas  offered.  An  agreement  between  the  carriers  of  the 
kind  suggested  would  clearly  be  an  agreement  in  restraint 
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A  second  suggestion  is  found  in  the  recommendation 
that  ''  Every  terminal  mihvay  which  gets  its  owners  a  like 
advantage  (that  is  to  sa}-  an  advantage  similar  to  the 
advantage  accruing  to  the  owners  of  private  cars)  should 
be  thus  absorbed."  This  suggestion,  it  may  be  remarked, 
is  a  part  of  a  broader  suggestion  which  favors  the  consoli- 
dation of  the  i-ailways  of  the  United  States  into  one  gi*eat 
S3^stem,  the  witness  believing  that  •'  it  would  be  to  the 
public  advantaere  just  as  previous  consolidations  have 
been/'  Regarded  in  this  light  it  is  scarcely  a  pertinent 
suggestion  in  view  of  the  legislative  problem  wiiich  now 
claims  the  attention  of  the  committee. 

The  feasible  recommendation  would  seem  to  be  that  the 
apportionment  of  a  through  rate  between  the  carriers  who 
join  in  making  it,  as  well  as  the  reasonableness  of  the  rate 
itself,  should  l)e  placed  under  governmental  supervision. 
As  expressed  by  a  witness: 

Mr.Vining.iri9i.  Ajfreenient  as  to  the  (Uvieion  of  through  rates  between  eonnectiu}; 
carriers  should  also  be  planted  under  the  sui>ervision  of  the  Commifi- 
siou  in  such  a  way  a«  to  prevent  the  allowance  of  an  excessive  propor- 
tion to  a  small  private  line  in  such  a  way  as  practically  to  constitute  a 
rebate. 

That  such  a  proposal  m(»ets  the  difficulty  encountered 
by  the  Commission  in  the  investigation  of  this  class  of 
cases  is  evidenced  by  the  response  of  one  of  the  Commis- 
sioners to  a  question  asked  by  the  chairman  of  this  com- 
mittee: 

^Mr.  cieraentH,      Mr.  Clements.  The  Commission  hiis  investiji^ted  a  few  cases  of  that 
3230,  8231.  j^jjj^j  where  it  was  satisfied  that  a  manufacturing  establishment  which 

had  a  short-line  8wit<'h  or  short  road  was  jijetting  an  undue  and  unrea- 
sonable amount  of  the  through  rate  which  would  l)e  awarded  to  the 
railroad.  It  would  be  incorporated  as  a  railroad,  and  the  Commiseion 
has  no  power  to  destroy  ita  charter.  It  is  incorporated  and  acting  as 
a  railroad,  and  is  coupled  with  a  joint  tariff  witn  a  real  railroad^  and 
we  thought  it  got  such  an  undue  proportion  of  the  through  rate  aa  to 
amount  practically  to  a  rebate. 

Rt'eoin)ntn<hifi<niH  rrhttlve  to  term ituih  and  eleva torn. — 
The  arguments  contained  in  the  testimony  relative  to  ele- 
vators and  other  terminal  facilities  are  of  the  same  general 
character  as  tho.se  already  passed  in  review  with  regard 
to  private  and  industrial  railways,  differing  only  as  the 
use  of  terminals  in  connection  with  transportation  dilffers 
from  the  other  ai'cessorial  agencies  named.  By  some  it  is 
urged  that  *' the  new  method"  of  transporting  grain  is 
justifiable  on  account  of  its  greater  economy,  tne  idea 
being  that  the  recognition  by  the  carriers  of  elevator 
companies  and  line  buyers  results  in  the  elimination  of 
commissions  and  commission  agencies.  This  idea  is  pre- 
sented in  the  following  quotation  : 

Mr.  Bird,  2277.  The  modern  method  of  handling  grain  is  this:  You  take  all  thegreat 
tnink  lines  or  agricultural  lines,  such  as  the  St.  I^)uis,  Northwestern, 
Missouri  Pacific,  the  Rock  Island,  an<l  the  Burlington,  and  all  to  the 
western  extremity  of  the  gmin-producing  cHstrict,  and  instead  of  haul- 
ing? that  grain  into  the  nearest  market  and  letting  it  be  subject  to  a  com- 
nnssion  rake  off  there,  and  then  be  forwarded  to  the  next  market  ami 
be  subject  to  another  conmiission  there,  they  have  adopted  and  insti- 
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tuted  a  gystem—the  public,  not  the  railroads,  have  done  this — of  what 
I  fall  line  buyers.  A  man  of  sufficient  means  or  credit  goes  out  on  the 
Burlington  or  the  Union  Pacific,  and  those  great  grain-producing  roads, 
and  starts  a  line  of  little  country  elevators,  having  a  capacity  of  ten  or 
fifteen  thousand  bushels,  and  he  buys  from  the  farmer. 

He  has  his  elevator  at  the  eastern  portion  of  the  territory,  and  he 
buys  this  grain  and  sells  it  direct  to  the  foreign  consumer,  and  he 
does  not  pay  one  cent  of  tribute  from  the  time  he  takes  it  from  the 
fanner's  wagon  until  he  delivers  it  to  the  consumer.  He  pays  no 
tribute  except  the  cost  of  transportation.  He  has  his  own  elevators, 
and  where  they  are  necessary  he  has  accumulating  elevators  or  con- 
centrating; houses,  and  in  many  cases  he  has  his  own  ships.  This  man 
goes  to  Chicago  and,  for  instance,  down  the  lakes  and  the  St.  Lawrence 
River,  or  by  water  to  Buffalo  and  by  canal  before  it  goes  by  rail ;  or  it 
goes  out  by  New  Orleans,  and  the  commission  merchant,  as  such,  is 
wiperl  off  the  slate;  he  is  practically  gone;  his  occupation  is  gone.  It 
is  that  class  of  men  that  make  these  complaints.  It  is  hanl  on  the 
commission  merchant,  who  has  his  rights.  But  shall  we  chan^  the 
existing  status  of  things  merely  so  that  he  may  take  his  protit  as  a 
middleman  out  of  that  business? 

Whether  the  elimination  of  the  coniinission  merchant 
is  desirable  or  not  is  a  question  of  public  policy.  The 
general  impression  from  reading  the  testimony  of  wit- 
nesses who  appeared  before  the  committee  is  that  anj^step 
in  industrial  organization  which  leads  to  permanent  econo- 
mies should  receive  public  approval.  The  complaints, 
however,  are  of  another  sort.  They  are  that  the  contract 
or  agreement  betweeif  the  carrier  and  the  owners  of  ter- 
minal propert}'  serves  easily  as  a  medium  of  paying  re- 
bates and  leads  naturally  to  mischiefs  incident  to  an 
industrial  monopoly.  The  president  of  the  Chicago  Great 
Western  Railway  expresses  himself  upon  this  point  as 
follows: 

Since  the  injunctions  the  exact  knowledge  of  the  traffic  directors  Mr.  stickney, 
has  been  exerted  in  the  extremely  difficult  problem  of  how  to  pav^'ss. 
rebates  without  paying  "rebates."  Nothing  ^hort  of  exact  knowl- 
edge can  do  it.  Hence,  since  the  injunctions  the  traffic  directors  have 
fltopped  paying  rebates  on  ^rrain  shipments,  but  in  lieu  thereof  have 
paid  elevator  fees,  a  practice  which  the  Inten?tate  Commission  has 
sanctioned  as  admif^ible  under  the  law,  notwithstanding  it  is  evi- 
dently a  rebate  paid  to  elevator  owners  which  is  not  available  to 
ordinary  shippers. 

Nothing  new  appears  in  the  testimony  relative  to  reme- 
dial legislation  designed  to  correct  abuses  incident  to  the 
use  of  terminal  propert}'.  The  principles  sugg(»sted  by 
the  discussion  of  private  cars  apparently  pertain  to  this 
class  of  property. 

Major  Tea nninei^dati on H  which  i\^evt  f^mda ineidal  dfjf)  r- 
tnces. — The  report  now  comes  to  a  consideration  of  those 
plans  or  recommendations  which  differ  from  each  other  in 
administrative  method,  if  not,  indeed,  in  the  purpose  oi- 
aim  to  t)e  attained.  They  reflect  the  various  ideas  enter- 
D&ined  by  witnesses  respecting  fundamental  principles  of 
industry  and  of  law,  which  have  been  passed  in  review. 
and  much  of  the  discussion  suggested  when  these  prin- 
ciples were  under  consideration  may  be  regarded  as  argu- 
DieDts  for  or  against  the  recommendations  now  introduced. 

It  will  be  found,  upon  careful  review  of  the  t<\stimony, 
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that  the  ideas  entertained  bj'  witnesses  or^nize  them- 
selves under  two  fundamentally  distinct  points  of  view. 
These  may  be  designated  as  follows: 

First.  The  point  of  view  of  those  who  believe  that,  so 
far  as  remedial  legislation  is  necessary,  it  may  be  expressed 
by  a  single  legislative  act.  These  hold  that  the  standards 
of  obligation  approved  by  Congress  should  be  completely 
expressed  in  the  statute,  but  that  no  power  should  be  con- 
ferred upon  a  commission,  or  other  agency  that  may  be 
created  for  the  administration  of  the  law,  for  the  continu- 
ous exercise  of  legislative  or  q^uasi- legislative  authority. 

Second.  The  other  point  of  view  holds  an  entirely  dif- 
ferent opinion  as  to  the  character  of  the  powers  to  be  con- 
ferred upon  the  agency-  created  for  the  administration  of 
the  law.  The  advocates  of  this  view  deny  the  abilitv  of 
any  legislative  enactment  to  prescribe  rules  of  conduct 
sufficiently  detailed  or  exact  to  meet  all  the  abuses  that 
ma}'  arise  in  connection  with  the  operation  of  railway 
property,  and,  consequently,  they  urge  that  a  body  of 
experts  should  be  clothed  with  authority  to  meet  these 
complain tH  when  they  arise;  the}^  contend  that  the  power 
to  fix  lawful  rates  for  the  future  can  not  be  other  tlian  a 
legislative  power;  and,  having  proved,  as  they  believe, 
that  no  remedy  is  possible  for  many  of  the  mischiefs  inci- 
dent to  railwa}^  practice,  except  by  the  substitution  of  a 
reavsonablo  rate  or  rates  for  a  rate  or  rates  which  for  any 
reason  are  found  to  be  unreasonable,  they  conclude  that 
the  agency  created  for  the  enforcement  of  the  law  must, 
to  be  effective,  be  the  depository  of  a  limited  portion  of 
quasi-legislative  authority. 

The  political  theory  with  which  this  point  of  view  is  in 
harmony  is  that  the  remedy  for  each  of  the  evils  from  time 
to  time  discovered  is  legislative,  but  must  be  especially 
adapted  to  the  particular  evil  it  is  to  correct,  and  that 
while  the  power  to  apply  it  lies  with  Congress,  yet,  ina^ 
much  as  Congioss  is  not  in  constant  session  and  is  not 
possessed  of  the  expert  knowledge  necessary  for  the  pro- 
per determination  of  questions  of  detail,  it  will  be  obliged, 
in  order  to  provide  an  adequate  remedy  for  the  evils  com- 
plained of,  to  v«*o  define  administrative  jurisdiction  as  to 
mclude  a  limited  exercise  of  legislative  power. 

Important  remedial  legislation  is  possible  under  either 
of  these  points  of  view.  In  case  the  first  should  receive 
approval  Congress,  if  it  considers  such  action  necessary, 
will  give  further  expression  to  the  standards  of  obliga- 
tion and  rules  of  conduct  to  be  imposed  upon  the  carriers, 
leaving  their  enforcement  to  the  agencies  usually  charaw 
with  the  enforcement  of  the  rules  of  conduct  prescribed  by 
legislation  or  to  other  agencies  especially  created  forthie 
purpose.  Should  the  second  point  of  view  be  adopted, 
Congress  may  content  itself  with  a  statutory  expression 
of  certain  genend  principles,  so  far  as  the  standards  of 
obligation  and  rules  of  conduct  are  concerned,  but  must 
define  carefully  the  ju^risdiction  of  the  body  to  which  the 
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Iministration  of  the  law  is  entrusted  and  must  determine 
early  the  political  relations  sustained  by  that  hod}'^  to 
:her  established  governmental  institutions. 
The  recommendations  contained  in  the  testimony  sub- 
litted  to  the  committee  are  numerous  and  varied,  but 

is  believed  that  all  of  them  may  be  grouped  under  the 
ne  or  the  other  of  these  two  points  of  view. 

They  contemplate  either  a  single  act  of  the  legislature 
Bclaratory  of  lawful  conduct  or  thev  contemplate  a  com- 
dssion  to  which  there  is  given  a  clearly'  defined  sphere 
)r  the  continuous  exercise  of  administrative  discretion, 
hich  in  man\'  of  its  results  will  be  equivalent  to  the  ex- 
reise  of  legislative  authorit3\  In  its  general  features  the 
iw,  as  it  to-day  exists,  is  an  example  of  the  first  method; 
le  current  proposals  looking  to  a  grant  to  the  Commis- 
ion  of  the  mte-making  power,  provide  for  resort  to  the 
jcond  method. 

J^Ut7iJi  which  call  for  a  shigle  exercise  of  legislative  au- 
^urrity, — The  ai^uments  contained  in  the  testimony  center 
bout  the  second  of  the  above  proposals  which,  in  effect,  is  a 
reposal  for  conferring  upon  tne  Interstate  Commerce  Com- 
lission  the  power  to  order  the  substitution  of  a  reasonable 
ate  or  rates  for  a  i-ate  or  rates  found  upon  investigation 
>  l)e  unreasonable.  This  being  the  case,  a  presentation 
f  formal  arguments  for  and  against  such  a  policy  will 
e  deferred  until  the  report  comes  to  a  direct  considera- 
ion  of  the  proposal  to  confer  upon  the  Commission  the 
ftte-making  power.  In  discussing  the  first  proposal,  the 
ffort  will  be  to  make  clear  the  character  and  the  function 
f  an  etfective  non-rate-making  commission,  so  far  as 
xpressed  in  the  testimony. 

It  is  of  course  understood  that  those  who  advocate  a 
lon-rate-making  commission  place  great  reliance  upon  the 
leterrenf  influence  of  publicity.  Perhaps  the  strongest 
xpression  upon  this  point  in  the  testimony  is  the  follow- 
ng,  introduced  by  a  question  relative  to  the  privat€-car 
ystem: 

The  Chairman.  Have  you  had  any  experience  with  or  knowledge 
I  the  private-car  system — what  are  known  as  refrigerator  cars? 

Mr.  ViNiNo.  Yes,  sir. 

The  Chairman.  Will  you  not  tell  us,  briefly,  from  what  you  know 
I  refrigerator  cars,  whether  you  would  put  them  under  the  inter- 
tate  a(!t? 

Mr.  ViNiN(j.  Most  emphatically  I  would,  Mr.  Chairman.     I  would     Mr.  Vining, 
mxe  the  full  light  turned  upon  them.     I  would  have  every  transac-  ^^^• 
ion  of  theirs  known  and  made  puhlic. 

The  Chairman.  And  have  all  their  contracts  filed  with  the  Inter- 
tftte  Commerce  Commission? 

Mr.  ViNiNo.  1  would  have  everything  of  tha^  kind.  What  I  have 
irged  all  through,  consistently,  is  that  the  utmost  publicity  shall  be 
iven  to  all  transactions  of  every  nature  connected  with  the  railroad 
mmnet^s;  that  the  light  shall  be  turned  upon  the  subject,  and  that 
7on^re88  and  the  people  general Iv  shall  be  given  full  information  re- 
luding  it.  And  1  believe  that  is  the  remedy  for  all  evils.  1  do  not 
lelieve  evils  will  exist  in  the  full  light,  in  the  full  knowleilge  of  the 
Ijnerican  people. 

The  advocates  of  a  non-rate- making  commission  differ 
rom  each  other  in  some  of  the  minor  opinions  which  they 
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entertain  relative  to  the  character  of  the  Commission  and 
the  exttMit  and  nature  of  the  duties  to  be  performed.  They 
agree,  however,  that  the  compelling  power,  in  case  it  is 
necessary  to  use  compulsion  to  insure  lawful  conduct  on 
the  part  of  carriers,  should  lie  with  the  courts,  and  that 
the  nature  of  the  orders  issued  by  the  Commission,  if  the 
issuance  of  orders  is  to  be  continued,  should  hold  in  mind 
a  review  b}^  the  courts  unless  they  are  voluntarily  obeyed. 
The  following  citations  of  testimony  make  clear  what  is 
recommended  by  certain  witnesses  who  opix)se  the  creation 
of  a  mte-making  commission.  The  first  is  from  the  wit- 
ness quoted  above  in  support  of  the  extreme  application  of 
the  principle  of  publicity: 

Mr.  Vining.  The  Chairman.  You  outlined  in  your  remarks  what  powers  you 
1697.  would  confer  on  the  Commission.     You  would  take  away  these  semi- 

judicial  powers,  would  you? 

Mr.  ViNiXG.  I  would  "take  away  all  legislative  and  judicial  po  were. 
I  would  have  them  act  simply  as  an  executive  bo<ly  in  the  three  direc- 
tions that  1  have  indicated — first,  to  obtain  information;  second,  to 
investigate  and  put  a  stop  to  any  evils  that  now  exist 

The  Chairman.  And  bring  suits? 

Mr.  ViNiNG.  And  bring  suits  on  them  in  the  courts;  and  third,  to 
act  as  harmonizers,  arbitrators,  conciliators. 

The  president  of  the  Boston  and  Maine  Railroad  sub- 
mits his  recommendation  in  the  foHowing  language: 

Mr.  Tuttle,H29.  I  believe  that  the  railroads  have  a  right  to  think  that  the  Interstate 
Commerce  Commission's  duty  should  begin  and  end  with  the  investi- 
gation of  con) plaints  *  *  *  1  think  the  Commission  ought  to  be 
kept  so  free  from  all  claims  upon  its  time  in  regard  to  these  extrane- 
ous matters  that  it  could  devote  all  the  time  necessary  to  hearing  com- 
plaints and  investigating  them.  And  then  I  do  not  think  that  the 
Commission  ought  to  try  the  complaints.  I  think  that  if,  after  the 
investigation  has  closed,  they  find  that  something  needs  to  be  done  to 
apply  the  law,  the  law  should  be  so  changed  as  to  make  it  their  duty 
to  report  to  the  Department  of  Justice,  and  let  the  subject  be  tamed 
over  to  the  district  attorneys  for  prosecution  before  the  courts  for  a 
determination  as  to  the  reasonableness  of  the  rate  or  regulation,  sotiiat 
there  may  be  a  quick  adjudication  of  the  matters  before  the  courts  that 
have  ultimate  jurisdiction. 

If  some  change  in  the  law  should  be  made  in  that  direction,  1  think 
that  the  business  would  l)e  greatly  expedited;  that  there  would  be  less 
reason  for  complaint  than  there  is  to-day  of  delays  in  getting  cases 
passed  upon;  that  the.  railroads  themselves  would  welcome  some  such 
procedure  as  that. 

The  counsel  for  the  Atchison,  Topeka  and  Santa  Fe 
Railway  who,  it  will  be  rememberea,  is  responsible  for 
the  suggestion  that  the  right  of  review  on  the  part  of  the 
courts  is  limited  to  such  rate  cases  as  involve  Common  Law 
principles  relative  to  contiscation  and  extortion,  proposes 
that  sections  18,  14,  and  15  of  the  Act  of  1887  be  radically 
modified,  and  that,  the  character  and  activities  of  the  Com- 
mission be  adjusted  accordingly. 

His  argument,  which  covers  several  pages  in  the  testi- 
mony, may  be  easily  indicated: 

Mr.  MoRAWETz.  Before  drafting  any  bill  giving  additional  powers  to 
the  lutersUite  Commerce  Commission  it  is  of  course  essential  to  dete^ 
mine  precisely  what  the  object  of  the  proposed  legislation  is.  If  the 
object  and  result  to  be  accomplished  is  merely  to  prevent  railway  com- 
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{iani?(<  from  chargiD);  excessively  hi^h  rates  and  to  prevent  railway 
ecimpanies  from  discriminating  in  their  rates,  I  believe  that  a  bill  could 
be  drawn  which  would  accomplish  that  result,  and  which  would  do 
no  harm  to  any  vested  interests,  and  would  l>e  welcomed  by  the  rail- 
way companies  as  well  as  by  the  public.  I  should  like  to  suggest  to 
the  c*ommittee  the  lines  upon  which  I  think  a  bill  could  be  drawn 
which  would  accomplish  these  results. 

In  the  first  place,  I  do  not  agree  with  those  who  think  that  the  ^^Ji.,^'*>™wet2, 
Interstate  Commerce  (.^onmiission  is  of  no  use  whatever.  *  *  *  Of  '  " 
course  no  statute  is  self-executing.  The  interstate-commerce  act  pro- 
hibite<l  unreasonably  high  rates  and  it  prohibite<l  discrimination  of 
all  kinds.  That,  of  course,  was  not  enough.  You  have  got  to  have 
machinery  to  carry  out  a  statute.  In  this  city  there  is  a  co<le  of  crim- 
inal laws  prohibiting  all  sorts  of  crimes  and  misdemeanors,  but  if  there 
were  no  police  to  arrest  those  who  break  the  law,  and  no  department 
of  justiQe,  no  district  attorney's  office  to  prosecute  those  who  violate 
the  law,  very  few  crimes  and  'misdemeanors  would  l>e  punished  and  a 
reign  of  lawlessness  would  very  soon  result. 

The  reason  why  the  prohibitions  of  the  interstate-commerce  at't 
against  unreasonably  high  charges  and  against  discriminations  were 
not  enforced  is  that  no  ade<iuate  i)oli<'e  of  interstate  commerce  was 
provided.     *    *    * 

The  witness  here  refers  Uy  and  quotes  the  twelfth  section  of  the  act 
of  18S7,  as  amended  in  1889  and  1891.  This  st»ction,  it  will  l)e  remem- 
bered, provides  for  investigation. 

Now,  unfortunately,  the  Interstate^  Commerce  Commission  did  not 
devote  it^  time  and  effort  to  the  jjerformance  of  it^  duties  under  this 
section.  *  ♦  *  if  the  Commission  would  stop  hearing  com]>laints 
before  it  and  would  really  devote  itself  to  the  i>erformance  of  the  duty 
im]>osed  upon  it  by  the  twelfth  section  of  the  act,  I  believe  that  there 
would  be  but  very' little  ground  for  complaint  on  account  of  the  viola- 
tion of  the  provisions  of  this  act. 

Senator  Dolmvkb.  But  the  duty  of  holding  these  hearings  is  also 
imposed  by  law. 

Mr.  MoRAWETZ.  Yes,  sir.  I  was  going  on  to  say  that  I  think  it 
would  greatly  increase  the  usefulness  of  the  Commission  if  sections  13, 
14,  and  15  of  the  act  were  amended  so  as  to  put  an  end  to  the  hearings 
before  the  Interstate  Commerce  Commission.     *    ♦    ♦ 

The  Interstate  Commerce  Commission  should  be  made  the  effective 
police  of  interstate  commerce  in  the  Unite<i  States.  They  should  be 
reqaire<i  effectively  to  prosecute  violations  ot  the  law  whenever  they 
occur.     *    ♦    * 

My  recommendation,  therefore,  is  that  the  Commission  should, 
whenever  it  thinks  that  any  provision  of  the  law  is  l>eing  violated, 
either  by  charging  excessive  rates  or  by  discrimination  or  by  disre- 
garding any  of  the  interstate-commerce  acts,  immediately  institute  a 
proceeding'in  a  suitable  court  for  the  proper  relief. 

This  same  point  of  view  is  presented  in  another  way: 

Mr.  HiNEs.     *    *    *    The  theory  of  the  present  law  is  that  it  is  the    Mr.  Hines,  loio. 
court  which  gives  efficacy  to  the  act;  that  the  C/ommission  is  simply  ^^^^' 
an  afvistant  to  the  complainants  and  to  the  public  in  the  enforcement 
of  the  act,  and  it  resorts  to  the  court  to  comi>el  compliance  with  any 
of  it8  orders  which  the  carriers  do  not  observe.     *    *    * 

8o  that,  taking  into  consideration  the  experience  under  the  inter- 
gtate-commerce  act  for  eighteen  years,  there  is  no  basis  at  all  for  the 
claim  that  what  might  be  called  the  preventive  method  of  dealing 
with  unlawful  rates  is  useless.  As  I  say,  the  orders  of  the  Commission 
have  been  complied  with  except  in  cases  where  the  Commission  made 
an  unlawful  onier  or  where  the  carrier  has  believed  that  it  was  so. 
So  far  as  experience  goes,  it  fuUv  sustains  the  position  that  I  take,  that 
thifl  is  a  practicable  method  of  dealing  with  this  subject. 

Undoubtedly  Congress  can  enlarge  the  means  for  the 
enforcement  of  any  standards  of  obligation  which  it  may 
approve  without  delegating  any  part  of  its  rate-making 
power.     Most  of  the  recommendations  looking  in  this 
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direction  involve  the  restriction  of  the  functions  of  the 
Commission,  in  the  manner  suggested  above,  to  those  of 
preliminary  investigation  and  prosecution. 

They  suggest  (a)  the  enlargement  of  the  rights  of  the 
Commission  as  a  complainant  in  equity  in  the  Federal 
courts  for  the  correction  of  illegal  rates  and  practices  and 
(h)  the  exteuvsion  of  the  statutory  power  of  the  courts  to 
control  rates  for  the  future.  Tnat  the  latter  suggestion 
involves  a  controverted  legal  question  has  already  been 
brought  out.  Some  witnesses  suggest  that  this  question 
be  avoided  by  requiring  the  courts  to  tind  as  a  fact  what 
rate  or  regulation  would  have  been  reasonable  under  the 
circumstances  of  each  case  and  by  a  general  statute  making 
the  rate  or  regulation  thus  approved  the  only  lawful  rate 
or  regulation  during  the  continuance  of  circumstances  and 
conditions  substantially  similar  to  those  presented  to  the 
court. 

It  seems  to  have  been  somewhat  upon  the  lines  of  this 
general  policy  that  the  amendment  of  Is  03  was  di-awn, 
which  provides,  among  other  things,  that  "whenever  the 
Interstate  Commerce  Commission  shall  have  reasonable 
ground  for  l)elief "  that  a  conmion  carrier  is  guilty  of 
"discriminations  forbidden  b}'  law"  the  Commission  may 
go  into  a  court  of  equity  and  get  an  injunction  com- 
pelling the  company  to  desist  from  such  alleged  discrimina- 
tion.    "  1  want  to  make  it  clear,"  said  one  witness,  that— 

Mr.  Bond,  1392.  *  *  *  The  present  act  is  a  good  act,  tested  by  tirae  and  perfected 
by  the  El  kins  law  in  the  only  serious  defect  in  the  remedy  tnat  time 
has  developed. 

Says  another  witness: 

Mr.  Hinejs,  1008.  Mr.  HiNES.  Under  the  Elkins  act  of  1903  the  procedure  or  going 
through  a  formal  hearing  before  the  Commissioner  in  onier  to  secure 
an  order  condemning  the  carriers'  rates  is  not  nei^essary  in  any  case 
involving  unjustly  discriminatory  rates.  ♦  *  *  So  that  for  all 
practical  purposes  almost  every  complaint  that  may  arise  as  to  unrea- 
sonable or  unjustly  discriminatory  rates  can  now  be  brought  in  the 
first  instance  in  the  circuit  court' by  the  Interstate  Commerce  Com- 
mission whenever  it  has  good  reason  to  l^lieve  that  the  law  has  been 
violated,  without  the  necessity  of  the  Commission  taking  the  time  to 
have  a  formal  hearing  and  prepare  a  formal  oi>inion. 

The  members  of  the  Interstate  Commerce  Commission, 
however,  express  some  doubt  as  to  the  significance  of  this 
feature  of  the  amendment  of  1903. 

Mr.   Proiity,      I  have  not  understood,  an<l  I  do  not  think  the  Commission  has  un- 
^^'  derstood,  that  the  Elkins  bill  added  anything  practically  to  our  power 

U>  correct  a  discrimination  in  the  published  tariff;  peVhap>8  it  does. 
The  view  of  it  you  suggest  had  never  quite  occurred  to  me.  I  do  not 
see  how  you  could  gain  anything  un<ler  the  Elkins  bill.  I  do  not 
believe  you  would  gain  anything  by  going  dii-ectly  into  the  court.  I 
do  not  iJelieve  the  remedy  which  the  court  can  ajpply  is  any  brc«der 
now  than  l^efore  the  Elkins  bill  was  passed. 

pp.  ;>4.  ;v>.  This  question  appears  to  have  been   discussed   by  the 

Supreme  Court  in  an  opinion  already  quoted  in  this  report 

Mr.  Ripley.  '2330.  Another  witiicss,  commenting  upon  tliis amendment,  calk 
attention  to  the  fact  that  its  efficienc}'  must  be  judged  in 
view  of  the  decisions  of  the  Federal  courts  as  to  what  con- 


DIGEST   OF   HBABINGS   ON   BAILWAY  RATES.  118 

>ititutes  a  ''diseriniinatioii  forbidden  by  law/'  In  his 
opinion  the  efficiency  of  the  Elkins  hiw  is  in  large  meas- 
ure counteracted  by  the  manner  in  which  the  courts  under- 
istand  the  phrase  ''under  similar  circumstances  and  condi- 
tions/- as  used  in  the  act  of  1887.  The  material  for 
judging  this  question  will  be  found  in  another  part  of  this 
report. 

It  would  be  unfair  to  those  who  advocate  the  perpetua- 
tion of  a  non-rate  making  commission  to  conclude  that  such 
a  recommendation  necessarily  implies  the  abandonment  of 
all  attempts  to  exercise  additional  govermental  supervision 
over  discriminations  within  the  published  taritfs. 

The  demand  for  further  statutory  interpretation  of 
sections  2,  3,  and  4  comes  for  the  most  part  from  those 
witnesses  who  advocate  a  rate-making  commission;  but 
this  is  a  stmtegic  rather  than  a  logical  necessity.  It 
would  be  quite  competent  for  Congress  to  approve  the 
practice  of  the  Commission  of  entertaining  complaints 
which  touch  the  relative  unreasonableness  of  scnedule 
rates  and  of  issuing  orders  to  the  carriers  to  "cease  and 
desist"  from  charging  the  rates  condemned,  while  at  the 
same  time  it  withholds  its  approval  from  the  proposition 
that  the  order  may  include  tne  substitution  of  a  reasonable 
rate  for  a  rate  found  unrejlsonable,  or  that  it  should  have 
the  force  of  a  stiitute  pending  review  by  the  court. 

If  Congress  regards  as  unreasona])le  and  improper  the 
adjustments  of  rates  which,  while  not  prohibited  under  the 
present  law  as  interpreted  by  the  courts,  are  the  subject 
of  complaint,  it  may,  witliout  establishing  a  rate-making 
commission,  go  as  far  as  its  wisdom  suggests  in  the  minute 
and  detailed  declaration  of  the  standards  of  obligation  to 
be  enforced  by  the  courts,  aided  by  a  non- rate-making  com- 
mission, and  in  elaborating  the  criteria  of  reasonableness 
or  limiting  the  circumstances  and  conditions  which  may 
constitute  substantial  dissimilaritv  w  ithin  the  meaning  of 
the  statute.  From  this  point  of  view  one  of  the  most  fruit- 
ful recommendations  in  the  testimony  is  that  the  commit- 
tee '"may  appropriately  consider  what  are  the  rules  of  Mr.  Knapp, 
conduct  prescribed  by  the  present  law  which  are  inade-*^* 
quate,  insufficient,  and  lacking  in  detiniteness.'' 

The  pertinency  of  this  suggestion  is  developed  b}^  the 
witness  from  whom  these  words  are  quoted,  by  referring 
to  what  he  considers  the  unsatisfactory  condition  of  law 
with  regard  to  that  class  of  discriminations  contemplated 
by  the  4th  section,  and  by  the  present  interpretation  rela- 
tive to  import  rates. 

What  further  rules  ought  to  he  prescribed?  What  shall  be  their 
charat'ter?  The  thin^  you  incorporate  in  the  statute  are  the  founda- 
tion of  all  the  work  that  is  done  or  can  l>e  done  by  the  body  whom 
you  select  to  carry  out  the  details  of  your  lejrislation. 

For  example,  *  *  *  if  a  discrimination  a^inst  a  community 
resalts  from  the  fact  that  there  is  a  hijriier  charge  for  a  shorter  than  32^,^3294  "*'*'** 
for  a  longer  haul,  that  is  a  discrimination  which  ciin  not  l>e  (!orrecte<i 
under  the  present  law,  no  matter  how  much  authority  the  Commission 
may  have,  because  vou  have  not  dcclarc<l  that  discrimination  to  be 
unlawful  and  prohibited.     No  one,  I  think,  can  read  the  fourth  sec- 

S.  Doc.  244,  59-1 8 
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tion  of  the  act  to  rej^ulate  commerce  and  be  in  tloubt  that  Congresp 
intended  to  provide  some  actual  and  potential  restraint  upon  that  i>ar- 
ticular  form  of  discrimination.  And,  I  may  say,  it  remains  to-day 
much  as  it  was  then,  not  the  preat^*st  evil,  but  the  most  irritating  and 
obnoxious  form  of  discrimination  that  has  been  encountered.  *  *  * 
Now,  1  am  far  from  suggesting  that  you  ought  n.ow  U)  go  so  far  in 
recasting  the  rule  of  conduct  which  shall  have  relation  to  that  partic- 
ular type  of  discriminations  an  to  prohibit  it  altogether,  or  even  to 
limit  the  exemptions  to  such  ciuses  as  shall  be  sanctioned  by  the  Com- 
mission. 1  am  only  su^esting  whether  you  should  not  somewhat 
'increase  the  restraint  which,  has  l)een  entirely  removed  from  the  dis- 
crimination effected  by  (charging)  more  for  the  short  haul  than  the 
long  one. 

The  import  rate  question  is  considered  from  t)ie  same 
point  of  view. 

Mr.    Knapp,      A  kindre<l  question  arises  re8i)ecting  import  rates.     I  think  1  appre- 
8294.  ciate  both  sides  of  the  argument.     *    *    *    I  am  not  suggesting  that 

any  hard  and  fast  rule  should  be  put  into  the  statute.  1  am  quite  pre- 
pared to  admit  that  there  are  conditions  under  which  foreign  import 
traffic  may  rightfully  be  carried  to  an  interior  destination  at  lower 
rates  than  the  inland  carriers  mav  reasonablv  charge  on  domestic 
traffic.  *  *  * 
Mr.  Enapp,  Now,  1  am  only  mentioning  those  instances  for  the  purj>ose  of  point- 
8291,8295.  jng  out  to  you  that  unless  you  put  some  restraint  upon  that  form  of 

discriminalion  in  the  statute,  the  Commission  will  be  pow^erless  to 
remedy  the  injustice. 

Certain  witnesses  deny  that  injustice  arises  from  the 
present  interpretation  of  the  law,  thus  bringint^  clearly 
into  view  the  issue  which  Congress  alone  can  decide. 
Thus  the  counsel  for  the  Atchison,  Topeka  and  Santa  Fe 
Railway'  was  asked  if  the  Supreme  Court  by  means  of  it^ 
decisions  had  not " '  almost  made  this  Section  four  a  nullity."' 
He  replied: 

Mr.  Morawetz.  xiie  Supreme  Court  has  construed  the  words  **  under  substantially 
similar  circumstances  and  conditions"  in  such  a  way  as  to  allow  the 
rate  to  be  a<l justed  naturally  acconling  to  circumstances. 

The  vice-president  of  certain  lines  in  the  Gould  system 
of  railways  makes  definite  suo"gestion  for  a  working  "inter- 
pretation for  the  long  and  short  haul  clause  which  is  in 
harmony  with  the  interpretation  placed  upon  that  clause 
b}"  the  courts.     He  says  : 

Mr.  Bird.  2291.  If  the  carrier  in  disrej^arding  the  long  and  short  haul  conditions  does 
not  create  a  new  condition  at  the  competitive  point,  or  any  new  con- 
dition, he  has  a  right  to  meet  those  (H)ndition8  and  put  himself  some- 
what in  the  position  of  the  water  carrier. 

These  quotations  are  typical  of  the  point  of  view  of 
those  who  are  satisfied  with  the  present  interpretation  of 
the  Fourth  section  of  the  Act  of  1887.  A  member  of  the 
railroad  conunission  of  Florida,  on  the  other  hand,  enter- 
tains an  opposite  opinion. 

Mr.  Burr,  48.  Mr.  Birr.  There  is  one  iK)int,  however,  that  I  want  to  cover  first, 
and  that  is  that  whatever  law  you  gentlenjen  think  best  to  pass,  we 
ask  that  it  be  stnmg  enough  in  one  particular,  and  that  ie  to  cover 
what  is  called  the  long  and  short  haul.  That  is  one  of  the  things  that 
we  suffer  from  in  Florida  and  in  some  of  the  other  States  very  materi- 
ally.    ♦    ♦    * 

the  Chairman.  That  is  against  the  law  as  it  stands  to-dav. 

Mr.  Burr.  We  have  l)een  informed  that  it  <-an  not  be  handled  under 
the  fourth  section  as  it  stands. 
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A  representative  of  the  1'exas  Cattle  Raisers'  Associa- 
tion and  of  the  Cattle  Growers'  Interstate  Committee 
expresses  the  opinion: 

Mr.  Cowan.  ♦  ♦  *  That  the  Supreme  Court  of  the  United  Mr.  Cowan, 
State**,  in  conrttniing  the  words  "under  substantially  similar  circum- ^^^' ^^'** 
§tan(t^  and  conditions,"  liave  held  affirmatively  tF)at  the  railroads 
tiave  the  right  to  charge  more  for  a  shorter  haul  than  for  a  longer  haul 
jver  the  same  line,  although  it  may  he  an  undue  preference,  which 
is  -prac'ticallv  upheld  in  both  the  third  and  fourth  sections  of  the 
let.     *    *    * 

If  you  desire  to  avoid  just  such  things  as  occurred  in  this  case  1 
nentioned,  you  will  have  to  amend  the  fourth  section  hv  striking  out 
:he  words  *' under  sul)stantially  similar  circumstances  aTid  conditions,'* 
eaving  it  to  the  Commission  to  determine,  and  not  for  the  court  to 
«v  as  matter  of  law.  Every  little  circumstance — like  an  additional 
-ailroail,  for  example — ainount*<  to  a  substantially  dissimilar  circum- 
itance  and  condition,  because  the  court  always  says  that  the  things 
;hat  are  not  precisely  similar  are  dissimilar.  I'hat  is  a  matter  of  logic. 
Those  words  being  in  the  law  it  has  l)een  held  that  they  practically 
miount  to  nothing. 

The  attorney  of  the  Chamber  of  C^^mmerce  of  Spokane, 
kVash.,  claims  that  existing  tariffs  make  unreasonable  dis- 
•riminations  between  places.  His  remedy  is  here  inserted 
IS  expressing  an  extreme  opinion: 

I  could  draft  a  iilause  which  would  answer  for  my  purpose  per-  Mr.  Adams, 
ectly  by  using  the  language  of  the  present  clause  until*  you  got  down  ^^' 
o  the  wowis  "under  substantially  similar  circumstances  and  condi- 
ionn.'*  These  words  1  would  strike  out,  and  enact  as  follows:  "/Vo- 
idtfij  That  upon  petition  tiled  and  ciiuse  shown  by  any  carrier,  the 
Commission  (or  court)  may  so  far  relieve  the  said  carrier  from  the 
peration  of  this  clause  as,  in  their  discretion,  the  public  welfare  may 
einand. 

It  is  clear  from  opinions  quoted  from  testimony  of  wit- 
le.sses  that  the  serious  objection  to  the  present  situation 
>ertains  to  the  inteipretation  which  has  been  given  to  the 
Jecond,  the  Third,  and  the  Fourth  sections  of  the  Act  of 
887.  The  Commission  asks  for  explicit  instnu'tions;  the 
•ailwaj-s  are  satisfied  with  the  present  interpretation. 
^rae  shippers  are  satisfied;  others  complain  of  undue 
)reference  and  demand  a  revision  of  the  law.  The  fact 
vbich  this  report  desires  to  make  clear  is  that  the  point 
in  miestion  may  be  considered  and  decided  quite  inde- 
penaently  of  the  character  of  the  commission  in  whose 
bands  is  placed  the  administration  of  the  law. 

Pl<inH  inhich  call  for  a  coiit'nnunix  e^./vvcvV  <>f  Itgttihftlre 
mthority. — The  recommendations  for  remedial  legislation 
thus  far  considered  contemplate  amendments  to  the  law 
to  insure — 

First.  Greater  publicity  by  extending  the  scope  of  the 
Twentieth  section. 

Second.  Supervision  over  private  cars,  industrial  rail- 
srays,  and  terminals. 

Third.  An  enlargement  of  the  equity  powers  of  the 
Federal  courts. 

Fourth.  A  more  minute  specification  of  the  rules  of 
•onduct  prescribed  by  the  Act. 

The  report  now  comes  to  a  consideration  of  the  propo- 
ition  that  the  Intei'state  Commerce  Conunission,  or  other 
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properly  constituted  body,  should  1)0  clothed  with  the 
power  to  name  in  its  order  the  reasonable  rate.  In  qvl^ 
the  le^al  theory  advocated  by  Mr.  Morawetz  before  the 
committee  be  accepted,  only  such  orders  will  be  vsubject  to 
judicial  review  as  involve  the  question  of  confiscation  on  the 
one  hand  or  of  extortion  on  the  other.  In  case  thi.>  theory 
fails  of  approval,  all  orders  of  the  Commivssion  touching 
rates  will  be  subject  to  judicial  review.  This  statement 
does  not  take  into  account  the  judicial  review  that  could 
be  predicated  upon  the  question  whether  an  act  of  the 
Commiss  on  were  within  the  terms  of  the  <»rant  of  power. 

In  any  case,  however,  such  is  the  proposition,  the  order 
will  be  regarded  as  lawful  and  as  binding  upon  the  car- 
riers until  set  aside  by  the  court,  provided,  of  course,  it 
has  not  l)een  temporarily  suspended  by  injunction  or  other 
appropriate  process.  This  is  a  concise  statement  of  the 
proposition  that  the  mte-making  power  should  l>e  conferred 
upon  the  Interstjite  Commerce  Commission  as  expressed 
in  the  testimony. 

As  introductory  to  a  review  of  the  arguments  for  and 
against  the  proposal  outlined  above  it  may  be  observed  in 
the  first  place  that  within  the  lin)its  of  jurisdiction  and 
powers  conferred  by  Congress  this  proposition  contein- 

t)lates  a  continuous  exercise  of  legislative  or  quasi -leiri!*- 
ative  authority  by  an  administrative  bureau.  That  these 
suggestions  involve  the  exercise  by  the  Commission  of 
authority  of  a  legislative  character  appears  to  l>e  beyond 
question.  This  is  evident  from  the  fact  that  the  witnes'^e? 
who  favor  them  frequently  quote  with  approval  that  por- 
tion of  the  opinion  of  Mr.  Justice I^rewer  in  the  Maximum 
Rate  case  which  reads  as  follows: 

It  ifl  one  tliinj;  to  itiqiiire  whether  the  rates  u  hieh  have  been  oharg»*d 
and  collected  are  reasonable— that  in  a  judiiual  act;  but  an  entirely 
different  thing  to  prescribe  rates  whit-h  shall  be  charged  in  tiie  future— 
that  is  a  legislative  act. 

Yet,  if  certain  legal  propositions  in  the  testimony  are 
accepted,  it  would  appear  that  the  power  to  substitute  a 
new  rate  or  rates  for  a  rate  or  rates,  found  upon  complaint 
to  be  unreasonable,  might  be  conferred  upon  the  C-om- 
mission  in  such  a  way  as  to  be  exercised  in  a  judicial  i-ather 
than  a  legislative  manner.  This  would  be  the  case  if  no 
language  were  used  to  give  effect  to  the  action  of  the 
Commission  independent  of  judicial  process  and,  as  at 
present,  the  enforcement  of  an  v  of  its  orders  were  deferred 
until  it  should  be  incorporated  in  the  decree  of  a  court  of 
equity.  The  distinction  in  the  minds  of  these  witnesses 
seems  to  be  in  the  mannei*  in  which  eliectiveness  is  secured 
and  in  the  character  of  the  discn^tion  conferred.  Little 
support  of  this  suggestion  as  a  practical  legislative  pro- 
posal is  to  be  found  in  the  testimony,  and  it  was  thereioi'e 
omitted  from  the  discussion  of  the  tirst  class  of  remedial 
legislation.  The  witnesses  who  support  the  idea  of  con- 
fening  the  mte-making  power  seem  generalh*  to  have 
considered  it  essential  to  give  the  oiders  so  "made  the 
effect  of  acts  of  legislation. 
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The  distinction  between  a  judicial  and  a  legislative  act 
erve.s,  therefore,  as  a  line  of  demarcation  between  the 
wo  policies  under  consideration,  one  of  which  relies  upon 
he  <*ourts  for  the  enforcement  of  such  standards  of  obli- 
l^tion  as  Congress  sees  tit  to  impose  upon  the  carriers, 
vhile  the  other  relies  upon  a  commission.  On  this  point 
I  member  of  the  Interstate  Commerce  Commission  ex- 
pressed himself  as  follows: 

Mr.  Proutv.  The  trouble  now  is  that  you  are  endeavoring  to  achnin-  Mr.Prouty,2867. 
fc»ter  thin  law  by  the  court.  That  can  not  Ixi  done.  You  may  take 
?very  ciiwe  that  stands  on  the  docket  of  the  Interstate  Commerce  Com- 
uiK^ion,  you  may  take  every  case  that  has  been  decided  bv  the  Inter- 
tate  Cou'imerce  Commission  for  thelasteiKht  years,  since  1  have  l>een 
m  that  Commission,  and  the  thing  can  not  l)e  corrected  unless  you, 
n  effect — you  might  by  indirection— fix  the  rate  for  the  future,  and 
•on  must  create  a  commission  and  you  must  give  it  that  power. 

It  may  further  be  observed  as  introductory  to  a  con- 
iideration  of  the  arguments  that  the  proposition  to  confer 
he  rate-making  power  upon  an  administrative  body  is  not  • 
irged  as  a  means  of  getting  rid  of  rebates  and  secret  dis- 
jriminations.  Upon  this  point  also  there  is  substantial 
inanimit} ,  so  far  as  direct  statement  is  concerned.  In- 
leed,  one  prominent  witness,  in  di.scussing  the  Townsend 
)ilL  urged  that  the  temptation  to  sec^ret  discriminations 
%'ill  be  increased  by  conferring  upon  the  Connnission  the 
•ate -making  power. 

Mr.  HiNEs.  *  *  ♦  As  a  matter  of  fact,  the  Townsend  bill  com-  Mr. mne«,  1166. 
>elH  the  Commi.«sion  to  make  absolute  rates.  As  I  have  pointed  out, 
hip  made  it  difficult,  and  would  have  made  it  impracticable  in  many 
ases,  to  reduce  those  rates  in  ac^^ordance  with  commercial  conditions, 
vhereas  under  the  present  system  the  railroad,  if  the  conditions  re- 
juire  a  re<luce<l  rate,  may  publish  a  rate  which  would  be  ofHjn  and 
ilike  to  all.  Tncler  the  proposed  system  those  conditions  might  be 
mnerative,  an<i  yet  the  Commission  would  not  have  time  to  grant 
letuictions  in  rates  so  as  to  change  an  absolute  rate  fixed  by  it.  There- 
ore  the?^e  commercial  conditions  would  have  constituted  a  much 
greater  temptation  to  cut  the  rates  of  the  Connnission  than  to  cut  the 
ates  nia«ie  r>y  the  railroads,  because  the  publishe<l  rates  of  the  rail- 
x)ad>3  <'an  be  changed  on  short  notice,  whereas  the  al'Sf)lut**  rates  of 
he  (^)ninn*esion  could  probably  not  l)e  changed  for  years,  on  account 
>f  the  extensive  duties  the  Commij-sion  had  to  iHTform. 

A  ujember  of  the  Interstute  Commerce  Commission  con- 
cedes thiit  the  rate  making  power  would  not  add  to  the 
remedy  against  paying  rebates. 

Senator  Kkan.  Do  vou  think  that  if  the  Commission  had  the  power    Mr.  C1ement«, 
o  fix  a  rate  that  would  do  away  with  all  rebates?  3241. 

Mr.  Clements.  No. 

Senator  Kean.  Do  you  think  it  would  add  to  it? 

Mr.  Clements.  1  do  not  know  that  that  would  materially  affect  the 
•ebate  question. 

Senator  Kean.  Do  you  think  it  would  prevent  discrimination? 

Mr.  Clements.   Well,  it  might  be  in  some  cases  that  it  would  ojKjrate 

0  do  so.     The  Commission  has  called  attention  to  it  as  it  has  thought 

1  proper  thing  to  do,  mainly  for  the  con-ection  of  excessive  an<l  un- 
reasonable rates.  It  is  not  contended  that  that  would  add  to  the 
lemedy  against  paying  rebates. 

It  is  suggested  in  the  testimony,  however,  by  inference 
■ather  than  bv  direct  statement,  that  a  conunission-made 
rate  would  stknd  as  ^'a  bar  between  the  traffic  managers 
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of  this  country  and  the  .shipper  who  wants  to  ship  his 
freight/'  As  expressed  hy  the  witness  from  whom  this 
phrase  is  quoted: 

Mr.  Bird,  2298.  *  *  *  The  shipper  will  Hay,  **I  must  have  this  rate;'*  but  the 
traffic  manager  will  reply,  **If  I  make  you  this  rate  now,  this  Coin- 
midsion  has  the  power  to  make  it  to  every  one  at  any  time,  and  I  am 
setting  as  a  precedent  an  e.xample  by  which  they  will  measure  every 
case  in  whic^h  I  appear  before  them.  I,  myself,  will  have  established 
the  preceilent,  and  they  will  say  that  is  an  evidence  of  a  reasonable 
rate. 

Mr.  Acworth,  a  specialist  on  railway  practice  in  Eng- 
land, explained  to  the  committee  the  manner  in  which  the 
law  with  respect  to  undue  preference  has  worked  in  Eng- 
land: 

Mr.  Acworth,        In  England  I  think  there  is  no  question  whatever  but  that  the 
^®^-  enforcement  of  the  law  with  resi)ect  to  undue  preference  has  tended  to 

prevent  concessions  that  would  otherwise  have  been  given.  The  rail- 
way {K»ople  lia\e  been  afraid  that  the  courts  would  regard  as  similar 
circumstances  which  they  regarded  as  dissimilar,  and  therefore  they  have 
hesitated  to  make  a  reduction  that  they  otherwise  would  have  uiade, 
pre.*<umably  with  profit  to  themselve.<  and  to  the  traders.     ♦    *    * 

The  purpose  of  the  above  quotations  is  to  suggest  the 
indirect  influence  which  may  be  exerted  bv  conferring 
upon  a  commission  the  power  to  name  a  future  rate. 
Whatever  view  may  be  taken  of  the  result  of  the  propo.sed 
legislation,  so  far  as  rebates  and  secret  discriminations  are 
concerned,  it  is  evident  from  the  testimony  that  direct 
argument  in  favor  of  conferring  the  rate-making  power 
upon  the*  C/ommission  is  addressed  primarily  to  the  neces- 
sity of  providing  adequate  means  for  the  correction  of 
open  discriminations  as  expressed  in  the  published  tariffs 
rather  than  secret  di.scriminations.  The  following  is  h 
clear  statement  of  the  argument: 

Mr.  Protity.  Mr.  Proutv.  Mr.  Senator,  I  believe  this:  1  have  said  it  a  great  many 
times  an<l  I  can  say  it  in  a  wonl  again,  that  there  must  l)e,  and  e><pe- 
cially  in  view  of  the  combined  railway  intiuence  at  the  present  time, 
some  tribunal  somewhere  which  has  power  to  judge  between  the  rail- 
way and  the  public.  I  do  not  mean  by  that  that  I  should  have  or 
that  anylx)dy  el.'^e  should  have  anv  power  over  the  proj^erty  of  the 
railway.  I  think  the  railways  should  make  their  own  rates.  I  think 
they  should  be  allowed  to  clevclop  their  own  business.  1  have  never 
advocati^d  any  law  an<l  I  am  not  m  favor  of  any  law  which  would  put 
the  rate-making  power  into  the  hands  of  any  commission  or  any  court. 
While  it  may  be  necessary  to  do  that  some  time,  while  that  is  done  in 
some  States  at  the  i>resent  time,  while  it  is  done  in  some  countries,  I 
am  opi)osed  to  it,  and  I  couM  give,  if  it  were  material,  the  reasons 
why  I  am  opposed  to  it.  Yon  have  heard  them  already  from  other 
parties. 

Senator  Culi.om.  We  would  like  to  hear  them  from  you. 

Mr.  Puorrv.*  And  1  say  this,  that  there  niust  be  S(mie  tribunal 
which  can  determine  whether  the  railroad  has  so  used  it<«  property  as  to 
destroy  my  i>roperty.  If  a  railroad,  haviiiir  the  absohite  monpoly,  im- 
poses npofi  me  an  unjust  and  an  nnrea.sonal)le  rate  it  takes  my  prop- 
erty. If  the  raiiroail,  having  power,  iinpos'/s  a  discrimination  which 
shuts  up  my  coal  njines  or  shuts  down  my  mill  it  takes  my  property. 

The  Chairman  of  the  Intorst-ate  ('Ommerce  (Commission 
expresses  himself  in  a  similar  manner: 

Mr.  K.vAPc.  ♦  *  *  1  will  :4ay  asrain,  as  I  have  said,  I  am  not 
able  to  see  how  you  can  apply  the  remedy  which  a  ji:iven  situation 
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may  fieem  to  require  unless  you  have  an  adminintrative  or  legislative 
tribunal  which  can,  actinjj  under  your  authority,  substitute  a  rate  to 
be  charged  in  the  future  m  place  of  the  rate  which  has  been  found 
unlawful.  If  vou  can  fin<l  a  way  to  accomplii<h  the  puriMMie  and  meet 
the  needs  in  tfcat  regard  in  some  other  way,  I  can  only  say  that  I,  as 
a  member  of  the  Commission,  shall  be  glad  to  be  relieved  of  the 
responsibility,  which  is  a  very  great  one,  of  saying  in  such  a  case  as 
that  how  much  the  railroad  shall  charge  in  the  future. 

The  argfument  is  expressed  by  the  attorney  of  the  Texas 
Cattle  Raisers'  Association  in  the  following  language: 

1  ask  the  question  if  it  is  not  true  under  our  form  of  Government  Mr.  Cowan, 
that  the  best  solution  at  last  of  this  question  with  respect  to  railroad  ^^• 
rates  is  that  whi^h  has  been  made  by  the  State  of  Texas,  simply  that 
the  Conmussion  fix  them  absolutelv,  as  an  arbitrary  legislative  act? 
1  am  not  advocating  that  that  be  done,  but  I  do  aclvocate  that  the 
only  way  to  vitalize  the  interstate-commerce  act  is  to  give  the  Com- 
mie&4ion  power  to  arbitrate  and,  as  a  legislative  act,  after  it  shall  have 
investigateil  a  given  cause,  to  then  simply  fix  a  lawful  rate  regardless 
of  the  fact  that  a  railway  company  ma^  have  by  contract  put  itself  in 
a  place  where  it  can  not  give  A  a  fair  show  because  of  its  contrac^t 
with  n.  If  you  do  not  do  this,  tell  me  what  remedy  and  relief  has 
the  live-stock  shipper  in  Iowa  against  this  undue  preference,  which 

has  been  found  to  exist? 

• 

A  secondary  argument  in  support  of  a  rate-making  com- 
mission, although  it  finds  but  faint  expression  in  the  testi- 
mony, and  for  that  reason  is  passed  with  no  extended 
comment,  is  addressed  to  the  necefisity  of  bringing  the 
development  of  the  Nation,  in  so  far  as  that  development 
is  dependent  upon  railway  tariffs,  under  the  direction  of 
an  approved  public  policy.  This  means  that  the  interests 
involved  in  the  rate  problem  are  not  limited  to  strictly 
business  considerations,  as  judged  from  the  point  of  view 
of  the  milway.  An  instructor  in  Harvard  University 
brought  one  phase  of  this  argunicnt  to  the  attention  of  the 
committee.  It  is  introduced  as  illustrating  a  possi])le  class 
of  considemtions. 

*    *    *    The  point  I  am  trying  to  make  is  this:  That  there  are  in-^  Mr.  Ripley, 
fluences  at  work  which  slowly  but  inevitably  are  concentrating  our*^^*  . 
population  in  the  large  cities,  and  the  big  cities  have  nothing  of  which 
to  complain.     ♦    ♦    * 

My  lectures  at  Harvard  cover  a  course  on  trusts  or  corporations,  a 
course  on  labor,  on  railroads,  and  on  statistics;  and  in  every  one  of 
thot^e  four  coui^ses  1  have  brought  up  in  some  way  this  question  of 
concentration.  If  I  take  it  up  in  statistics,  I  find  the  growth  of  the  large 
cities  is  at  the  expense  of  small  communities;  if  in  the  trust  problem, 
it  is  srimehow  an  a<lvantage  for  the  manufacturer  to  locate  at  a  large 
place,  an  advantage  which  he  ought  to  have.  The  only  question  to 
which  I  ask  attention  is  that  we  should  not  unduly  extend  the  principle 
of  tlat  rati^  for  all  distances  until  we  have  an  invasion  by  railn>ads  of 
the  territ«^>ry  of  other  railroads. 

The  social  character  of  railway  tariffs  was  thus  expressed 
by  the  Commission  in  its  annual  report  for  lSt)5: 

No  one  who  understan<ls  the  intricacit^  of  transportation  would  m^^^'  ^^^'  '°' 
care  to  assert  that  the  detennination  of  a  just  rate,  or  the  decision  as  » **•  • 
to  what  constitutes  discrimination,  is  an  easy  task.  To  some  extent 
the  principles  upon  whirh  taxation  rests  must  Ik?  allowed  in  fixing  a 
jost  rate;  to  some  extent  the  result  of  a  rate  upon  the  development  of 
industry  must  be  taken  into  account  in  all  decisi<ms  which  the  (Vmi- 
miesion  is  called  upon  to  make;  to  some  extent  every  quc^^tion  of 
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transportation  involves  moral  and  social  consi<leration»;  so  that  a  just 
rate  can  not  be  deterniine<i  independently  of  the  theory  of  soi'ial 
progress. 

The  argments  at^ainst  the  proposition  to  confer  the  rate- 
making  power  upon  an  administrative  body,  as  far  as 
expressed  in  the  testimony,  present  themselves  under  four 
heads.  The  first  of  these  has  been  already  passed  in 
review  in  considerinof  the  sulticienc}'  of  the  guarantee  of  a 
judicious  management  of  railway  property  afforded  by 
enlightened  self-interest.  It  was  not  claimed  bj-  those 
who  urged  reliance  uf)on  this  guarantee  to  the  exclusion 
of  administrative  supervision  over  railway  rates,  that  no 
abuses  arise  in  the  private  management  of  railway  prop- 
erty, but  rather  that  business  administration,  under  the 
regime  of  free  contract,  contains  within  itself  means  for 
the  correction  of  such  evilsas  industrial  progress  develops. 
Nothing  need  be  added  to  the  presentation  already  accomed 
this  theory  of  redress. 

Besides  the  argument  thus  referred  to,  which  touches 
the  l)road  theory  of  industrial  and  |)olitical  organization, 
the  op[)6nents  of  a  Federal  commission  clothed  with  rate- 
making  power  urge: 

That  (lovernment  rates  will  impede  industrial  progress; 

That  a  Government  commission  is  incapable  of  perforui- 
inff  the  task  contemplated,  and 

That  to  confer  the  power  of  making  a  future  rate  upon 
a  conmiission  would  make  the  question  of  railway  tariffs  a 
political  question. 

The  report  now  proceeds  to  consider  these  three  classes 
of  arguments. 

Will  (rorernmcnt  ratcx  hnpedc  hidnxfrtal  j}rogntKS?— 
This  proposition  was  submitted  in  a  positive  form  by  an 
instructor  in  the  Chicago  rniversity  who  was  invited  to 
testify  as  an  expcM't  on  foreign  railway  administration. 
He  said: 

Mr.  Meyer,  1553.  The  experience  of  all  countries  tliat  have  ha<l  a  jrcnerally  effective 
regulation  of  railway  rates,  whether  sucli  rejrulation  was  exercise*!  by 
a  connnission  or  by  state  ownership  itself,  has  been  to  bring  into 
politics  the  i^uestion  of  reiisonable  rates  and  the  great  question  of 
conflict  of  sectional  interests,  which  is  an  incipient  nwessary  to  the 
<ieveloprnent  of  a  country,  and  the  ultimate  result  has  been  that  rail- 
way rates  have  IxH-onie  inelastic  an.l  finally  have  ceaseii  to  decline; 
they  have  become  stationary  and  have  remamcd  so. 

The  result  of  that  has  been  to  paralyze  commerce  to  a  very  large 
extent,  the  railways  as  effective  agents  for  the  development  of  c\>m-. 
merce,  and  the  resources  of  a  country;  and  uidess  there  has  l)een 
the  possibility  of  escape  from  that  paralysis  through  a  resource  to  a 
means  of  transportation  that  was  abandoned  in  this  country  in  the 
seventies,  namely,  by  river  and  canal,  the  effect  has  been  absolutely 
disastrous. 

The  claim  was  also  supported  by  a  foreign  witness  who 
was  in  Washington  in  attendance,  as  a  delegate,  upon  the 
International  Railway  Congress.  Referring  to  the  expe- 
rience in  England,  he  said: 

Mr.  Acworth.  j  have  no  doubt  that  the  interference  of  Parliament,  the  courts,  and 
the  executive  have  all  tendeii  to  stereotvjHj  and  keep  rates  at  an  un- 
necessarily high  level.    *    ♦    ♦    ]  think,  so  to  speak,  the  heart  has 
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een  taken  out  of  the  railway  men.  The  railway  men  understand 
\\\s  business;  they  know  how  to  mana^  it  in  their  own  way.  The 
ail  way  men  think  that  the  '*  responsibility  has  ceased  to  be  ours; 
»'e  must  maintain  the  i<taius  7'io,"  and  this  is  what  they  do.  ♦  *  * 
think  a  good  deal  of  our  rejfulation  is  very  muvh  against  the  public 
nterest. 

All  that  is  to  be  found  in  the  te.stiniony  upon  thispiopo- 
ition,  with  the  exception  of  incidental  observations,  is 
ubmitted  by  these  two  witnesses,  and  it  was  doubtless 
his  fact  that  led  the  chairman  of  the  committee,  in  his 
etter  of  instructions,  to  request  a  comprehensive  compari- 
on  between  American  and  foreign  railway  s3'stems  and 
ransportation  results.  As  ali'eady  stated,  such  a  com- 
)arison  was  not  possible  in  the  time  available  for  writing 
his  report. 

The  argument  of  Mr.  Meyer  is  found  in  the  second 
'olume  of  the  printed  testimony,  pages  1552  and  1027. 
t  18  an  extendecl  argument  in  support  of  the  proposition 
ibove  quoted  and  contains  many  references  to  the  decisions 
rf  the  Interstate  Commerce  Commission  which  do  not 
lannonize  with  what  the  witness  reg*ards  as  sound  trans- 
>oi*tation  principles.  As  this  argument  can  not  very  well 
)e  condensed,  its  consideration  is  passed  in  this  report  with 
he  simple  reference  to  the  place  which  it  occupies  in  tlie 
.nalysis  of  the  situation. 

In  support  of  this  proposition  one  witness  divided  the  .^''- ^®^<^<'™*>' 
•ailway  history  of  the  United  States  during  the  years  from 
870  to  19(K3  into  two  periods,  viz,  the  *^ period  of  free 
nterstate  commerce"  from  1870  to  188(>,  and  the  ^*i>eriod 
»f  restriction"  from  1887  to  rJ03.  The  distinction  upon 
vhich  this  classitication  obviously  rests  is  the  fact  that 
he  opemtion  of  the  present  Interstate  Commerce*  law 
onimenced  during  the  early  part  of  1887. 

The  witness  referred  to  introduced  statistics  which,  in 
lis  opinion,  show  that  even  the  modemte  resti-ictions  now 
n  force  have  so  interfered  with  freedom  of  contract  as  to 
etard  the  normal  reduction  in  rates.  The  basis  of  this 
heorv  is  the  contention  that  no  party  to  a  contract  can 
legotiate  freely  while  .subject  to  the  threat  of  govern- 
nental  interference  with  the  terms  of  the  contract 'IxMng 
legotiated  or  that  when  tinally  made  it  will  become  a 
iieans  in  the  hands  of  government  for  controlling  to  his 
lisadvantage  some  other  contract.  Those  who  accept  this 
heory  claim  that,  in  such  degree  as  government  super- 
ision  is  effective,  freedom  of  negotiation  on  the  part  of 
•ailway  officers  is  impaired,  and  that  in  addition  to  the 
genomic  incentive  for  resistance  to  requests  for  reduc- 
ions  in  charges  the}'  are  forced  into  a  psychological  atti- 
ude  of  continuous  defense  of  the  existing  schedules. 

The  testimony  contains  many  expressions  of  opinion  on 
be  part  of  railway  men  to  the  effect  that  effective  govern- 
nent  supervision  over  railway  rates  w  ill  retard  the  build- 
ng  of  new  lines.  One  quotation  will  suffice  to  mnke  the 
>oint. 
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Mr.  Pish.  296.  To  maintain  systems  already  established,  necessary  branches  and 
feeders  may  be  built  even  in  the  face  of  hostile  legislation^  but  it  is 
quite  certain  that  no  promoter  of  a  new  railroad  woifld  have  the  hardi- 
hood! to  propose  to  any  capitalist  to  furnish  the  money  to  build  a  new 
railroad  whose  administration  in  all  matters  touching  the  revenue 
would  be  put  under  such  a  body  as  an  interstate  commerce  commis- 
sion. If  such  legislation  as  that  proposed  shall  be  enacted  into  a  law, 
it  must  be  done  with  a  full  understanding;  that  ii  will  operate  to  com- 
pletely paralyze  the  buihling  of  independent  railroad  lines. 

en^^rt^no^iM'     Q^iitc  a  number  of  witnesses  submitted  for  the  eonsid- 

Mr^Tuttie*.  963!eration  of  the  committee  statements  of  the  large  numbers 

Mr.^F?anw!*23W;  <^f  Stockholders  and  investors  in  railway  securities,  as  also 

Mr^  Thomp§on;  statements  of  the  large  number  of  employees  dependent 

for  their  livelihood  upon  a  successful  administration  of 

railway  property,  the  implication  clearl}'  being  that  this 

class  of  securities  and  this  class  of  employees  would  be 

harmed  by  governmental  supervision  over  railway  rates. 

Quotjitions  reciting  this  class  of  facb*  would  extend  unduly 

the  report. 

The  obstructive  influence  of  Government  railway  rates 
was  presented  in  yet  another  manner.  Such  i-ates,  it  was 
urged,  must  be  mileage  rates,  or  at  least  pay  such  regard 
to  the  distance  principle  in  the  adjustment  of  tariffs  as  to 
hinder  the  movement  of  freight  and  consequently  endan- 
ger the  permanent  prosperity  of  the  nation.  The  claim 
submitted  is  that  the  preference  clause  of  the  Constitution 
makes  it  impossible  for  Congress  to  esta))lish  a  I'ate  which 
gives  the  port  of  one  State  preference  over  the  port  of 
another  State.  The  arguments  pro  and  con  upon  this  legal 
proposition  have  already  been  submitted.  Its  l)earing 
upon  the  feasibility  of  conferring  the  rate-making  power 
upon  the  Interstate  Commerce  Commission  is  suggested  in 
the  following  quotation,  which  places  in  comparison  the 
Government  and  the  railways  as  rate-making  agencies: 

Mr.  Peck,  1342.  Mr.  Peck.  1  have  no  doubt  that  if  a  coniniisfwion  were  vented  with 
the  rate-making  power,  aiui  attempted  to  preserve  exiHting  differen- 
tials, or  to  eHtai)liHh  new  ones,  it  would  find  itnelf  face  to  face  with  the 
pref(*rcnee  clause  of  the  Constitution.  Perhaps  I  should  add  that  if 
It  made  a  purely  flistance  rate,  leaving  the  ports  to  their  natural  ad- 
vantages, the  constitutional  provision  would  not  he  violated. 

Upon  another  occasion  the  same  witness  said: 

Mr.  Peck,  1312.  While  Congress,  or  a  commission  empowered  to  regulate  commerce 
can  make  no  regulation  which  shall  give  preference  to  the  ports  of  one 
State  over  those  of  another,  no  such  ohstacles  stand  in  the  way  of  the 
development  of  trade  hy  the  enlightened  and  proper  action  of  carriers 
under  the  great  law  of  fomi>etition.  Stinuilatea  by  their  <lesire  to 
build  up  the  port<  and  cnmrncrcial  centers  which  they  reach,  they 
have  succeede<l  in  largely  counteracting  natural  advantages  and  have 
given  to  the  people  what  governmental  regulation  never  could  give. 

The  claim  that  (jrovernmefit  rates  would  tend  to  l)econie 
mileage  rates  does  not  rest  exclusively  upon  the  interpre- 
tation of  the  preference  clause  of  the  Constitution.  Said 
one  witness: 

Mr.    Carelton,      *     *     *    There  is  only  the  coMest  logic  in  the  proposition  that  if 
'^'^'  the  National  Conunission  goes  a  rate  making,  it  will  have  to  do  so  on 

a  fixed  j>rinciple,  which  will  mean  a  fixed  rate  per  mile,  regardless  of 
other  conditions.     *    *    * 
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Reference  was  made  to  the  experience  of  certain  State 
•ailway  commis.sions: 

Mr.   RAM8EV.     ♦    *    *    I  have  before  me  Missouri  State  tariffs  ^m/     ^"^y- 
jffective  June  17,  1905,  based  in  acconiani'.e  with  the  new  law  in  Mis 
'ouri.     The  legihlature  of  Missouri  took  a  new  departure  and  tixe<l  the 
naximuni  rates  on  all  commodities  in  that  State  based  absolutely  on 
he  milea^  basis. 

Another  witness  said: 

The  courw*  that  the  Commission  would  be  driven  into,  and  that    Mr.    Elliott, 
?very  State  commission  is  gradually  being  driven  into,  is  to  adopt  a 
nileage  liasis  of  rates.     The  effect  of  such  a  basis  on  a  country  the  size 
)f  the  United  States,  with  its  past  history  of  commercial  development, 
s  appalling  to  one  interested  m  the  growth  of  the  country. 

The  testimony  con taifus  no  direct  discussion  of  this  propo- 
rtion on  the  part  of  those  who  advocate  a  Federal  rate- 
iiaking  commission.  The  dissent  of  the  Attorney-^^reneral 
md  of  the  Interstate  Conmicrce  Commission  from  the 
)pinion  that  the  preference  clause  of  the  Constitution 
•eqiiires  mileaofe  rates,  will  l>e  found  in  another  part  of 
;his  report,  whih  the  fact  that  the  Commission  during  the 
jighteen  years  of  it^  existence  has  constantly  approved  a 
•easonable  disregard  of  mileage  rates,  would  seem  to  sug- 
gest doubt  as  to  the  correctness  of  the  premise  upon  which 
;he  argument  under  consideration  re:?ts.  The  pertinency 
)f  this  argument  relates  to  its  major  premise:  Are  gov- 
»,rnment  rates  necessarily  mileage  rates ^  If,  for  any  rea- 
fon.  this  question  must  be  answered  affirmatively,  the 
jroposition  for  a  rate-making  commission  will  find  few 
idvocates. 

/x  it  (fori^riunent  vonnHtHnhm  capah/e  of  iiiftking  mlhrny 
*ate^,^ — The  testimony  contains  many  expressions  to  the 
?ifect  that  a  Government  conmiission  would  be  incapable 
)f  performing  the  stupendous  task  of  supervising  railway 
taritfs.  The  country  is  too  large,  the  list  of  commodities 
too  various,  and  the  interests  involved  too  complicated  to 
f)e  safely  intrusted  to  the  judgment  of  a  small  body  of 
men.  The  location  of  the  Commission  at  Washington  is 
i!so  urged  as  an  argument  against  the  proposition.  The 
ta.sk  of  making  tariffs  may  be  more  safely  committed,  it  is 
urged,  to  the  numerous  traffic  officials  residing  in  different 
part*<  of  the  country,  for  the  reason  that  they  come  into 
personal  contact  with  the  shippers.  The  following  quo- 
tation expresses  this  point  of  view  in  an  emphatic  manner:  < 

Mr.  M<»RAWETZ.     ♦    *    *     I  think  that  the  dan>;er  of  givinjr  a  com-  ,^lr  Morawetz. 
niii'sion  discretionary  power  of  tixinjr  the  rates  on  interstate  husiness      * 
.8  BO  vastly  jfreater  than  the  danger  of  ^riving  similar  [)owers  to  a  State 
.*oniniission  that  no  comparison  is  pc»ssible. 

Senator  Nkwlands.  Well,  that  arines  from  the  magnitude  of  the 
t)uaine^s— of  the  interstate  business  as  compared  with  the  local  Imsi- 
ies8— ^does  it  not? 

Mr.  MoKAWETZ.  Yes.  It  arises  from  the  fact,  in  the  first  instance, 
:hat  it  is  al»solutely  beyond  human  power  for  any  commission  to  deal 
cnowingly,  iutelligentiy,  with  so  great  a  problem  as  the  rejxulaticm  of 
nterstate  ratt»8  in  the  (^nited  States:  an<l,  secondly,  that  an  error 
nade  by  this  commission  would  1h'  fatal,  not  onlyto  the  railways 
hrvMighout  the  country,  but  to  the  countrv  itself — I  njcan  an  error  in 
ixin;;  the  relative  rates  of  diffcrtMit  localities.     *    *    * 
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The  boarintjfof  these  considerations  is  emphasized  when 
it  is  noted  that  the  rate-making  i>ower  includes  not  only 
the  determination  of  the  rate  but  the  division  of  the  rate 
between  connecting  lines  which  unite  to  make  a  joint 
taritf.     The  following  illustrates  this  point  of  view: 

Mr.  Hiland,      *    *    *     I  notice  that  in  the  Esch-Townsend  hill  it  is  projK^ 
^^**  where  a  joint  rate  is  made  l)etween  two  railroads,  and  there  is  a  failure 

upon  the  two  roa<ls  to  a^ree  upon  a  divi^?ion  of  that  rate,  to  authorize 
the  ('oinnii8t?ion  to  lix  the  division  of  the  rate.  I  think  that  is  a  very 
seriouH  objection,  lx.*cauHe  the  theory  of  division  of  rates  is  reciprocMty; 
and  I  do  not  believe  any  commission  can  understand  and  know  the 
reciprocal  relations  that  exist  between,  we  will  say,  the  Chicago  and 
Northwestern  and  the  Chicago,  Milwaukee  and  St.*  Paul  railways.  I 
do  not  believe  that  the  present  plan  results  in  any  injustice  to  other 
railroads  wliich  are  not  in  a  position  to  give  us,  or  we  them,  the  same 
divisions  or  the  same  interchange  of  traffic. 

In  other  words,  1  do  not  think  that  some  roa<l  that  starts  nowhere 
and  goes  nowhere  should  come  in  upon  our  track  and  enjoy  all  of  oar 
terminal  facilities  at  one  given  place  and  be  afforded  the  same  con- 
veniences that  a  railroad  that  interchanges  all  its  terminals  with  us 
would  have. 

The  advocates  of  a  rate-making  commission   urge,  on 
the  other  hand,  that  the  proposition  under  consideration 
does  not  contemplate  a  (Jovernment  schedule  of  railway 
rates.     The  power  of  the  Connnission  is  to  be  exercised 
upon  complaint,  and  the  order  of  the  Connnission  is  to  be 
limited  to  the  connection  of  the  rate  or  rates  found  unrea- 
sonable.    Quotutionsin  support  of  this  statement  are  unnec- 
Mr.  Knapp.essarv.     It  is  found  in  the  message  of  the  President,  it  is 
Mr.  Clements,  SO  Stated  in  the  Esch-Townsend  bill,  and  the  members  of 
^r.   cockreii,  ^^^  Interstate  Commerce  Commission  so  testified  befoi^e 
8371-  the  committee.     As  aj^ainst  this  contention  it  is  claiuiod 

2sei2,'2S77.^^  ^  by  those  who  oppose  conferrint^  the  rate -ma  ki  nor  power 
^'' ^*'^*'''^*'^- that  there  is  really  no  ditTerence  between  conferring  the 
power  to  establish  rates  in  the  tirst  instance  and  confer 
ring  the  power  to  revise  rates  upon  complaint.     A  single 
quotiition  wmH  sutHce: 
Mr.      Vining.      I  desire  to  call  attention  to  the  fact  that  tlieview  that  a  j>c»werto 
^*8€e   also    Mr  '"^^'^^^  ^'*^*  chanjje  rates  is  e.^entially  different  fro;ii  a  |K>wer  to  estab- 
Hines,  1030;  Mr.  lis*^  rates  in  the  first  instance   is  fundamentally  erroneous  for  this 
Spencer.    ^3622:  reason:  All  the  railroad  rates  of  this  country  are  interwtiven  and  con- 
Mr' ^Icox' 3645- "^**'^^^  tojrether  as  interdei)endent  parts  of  one  enormous  systeu', «) 
Mr! Smith.  236.  '  that  a  chanj»eof  any  important  rate  at  any  importiint  point  shakes  the 
wh<^le  fahric  from  one  extremity  of  the  country  to  the  other,  ami  it 
may  reiisonahly  be  assumed  that  the  chanjres  which  the  Commission 
would  he  callcti  up<^)n  to  make  under  this  pn>po8e(l  power  would  natu- 
rally affect  important  business  rather  than  that  which  is  unini{)ortant. 

One  witness  who  approves  conferring  the  rate-making 
power  submits  the  su^jr*\stion  that  the  chief  difBculty  of 
making  rates  at  the  present  time  grows  out  of  the  fact 
that  those  who  make  the  rates  are  freed  from  the  control 
of  a  centralized  authority.  In  his  opinion  the  rate  situa- 
tion woukl  be  simplitied  and  the  problem  of  railway  tariffs 
more  easily  handled  were  Congress  to  confer  the  power 
of  making  th(»  entire  schedule  rather  than  the  rate.  He 
stands  alone,  however,  in  this  opinion,  so  far  as  the  testi- 
mony goes. 
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Mr.  Stkkney.  The  practice  of  each  company  makiiijyj  its  own  8che<lule  ^  Mr.  Stickney, 
H  the  chief  cause  of  the  prewjnt  confusion  in  interstate  rates,  because  ' 
here  are  as  many  opinions  upon  the  details  of  a  schedule  as  there  are 
nen  engaged  in  making  schedules.  Now,  the  Commission,  having 
luthority  to  make  all  the  rates,  would  have  no  such  difficulties.  The 
>>m mission  would  not  make  rates  for  each  railway,  but  only  one 
chedule  for  all  the  railways. 

The  fruitful  conclusion,  from  ii  consideiation  of  the 
rarious  opinions  expressed  in  the  testimony'  relative  to 
governmental  supervision  over  railway  rates,  is  that  the 
piestion  turns  very  largely  upon  the  end  to  he  accom- 
plished or  the  purpose  held  in  view. 

The  testimony  suhmitted  to  the  committee  gives  scant 
nformation  as  to  the  comparative  merits  of  those  funda- 
nental  principles  of  transportion  essential  for  a  reason- 
ibl*^  opinion  u\K>n  the  point  at  issue. 

/Jo  (r(frrr)uiie}it  ratcii  hull' f  the  qm*fitioi}  of  railimy  tariffs 
f  pofftfcaJ  (lueHthm? — It  is  strongly  urtjed  hy  those  who 
ire  opposed  to  a  rate-making  commission  that  the  con 
"erring  of  such  a  power  would  invit*^  sectional  contro- 
rersy  and  hring  a  vexed  question,  which  is  now  purely  a 
commercial  question,  into  the  realm  of  ]X)litics.  Kvidence 
vas  submitted  upon  this  i>oint  taken  fi'om  the  experience 
>f  Prussia. 

The  exi)erience  of  all  countries  that  have  ha<i  a  generally  effe<*tive 
emulation  of  railway  rates,  whether  sm^h  regulation  was  exercised  by 
«mmission  or  by  nieans  of  State  ownership  itself,  has  been  to  bring 
nto  politics  the  question  of  reasonable  rates  and  the  great  (|uegtion  of 
onfliet  of  sectional  interests,  which  is  an  incident  necessarv  to  the 
levelopment  of  a  country,  and  the  ultimate  result  has  been  that  rail- 
ray  rates  have  become  inelastic  and  tinally  have  cea«ed  to  dei'line; 
hey  have  V)ecome  stationary  and  have  remained  so. 

The  result  of  that  has  been  to  paralyze  commerce  to  a  very  large  Mr.  Meyer,  1668. 
xtent,  the  railways  as  effective  agents  for  the  development  of  com- 
oen-e  and  the  resources  of  a  country;  and  unless  there  has  l)een  the 
possibility  of  escape  from  that  paralysis  through  a  recourse  to  a  means 
tf  transportation  that  was  abandoned  in  this  country  in  the  seventies, 
lautely,  by  river  and  canal,  the  effect  has  been  absolut*;ly  disastrous. 

A  representative  of  a  southern  railway  expresses  the 
opinion  that  J^ederal  supervision  oter  railway  rates  would 
>e  detrimental  to  his  section  of  the  country,  an  opinion 
vbi<'h  illustrates  what  is  meant  by  making  the  railway- 
aritf  question  a  political  question: 

But  the  South  fears  another  thing..  She  is  a  minority  section.  She  Mr. Gates, 2986. 
\sm  email  voice  in  the  Government.  Her  representation  on  the  Inter- 
tate  Commerce  Commission  is  and  will  be  that  of  a  minority.  Hence 
he  fears,  and  justly,  the  overshadowing  influence  of  the  all-powerful 
forth,  with  its  vast  iK)pulation;  its  vast  industrial  interests;  its  vast 
apitalihtic  power;  its  complete  domination  in  the  political,  material- 
■tic,  and  economic  policies  of  the  Government.  If  natural  advantages 
re  pennitte<l  to  have  their  proper  way,  the  South  will  prosper.  If 
ler  railroads  are  not  crippled  by  excessive  control  and  weakene<l  in 
heir  potentialities  and  are  permitted  to  continue  along  present  lib- 
Tal  lines,  the  South  will  become  rich  and  great. 

This  conflict  of  interest  between  localities  which  it  is 
laimed  would  be  given  political  expression  if  the  Inter- 
tate  Conmierce  Commission  were  clothed  with  the  rate- 
naking  jDowor  is  said  \)\  the  president  of  the  Louisville 
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and  Nashville  Railroad  to  be  the  cau^s^e  of  tlie   present 
agitation  in  favor  of  further  remedial  legislation. 

Mr.  Smith, 239.  *  »  «  Much  of  the  support  for  the  present  measure  comes  froui 
parties  interested  in  particular  localities  who  hope  to  profit  by  the  Coui- 
misFion  beinjr  able  to  give  effect  to  its  theories  as  t4>  the  comijarative 
cxjmmercial  advantages  of  competing  communities,  although  everyone 
must,  on  reflection,  appreciate  that  every  time  the  Commission  helps 
one  community  by  such  an  exercise  of  its  power  it  correspondingly 
hurts  another,  and  also  puts  a  check  upon  the  most  wholesome  com- 
petition which  has  ever  existeil  in  this  country — that  is,  the  compe- 
tition between  rival .  localities  or  rival  sources  of  production  for  the 
markets  of  the  country.    *    *    ♦ 

The  te.^tiniony  submits  no  formal  response  to  this  argu- 
ment. The  fact  recited  is  self-evident.  A  schedule  of  i-aii- 
way  tariffs,  whether  adjusted  upon  a  mileage  basis  or  to 
what  is  sometimes  callea  the  post-ofBce  principle  of  fixing 
the  tariff  or  to  a  combination  of  these  two  principles,  must, 
from  the  nature  of  the  case,  make  discriminations.  The 
'Conferring  of  the  power  to  supervise  rates  upon  an  admin- 
istmtive  IkkI}'  would  not  change  this  situation.  The  point 
to  be  decided,  therefore,  pertains  to  the  choice  of  an 
agency  for  making  a  formal  and  in  any  case  a  more  or 
less  arbitrary  adjustment  of  conflicting  interests. 

Four  pluiHeH  of  rat t^  iitnhinij, — To  this  point  the  general 
arguments  for  and  against  conferring  the  nite-makinjr 
power  upon  an  administrative  agency  of  government  have 
been  stated  without  regard  to  the  special  proposals  which 
would  limit  in  their  respective  degrees  the  grant  of  power. 
This  course  was  desirable  because  most  of  the  arguraenU 
take  little  account  of  the  precise  extent  of  the  power  pro- 
posed to  be  conferred.  It  is  necessary  now  to  differentiate 
several  plans  which  have  been  presented  to  the  couimittee. 
Four  distinct  degrees  of  delegation  of  legislative  power 
over  future  rates  have  been  proposed.  These  are  that  the 
Commission  shall  have  power  to  fix — 

A.  Maximum  rates. 

B.  Maximum  and  minimum  rates. 

C.  Differentials  or  relations  between  or  among  rates. 

D.  Absolute  or  exact  rates. 

If  the  power  indicated  l)y  the  first  designation  should  be 
granted,  it  would  extend  merely  to  fixing  the  limits  above 
which  rates  should  not  go.  The  carriers  would  still  be  free 
to  lower  their  rates  at  will  and  to  make  any  charges  as 
long  as  the  prescribed  limits  were  observed.  This  power 
could  not  serve  to  control  relations  among  mtes  unless  it 
should  be  found  lawful  and  practicable  to  fix  the  maxima 
so  low  that  any  volunt^iry  reduction  below  them  would  be 
prevented  by  the  certainty  of  financial  loss.  Several  wit- 
nesses who  favor  the  rate-making  power  stoutly  resist  the 
idea  that  it  should  go  beyond  the  mere  fixing  of  maximuoi 
ratios.  Thus  the  member  of  the  Interstate  Commerce 
Commission,  wMiose  service*  in  that  capacity  exceeds  in 
duration  that  of  any  of  his  colleagues,  testified: 

**r.  Clements,      Senator  Dolliver.  Would  it  he  agreeable  to  the  opinion  of  the  Com- 
8241,8242.  niigsion  to  narrow  this  |)ower  to  revise  raten  in  fases  where  the  rates 

are  complained  of  as  unjust  and  unreasonable  in  themselves? 
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Mr.  Clements.  You  mean  to  fix  the  minimum? 

Senator  Dollivek.  I  mean  to  confine  the  power  of  Bupervisins:  rates 
to  cases  where  a  rate  is  complaine<l  of  as  unjust  and  unreasonable  in 
itself. 

Mr.  Clements.  I  have  never  thought  of  it  as  a  suitable  thing  for  any 
cither  purpose  except  for  the  correction  of  an  excessive  rate. 

Senator  Newlands.  You  mean  an  excessive  rate  per  se  or  excessive 
by  comparison? 

Mr.  Clements.  Excessive  in  itself.     *    *    * 


Mr.  Clements.  Well,  I  have  always  thought  that  when  a  rate  was 
founil  to  \)e  unreasonable,  that  public  authority  ought  to  be  able  to 
find  what  is  the  reasonable  rate  and  order  the  carriers  to  cease  and 
dej^ist  from  charging  any  more  than  the  reasonable  rate  in  that  case, 
and  that  that  ought  to  go  into  effect  within  a  reasonable  time  within 
which  the  carriers  may  apply  to  the  courts  if  they  desire  to  do  so. 

Senator  Kkan.  Doei  that  mean  a  maximum  and  a  mininuim? 

Mr.  Clements.  I  have  never  advocated  a  minimum  rate. 

Another  member  of  the  Commission  was  more  explicit 
in  presenting  his  reasons  for  opposing  a  grant  of  power 
beyond  that  to  fix  maximum  rat^s.     He  said: 

Senator  Forakkr.  Suppose  you  have  two  localities,  on  different  Mr.  Flfer.  3858. 
lines,  and  complaint  is  made  that  oiie  locality  has  a  rate  that  is  (iis- 
cri minatory  against  it  as  compareci  with  the*  other,  and  suppose  the 
defen.se  would  be  by  that  road  that  that  is  only  a  reasonable  rate  and 
you  would  find  it  reasonable,  you  would  have  to  find  the  other  was 
unreasonably  low? 

Mr.  Fiker.  Then  you  w^ould  destroy  the  com {)eti lion  of  markets. 
That  would  be  the  danger  about  that. 

Senator  Foraker.  And  that  would  not  be  a  g()o<l  thing  to  do? 

Mr.  FiFER.   I  think  it  would  not.     It  would  tend  to  destroy  the 
C5ompetition  between  markets,  which  is  certainly  a  great  regulator  of   . 
rates. 

Certain  witnesses  who  have  been  prominent  in  the  move- 
ment in  favor  of  granting  the  rate-making  power  tjike  a 
similar  view.  The  chairman  of  the  executive  committee 
:)f  the  Interstate  Commerce  I^aw  Convention  said: 

Mr.  Bacon.  Yes;  and  furthermore  I  will  say  that  I  would  prefer  to    Mr. Bacon,  1788, 
see,  instead  of  an  absolute  rate  fixed,  a  maximum  rate.    I  should  pre- 
fer to  see  the  Commission  empowered  to  fix  a  maxinmm  rate. 

Senator  Newlands.  So  that  the  carriers  could,  if  they  chose,  dimin-. 
ish  the  rate? 

Mr.  Bacon.  Certainly;  yes,  sir. 

And  the  attorney  for  the  Texas  Cattle  Raisers^  Associa 
lion  said: 

It  does  not  seem  to  me  that  it  ought  to  lie  anywhere  in  the  Com-     Mr.  Cowan. 
mission  to  advance  a  rate,  for  1  agree  with  (Governor  Fifer's  statement 
wherein  he  stated  that  you  can  rest  it  with  the  railroads  to  make  their 
rateei  high  enough. 

On  the  other  hand,  some  witnesses  strongly  ur^;ed  that 
effective  regulation  requires  authority  to  prescribe  mini- 
mum rates  artll  definiteW  to  tix  the  relations  among  rates. 
An  attorney  representing  certain  interests  in  the  city  of 
Spokane  said: 

A  man  may  be  ruine<i  as  completely  by  a  rate  of  8  niills,  which  is  a     Mr-  AdHms. 
feasonable  rate,  when  his  comf)etitor  pays  2,  or  by  8  cents  when  his'^^®* 
competitor  pays  2  cents.     It  is  the  comparative  reasonableness  and 
not  the  actual  reasonableness  of  a  rate  which  is  tlie  grievance. 
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E\idently  for  the"  reasons  suggested  by  the  foregoing  a 
member  of  the  railroad  and  warehouse  commission  of 
Minnesota  said: 

Mr. staples,  31.  I^t  us  remember  that  for  a  full  remedy  you  must  confer  power  to 
raise  as  well  as  lower  rates.  This  exercise  may  not  often  tie  jiisti- 
fiahle  but  it  is  sometimes  the  right  solution. 

The  governor  of  Iowa  also  favored  the  power  to  advance 
rates,  although  })elieving  that  its  frequent  exercise  would 
not  be  called  for.     He  said: 

Mr.  Cummins.  Mr.  Ci'mmins.  1  think  it  isauite  true  when  you  give  the  Comniispion 
2053, 2073,2077.  ^|j^  power  to  tix  a  rate  instead  of  the  one  condemned  you  give  it  the 
power  either  to  raise  or  lower  the  rate. 

The  Chairman.  Do  you  not  think  that  that  power  will  always  be 
exercised  in  the  direction  of  refiucing  the  rate? 

Mr.  C'l'MMiNs.  I  do  not    *    *    * 

Senator  Cillom.  I  see  *  *  *  that  a  *  *  *  gentleman  re|»- 
resenting  the  President  *  *  *  took  occasion  to  declare  that  rail- 
roa«l  legislation  must  I'ome  because  the  sentiment  of  the  c<»untrv  de- 
mands It.  but  he  limitetl  his  detinite  suggestion  to  the  granting  of  the 
I)Ower  to  tix  a  maximum  rate.     Do  you  believe  in  that: 

Mr.  C'lMMiNs.  No,  sir;  1  would  not  limit  the  power  of  the  Commission 
t<>  a  njaximum  rate,  although  I  would  not  expect  the  power  U)  be  ex- 
ercised oftentimes  otherwise  than  through  a  maximum  rate.  *  *  ♦ 
There  are  circumstances  under  which  I  believe  in  a  maximum  rate. 
There  are  times  when  a  mere  maximum  rate  would  not  actroniplish 
anything  if  the  particular  railway  or  other  railways  covering  the 
same  territory  were  at  lil>erty  to  change  their  rates  so  as  to  preeenre 
the  old  relations. 

A  member  of  the  Interstate  Commerce  Commission 
favors  the  right  to  tix  absolute  rates,  but  thinks  it  would 
not  be  used  to  advance  nites.     He  said: 

Mr.  Prouiy.     Senator  Dolliver.  If  the  power  is  given  the  Commission  to  sabsti- 
2885,  2886.  ^^^^^  .^  j.^^^^  f^^^  ^^j^g  challenged,  will  not  that  confer  upon  it  the  power 

to  advance  an<l  lower  rates? 

Mr.  PiiorTv.  I  do  not  think  the  (Commission  would  exercise  the 
power  to  advance  a  rate.  It  would  confer  that  |K>vver  and  it  mast  of 
necessity  confer  that  jwwer  if  the  Commission  is  to  fix  a  differential, 
because  there  are  certiiin  cases  ^'here  a  differential  can  not  be  fixed 
unless  you  have  a  right  to  tix  both  the  maximum  and  the  minimam 
rates. 

•  Senat<^r  Dollivek.  Where  discriminations  between  the  communities 
are  alleged,  if  the  power  is  given  to  the  Commission  to  fix  the  rate, 
could  it  not  lower  the  rate  or  raise  the  rate  to  avoid  the  discrimina- 
tion? 

Mr.  Proi  TV.  I  think  the  Commiasion  in  that  case  should  be  allowed 
to  determine  the  differential  without  saying  whether  the  rate  should 
be  lower  or  higher.  The  railroads  should  l)e  allowed  to  observe  it. 
If  they  declined  to  observe  it,  then  the  Commission  should  be  allowed 
to  do  it.     *    *    * 

Senator  Cillom.  If  the  maximum  rate  were  to  be  made  for  the  whole 
country,  it  wouhl  have  to  l)e  ma«le  so  high  that  the  railroads  would 
not  observe  it,  or  else  the  i>eople  would  be  charged  more  in  many 
cases  than  they  ought  to  l)e? 

Mr.  Pro  LTV.  I  would  not  favor  tlie  attenipt  to  make  a  maximum 
rate.     I  have  said  that. 

Senatxir  Ci'llom.  Some  of  the  States  make  maximum  rates. 

Mr.  Pkoitv.   Yes;  and  some  make  absolute  rat€»s. 

//(rtr  hnuj  shall  the  Cornnilsf<!on\s'  ofulrr  he  enforced f — If 
anydi'i^ree  of  the  rate-niakinor  power  is  to  be  granted  to 
the  Conuuis.sion,  the  question  whether  the  I'ate^  so  made 
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are  permanently  or  temporarily  to  be  enforced  becomes 
important. 

The  vice-president  of  the  Baltimore  and  Ohio  Railroad 
regards  it  as  impracticable  to  have  an  order  which  would 
be  permanently  m  force.     He  said: 

I  think,  myself,  that  it  will  be  absolutely  necessary  to  have  it  so    Mr.  Bond,  1406. 
that  you  will  not  have  to  fp  back  to  a  court  every  time  you  want  to 
adjust  a  rate,  because  that  is  absolutely  impracticable. 

The  chairman  of  the  executive  committee  of  the  Atchi- 
son, Topeka  and  Santa  Fe  Railroad  said: 

If  the  law  made  the  rate  to  continue  only  so  long  as  substantially    Mr.  Mora  wets, 
similar  conditions  exist,  the  railroad  companies  could  change  the  rates  ^^• 
whenever  conditions  changed. 

The  conclusion  indicated  by  the  foregoing  seems  to  have 
had  the  approval  of  some  of  those  who  represent  the  com- 
mercial organizations.  The  chairman  of  the  executive 
committee  of  the  Interstate  Commerce  Law  Convention 
said: 

I  think  that  if  occasions  arise  which  render  the  raisins  of  the  rate    Mr.Bacon.lTS?, 
necessary  in  the  fair  relation  of  interest  between  the  public  and  the  ^^^• 
carrier,  that  they  should  be  raised  just  as  readily  as  they  should  be 
reduced. 

Senator  Newlands.  And  would  you  give  the  carriers  the  power  to 
do  that? 

*  Mr.  Bacon.  Placing  the  resnonsibility  upon  them  to  be  able  to  show 
that  there  is  a  change  in  conaitions  and  circumstances  which  necessi- 
tate it. 

Senator  Newlands.  And  would  you  require  them  to  show  that 
change  of  conditions  before  the  new  rate  went  into  effect?  I  under- 
stand that  would  not  be  adequate,  because  oftentimes  they  are  com- 
pelled to  put  this  rate  into  operation  immediately  in  order  to  meet 
the  conditions. 

Mr.  Bacon.  I  would  not;  but  I  would  make  them  amenable  to  the 
Commission  upon  citation  by  the  Commission  to  show  cause  for  that 
change — to  appear  before  them  and  justify  the  change.    *    *    * 

Senator  Newlands.  You  would  aleo  give  them  the  power  to  go 
beyond  the  maximum  rate? 

Mr.  Bacon.  If  they  justified  it  before  the  Commission. 

Senator  Newlands.  And  allow  them  to  do  it  immediately,  giving 
them  the  opportunity  afterwards  to  justify  themselves  before  the 
Commission? 

Mr.  Bacon.  With  the  usual  ten  days'  notice;  yes,  sir. 

Opinions  of  the  same  sort  were  expressed  by  members 
of  tne  Commission.  The  chairman  of  the  Commission 
declared: 

♦    *    *    Any  order  which  the  Commission  makes  requiring  a  rate    Mr.  K  n  a  p  p, 
to  be  changed  m  the  future  should  be  limited  in  time  as  to  its  effect  ^^^' 
to  a  not  very  long  period. 

Another  member  of  the  Commission  said: 

I  have  always  insisted,  in  order  to  obviate  that  diflSculty— I  do  not  Mr.  P rout y, 
think  there  is  any  real  difficulty,  but  in  order  to  obviate  it,  if  there  be  ^^^*  ^^* 
one — that  the  rate  fixed  by  the  Commission  should  be  observed  for 
a  certain  length  of  time  and  should  then  be  obligatory  on  the  car- 
rier. *  ♦  *  Well,  I  have  always  said  that  if  the  carrier  were  obliged 
to  accept  the  judgment  of  that  tribunal  and  put  in  that  rate  it  would 
answer  the  same  purpose  as  though  it  were  obliged  to  observe  it  for  a 
certain  length  of  time. 
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Senator  Clapp.  First  have  the  carrier  accept  that  rate  and  put  it^into 
effect  and  let  it  become  the  condition  as  to  that  road? 

Mr.  Prouty.     Yes. 

Senator  Clapp.  And  then  if  the  carrier  thought  that  conditions  had 
changed  so  as  to  require  another  rate,  let  the  carrier  initiate  that  other 
rate,  subject  to  the  same  authority  of  the  Commission  to  challenge  and 
reduce  or  fix  as  they  did  before? 

Mr.  Prouty.  Yes;  it  has  always  been  my  opinion  that  that  would 
work  out  all  right.  The  principal  thing  is  to  substitute  the  judgment 
of  somebody  e&e  for  the  judgment  of  the  carrier.  *  *  *  As  1  have 
said,  it  sounds  like  a  ridiculous  proposition  to  say  that  after  the  Com- 
mission has  been  to  the  trouble  of  determining  the  rate,  that  the  car- 
rier may  chanee  it  the  next  dajr,  having  put  it  in  for  one  day,  but  you 
must  assume  tnat  people  are  going  to  act  in  good  ^th  in  Uiis  w^orld, 
and  it  seems  to  me  that  you  would  have  accomplished  all  you  desired 
to  accomplish  by  a  proposition  of  that  sort. 

At  least  two  other  members  of  the  Commission  ex- 
pressed similar  views,  one  of  them  saying: 

Mr.    Gockrell,     »    »    »    J  would  have  the  finding  of  the  Commission  go  into  imme- 
p.  8878.  diate  effect,  but  remain  subject  to  appeal  and  decision  of  the  courts; 

and  if  there  was  no  appeal,  or  if  the  aecision  of  the  court  that  the  rat- 
ing was  a  reasonable  and  just  one,  that  rate  should  be  observed  and 
obeyed— you  might  say  for  some  reasonable  time,  you  mieht  fix  some 
time.  It  ought  to  remain  the  rate  and  the  legal  rate  untiT  the  condi- 
tions and  circumstances  existing  at  the  time  the  rate  was  fixed  by  the 
Commission  had  substantially  changed,  so  as  to  justify  a  change  in 
the  rating. 

Now,  1  do  not  know  how  long  that  might  be.  It  certainly  woujd 
not  be  a  permanent  decision  that  could  not  be  reviewed  in  any  wav, 
and  I  am  inclined  to  think  that  the  railroads  would  have  the  rig&t 
under  general  principles  of  right  and  justice,  if  the  conditions  had 
wholly  changed  and  the  circumstances  clearly  justified  the  increase— 
they  ought  to  have  the  right  to  make  a  change,  and  then  that  changed 
rate  would  be  subject  to  he  passed  upon  by  the  Commission. 

Many  minor  recommendations  are  to  be  found  in  the 
testimony  to  which  no  reference  has  been  made  in  this 
report.  They  do  not,  however,  touch  the  main  question 
in  controversy  and  for  this  reason  have  been  omitted  in 
this  review. 

All  of  which  is  respectfully  submitted. 

Henry  C.  Adams. 
H.  T.  Newoomb. 
December  15,  1905. 


REGULATION  OF  RAILWAY  RATES. 


DIGEST  OF  THE  HEARINGS 
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REGULATION  OF  RAILWAY  RATES. 


DIGEST  OF  THE  HEARINGS 

BEFORE  THE  COMMITTEE  ON  INTERSTATE  COMMERCE, 

SENATE  OF  THE  UNITED  STATES, 

HELD  FROM  DECEMBER  16,  1904,  TO  MAY  28,  IW5, 

INCLUSIVE, 

TOGETHER  WITH  CERTAIN  DATA 

IX  RESPONSE  TO  A   LETTER  OF  INSTRUCTIONS  OF 

THE  CHAIRMAN  OF  THE  COMMITTEE, 

DATED  JULY  3,  1905. 


JX)MPILED  BY  ORDER  OF  THE  COMMirFEE 
BY 

HENRY  C.  ADAMS, 

HTATIOTICIAN  TO  THE  UNITED  8TATB8  INTERSTATE  n)MMER(:E  (  OM.MlK«.ION. 
AND 

H.  T.  NEWCOMB. 


.vm:ivT>ix  II. 

FREIGHT  RATP>$  VIA  RAILWAY  ROrTE^ 


DATA  SUPPLIED  BY  MR.  J.  M.  SMITH. 

AUDITOR  OF  THE  INTERSTATE  COMMERCE  (X>MMI88ION. 

DECEMBER  19,  1905. 
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APPENDIX  II. 


lEIGHT  RATES  VIA  RAILWAY  ROUTES. 

Data  !<npplied  by  Mr.  J.  M.  Smith,  Auditor  of  the  Interstate  Commerce  Commiasion.] 

No.  I.— Changes  in  rates  on  mgar,  C.  L.^from  New  Orleans^  La,,  New  York, 
.,  Philadelphia,  Pa.,  and  Baltimore,  Md.,  to  tfie  foUovnng points,  June  J,  1905,  to 
via  all  rail. 


[Rates  in  ccntjt  per  100  pound8.n] 


From  New  Orleans.  La. 


From  New  York,  N.  Y. 


T(H 


iO  ^  —J-  ^l"  ^^  ♦J       I  _  *^ 


^     ^ 


I 


111 21 

.Mo 16 

11 "  n 

ti.Ohio 16i 

cKy ,  Ifj 

'.Iowa 30 

Sebr 32 

ily.  Mo aa 

Minn I  'J» 

olK5Iinn I  IB 

_  _  [_ 


21 

15 

2i 

16i 

Ih 

30 

30 

m 


21  ai  21 

Ih  15    I  15 

2)  ,    21  21 

IH  I     ICJ  IRi 

15  15    I  15 


10  I  10 
10     10 


12 
12 
12 
35 
25 


10 
11 
10 
10 
10 


12  I  to 
21  15 
21       lb 


1 


•r^     I    r^ 

c  la" 
»  13 


t 


15 
15 
IS 
15 
15 
15 
15 
15 
46 
46 


Frnni  Pfailadelpbia,  Pa. 


Proni  Baltimore.  Md. 


I  I  r  i  i  1 1 M :  I  i  i  I 


111 28  28 

.M<» ..  33  33 

II 31  31  ; 

iti,  Ohio 24  -24 

e.  Kv 28  '  -28  , 

'.  Iowa 38  88  I 

Sebr 47  ,  35  i 

Htv.  Mo 47  35  I 

Minn 44  44  I 

ollii,  Minn 44  44  ' 


- 

?x 

^^ 

c 

^  1 

1 

1 

12 

12 

;i2 

12 

12 

30 

12 

12 

23 

12 

12 

27 

12 

12 

37 

12 

12 

24 

12 

12 

24 

12 

12 

43 

^   , 

43 

43 

43 

43  1 

43 

43 

I 


Table  No.  1  (on  su^^ir)  w»\a  prepared,  there  have  been  the  following  rednctittns  on  sugar, 
m  New  Orleans.  La.,  to  Chicago.  111..  Cincinnati,  Ohio,  St.  Ix)uiN.  Mo.,  Louisville,  Ky.,  and 
le.  Ind..  7  cents  per  100  pound.s  same  being  the  pre.sent  rates  per  Illinois  Central  Railroad.— 
No.  B-3506,  effeotive  Augu>«t  6.  1906.) 

:  Pennsylvania  Railroad.  I.  C.  C.  G.  No«.  2515.  •2620.  25'25,  and  2283:  Illinois  Central  Railroad. 
Tea.  B-8449  and  3187:  Western  Trunk  Line  Commitiee.  I.  C.  C.  Nos.  451  and  552;  Baltimore 
)  Railroad,  I.  C.  C.  Nos.  4597.  4:>98.  5305.  and  4599. 
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DIGEST   OP    HEARINGS   ON    BAILWAY   BATES. 


Tablb  No.  2. — RaU>s  on  cof'ee^  C.  L.  (green  and  roasted) ^  from  New  OrUatw,  La,,  Ne\ 
York,  N.  y.,  Philadelphia,  Pa,,  and  Baltimore,  Md.,  to  the  following  jnnnis,  June  J 
290S,  to  date,  via  all  raU. 

[Elates  in  centR  per  100  pounds.] 


I 


From  New  OrleiiriE.  Ln. 


To- 


Chicago.IIl I    22      22 

8t.Loul8,Mo ,    20  I    20 

Peoria,Ill 22      22 

Cincinnati,  Ohio 22  i    22 

LoulmriUe,  Ky ;    20      20 

Dubuque.  Iowa 29     ;29 

Jwanaas  City.  Mo |a86      26 

Omaha. Nebr 1  a38    a38 

St.  Paul, Minn a40  :a40 

Minneapolis.  Minn Ia40  >  a40 


i'l'i'i 


0     -3 


42     22 
20     W 

JS.  I  22 

26     21 

^  I  II 

'  4U  '  25 

i«  10  '  25 


^  I  6 


22  I  22 
20     20  . 
22  '  23  ; 
22  ,  22 

20    ao 

29  10 
10  I  10 
10     10 

15  I  15 

16  15 


10  !  10 

10  I  10 
10  10 
22  11 
20     1» 

10  ;  10 

10  I  10 
ID  10 
15  lb 
Ifi  I  15 


From  Xenr  York,  N,Y, 


M   I  ^ 

33  I  as 
^2A   lift 

90  ,  M 
iO  I  40 


30  2S  17  1 

8-5  2S  I  17  ! 

33  J^  17 

26  25  i  17  I 

ao  S&l  17 

40  25  17  ' 

33  25  17  I 
33  ,  26 

16  46 

•US  4S 


I 


From  Philadelphia,  Pa. 


To— 


Cblca^iMlK...... 

St-UmlAlio 

P^ria,UK„ 

doclnnatl.  Ohio ,  * 

LoQlBVfUe,  Ky 

Dntnique.  Iowa  . . . 
KaiiMiCttT.Mo.. 
Omaha,  K«far . . .... 

Bt.P*aJpMlnn..„. 
MlTineapolLj^.  Mtnn 


S     I  !  g  '  §     ill 


From  Baltimore,  Md. 


I 


3 Roasted  coffee:  To  Kansas  City,  40  cents;  Omaha.  48  cents;  and  St.  Paul,  45  cents. 

Tariffs:  St.  Louis  and  San  FranciHCo  Railroad,  I.  C.  C.  No.  4292;  Illinois  Central  Railroad,  I.  C.  < 
No«.  B-8496. 1426.  B-3462;  Chicago,  Rock  Island  and  Northern  Pacific  Railway,  I.  C.  C.  No.  C-«475 
Pennsylvania  Railroad.  I.  C.  C.  6.  Nos.  2283,  2515,  2520.  2525;  Baltimore  and  Ohio  Railroad.  I.  C.  ( 
Nos.  4506,  5805;  Weutern  Trunk  Line  (kimmittee,  I.  C.  C.  Noe.  451.  455,  552. 
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.Table  No.  S.— Rates  on  lumber j  C.  L.  {except  Imrdwood)^  from  Georgia,  Mmimj^pi, 
Ijouisianaf  y[ichigan,  Wiscons'm,  Arkatiscut^  Texan,  Washvigtonj  Oregon,  and  Caltfir- 
nki  points  t4)  Chicago,  III.,  and  Kansas  Ciiy,  Mo. 

[Rates  in  cents  per  100  poundn.] 


Krom- 


(ieorgia: 

Au^u>ta 

Albany  

Americus 

Maeon 

Tifton 

Waycross 

Mis«iittdppl: 

Arundel 

Ellesville  .... 

Glade 

Hattief«burg. . 

IwAurel 

Lumberton  .. 

Jackj^>n 

Umiitiana: 

Arkana  

Biilinger 

Hiighe»« 

Bentoi* 

Taylor 

HHmilton 

:*hreveport... 
Michigan: 

Champion  ... 

Balsam 

(tranitc 

Iithpeming  . . . 

Palmer 

\VJ«*onsin: 

OflhkoHh 

Oconto 

WaUMau 

Khinelauder. 

Hurley 

Arkantan: 

Uttle  R4K>k  . . 

Haywood  .... 

KingHland  ... 

Camden 

Pine  Bluff  ... 

.McNeil 

Stamps 

Texaj*: 

8immf( 


.Vaplo) . 
»eiec 


Deieope 

Big  .Sandy  . . . 

(toodMon 

Holromb 

Forre«»t 

Lnfkins 

Washington: 

Anacortcs 

Badger 

Belffutt 

Bothell 

Seattle 

Spokane  

^  Walla  Walla . 
<'ri'gon: 

Baker  City . . . 

Beatty 

Columbia 

Dallaa 

Deer  Island . . 

I^)rtland 

^  TheDalle«... 
'^Hlifomia: 

Eureka 

Cajroar 

Albion 

itrecnwood  .. 


Rate 


To  Chicago,  111. 
Tariffs. 


To  KansaB  City,  Mo. 


Rate. 


Southern  Rwy.,I.C.C.,92»'i5  .. 


2H  !  N.  O.  and  N.  E.  R.  R.,I.C.C..  ! 
176f>. 


•26  I  8t.L.S.W.  Rwy.,I.C. 
•2049  and  2*207. 


12     C.andN.W.Rwy..I.C.C.,5*274. 


8i 

10 
10 
12 


€.  and  N . W.  Rwy . .  I. C.C.. 5274 . 


•20     St.  L.  S.  W.  Rwy. ,  I .  C.  C.  2207  . . 


.do. 


Tariffs. 


Southern  Rwy.,  I.  C.  C,  92C5. 


•2:i  I  N.  O.  and  N.  E.  R..  T.  C.  C.,  1766. 


St.  L.  8.  W.  Rwy.,  I.C.C.  Nos. 
2049  and  2207. 


•20     W.  T.  L..  I.C.C,  No.  61-2. 


16   k;.andN.W.Rwy..I.C.C.,5274. 
1^1 


19  ij 


•23     St.  L.S.W.Rwy.,I.C.(\2049. 


Do. 


60    Trann-Continental,  I.C.C.  564.  60     Trans-Continental,  I.C.C.  564. 


50 

do 

50 

do 

60 

do 

50 

do 

60  I  Trans-Continental, I.C.C. 318. 

I 


Do. 
Do. 

Do. 

Do. 

Tranfi-Continental.  I.  C.  C.  318.    . 
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Tablb  No.  2. — Rates  on  coffee,  C.  L.  (gretn  and  roasted) ,  from  New  Orleans,  La.,  Net 
Yorkf  N,  y.,  Philadelphia,  Pa,,  and  Baltimore,  Md.,  to  the  foUowing  points,  June  1 
1905,  to  date,  via  all  rail. 

[Elates  in  cents  per  100  pounds.] 


From  New  Orleans,  La. 


From  New  York,  N.Y. 


I  iliiii  I 


Ohlcago.Ill 22;    22 

8t.Loui8,Mo ,    20  I    20 

Peoria,m 22 

Cincinnati.  Ohio |    22 

Louisville,  Ky ;    20 

Dubuque,  Iowa ,    29 

JCanHas  City,  Mo a36 

Omaha. Nebr :a38    a38      ^a 

St.Paul,Minn \aiO  'a-IO    "40 

Minneapolis,  Minn Ia40  ;a40    cijo  |  Jfi 


ChictMfo,  111 

m.Louiii.Ma ,, ...J     B8 

Peoria,  iTl. Bl 

eiQclnnati.Ohicj., „.„... -.:|     2i 

LrmlKVllle,  Ey 
t>ubuque,  f  owa 
K(tnRa«atT,M(i 
OmahA,  Nebr 

MlntieapolK  Minn 


sKoasted  coffee:  To  Kansa^i  City,  40  cents;  Omaha.  43  cents;  and  6t.  Paul,  45  centfi. 

Tariffs:  St  Louis  and  San  Francisco  Railroad,  I.  C.  C.  No.  4292;  Illinois  Central  Railroad.  1.  C.  ( 
No0.  B-3496. 1426.  B-3462:  Chicago.  Rock  Island  and  Northern  Pacific  Railway,  I.  C.  C.  No.  C-6471 
Pennsylvania  Railroad,  I.  C.  C.  Q.  Nos.  2283.  2515,  2620.  2525;  Baltimore  and  Ohio  Railroad,  L  G.  C 
Nos.  4506,  5805;  Western  Trunk  Line  i;ommittee,  I.  C.  C.  Nos.  451.  455,  552. 
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.Table  No.  3. — Rates  on  lumber^  C.  L.  (except  hardwood),  from  Georgia,  Mmimfpi, 
Ijoiiislana,  Michigan,  Wisconsin,  Arkansas,  Texas,  Washington,  Oregon,  and  Calt/or- 
uia  points  to  Chicago,  TIL,  and  Kansas  Ciiy,  Mo, 

[Rates  in  cents  per  100  pounds.] 


Fn)m — 


Auj^iista 

Albany  

Americus  . 

Mai'on 

Tifton 

Waycn>HH 

Mi!i«iwippi: 

Anindel 

Ellesville 

Glade 

Hattiecburg. . 

laurel 

Lumberton  .. 

Jackson 

lifiuii^iaiia: 

Arkana  

Bollnger 

Hughes 

Bcntoii 

Taylor 

Humilton 

Shreveport... 
Michigan: 

Champion  ... 

BalHam 

(iranite 

Inhpeming  . . . 

Palmer 

Wiwonsln: 

('jshkoKh 

Oconto 

WauNau 

Khindandcr . 

Hurley 

Arkanaax: 

Little  Rock  . . 

Haywood  . .. . 

KingHland  ... 

Camden 

Pine  Bluff  ... 

McNeil 

Stamp»i 

Texa*: 

.Simmfi 

Naplet* 

Deleo«e 

Big  Sandy  . . . 

<>oodNon 

Holcomb 

Forrestt 

LufkiiLB 

Washington: 

AnacortcH 

Badger 

Belfai«t 

Bothell 

Seattle 

Spokane 

Walla  Walla . 
Oregon: 

Baker  City... 

Beatty 

C*olumbia  — 

Dallas 

Deer  Island . . 

Portland 

^  TheDalle«... 
^ttlifomia: 

Eureka 

Canpar 

Albion 

Greenwood  .. 


Rate 


To  Chicago.  111. 
Tariffs. 


Southern  Kwy.,l.C.(\.92fi5  . 


N.  O.  and  N.  E.  R.  R.,  I.  C.  C. 

1760. 


•J6  !  8t.  L.  S.  W.  Rwy.,  I.  C.  C,  N'oh. 
2049  and  2207. 


Rate. 


12     C.and  N.W.  Rwy..I.C.C..rv274. 


I 


10  I 

10 

12 


€.and  N.W. Rwy.. I.C.C.. 5-274. 


•20     St.  L.  S.  W.  Rwy.,  I.  C. C.  2207  . 


26 


.do. 


60    TranH-Continental.I.C.C.fi64.| 
50 


I 


.do. 
.do. 

.do. 

.do. 


Transcontinental,  I.  C.  C.  818., 


23 


To  KauMas  City,  Mo. 
Tariffs. 


Bouthem  Rwy.,  I.  C.  C,  9265. 


N.  O.  and  N.  E.  R..  I.  C.  (\,  1766. 


St.  L.  8.  W.  Rwy.,  I.C.C.  Nob. 
2049  and  2207. 


20     W.  T.  L.,  I.C.C  No.  612. 


13 

14 

16 

16*; 

19 


Ic.and  N.  W.  Rwy..  I.r.C.,5274. 


•23     St.  L.  8.  W.  Rwy.,  I.  C.  C. 2049. 


23 


Do. 


60     Trans-Continental,  I.C.C. 564. 


50 

Do. 

40 

Do. 

60 

Do. 

50 

Do. 

Trans-Continental.  I.  C.  C.  318.    . 


172 


DIGEST   OP   HEARINGS   OK   RAILWAY  RATES. 


Table  No.  4. — Rates  on  lumber^  C  L,  {except  kardvxxxi),  from  Canadian^  Michigan. 
Wiaconnrif  Georgia,  Oregon,  Washington,  and  Calif on\ia  points  to  Willimantic,  Owmk, 
Sprinfffieldy  Mass.,  Concord,  N.  H.,  and  Providence,  R,  I. 
[Rates  in  cents  per  100  pounds.] 


From- 


Canadian  points: 

Via  Canadian  Pacific  Rwy.— 

Montreal,  Canada 

St  Jolin.  Canada 

Sutton,  Canada 

Johnyille,  Canada 

McLeod,  Canada 


Via  Canada  Atlantic  Rwy.— 

Ottawa,  Ontario 

Rockland,  Ontario 

Hawkcsbury.  Ontario 

St.  Polycarpe,  Quebec 


Via  Grand  Trunk  Rwy.— 

Dix vllle,  Quebec 

Coaticook.  Quebec...! 
Hillburst.  Quebec 


Sherbrooke,  Quebec* ..... 
Brompton  Falls,  Quebec. 


Michigan: 

Battlecreek . . . 
Grand  RapidH. , 

Jackson 

Niles 


Wisconsin: 

Oshkosh  

Oconto 

Wausau 

Rhinelaiider . 
Harvey 


Georgia: 

Albany  

Bain  bridge  .. 

Dupont 

Tifton 

Thomasville . 

Valdosta 

Waycross 


:on: 
ker  City . 


Beatty 

Columbia  . . . 

Dallas 

Deer  Island . 
Portland  . . . . 
The  Dalles.. 


Washington: 

AnacortCM 

Badger 

Belfast 

Bothell 

Seattle 

Spokane  

Walla  WhIIh 

California: 

Eureka 

Caspar 

Albion 

Greenwood  .. 


^antVo*"  !  To  Spring-     To  Con-   I  To  Provl- 
I    "(5mn       "^^^'  ^^-l  <*ord,N.H.  dence.  R.I. 


13|,  15  ' 

m  H  i 

13  i  14  ' 

15  15  , 

15  15  I 
Canadian  Pacific  Rwy.,( 

l.C.C.  E-283.  1 


i 


16  1 


Ifi  ' 


131: 

12 
12  ' 

14 


16 


16 
16 
15J 

16^ 
IT 


Canada  Atlantic  Rwy.,  I.  C.  C. 
217  and  35. 


16i 


(«) 


12  1 


l^M 


Grand  Trunk  Rwy.. 
I.  C.  C.  128  and  247. 


24  I 


Michigan  Central  R.  R..  l.C.C. 
1989. 


ft32  I 


b304 
ftS2 


fcSOi 


fr32 

634  !  o34  I  634  I 

Mich.  Central,  I.  C.  C.  2170,  and  C. 
and  N.  W.  Rwv.,  I.  C.  C.  5274.      , 


35 


85 


35 


Atlantic  Coast  Line  R.  R.,  I.  C.  C. 
4005. 


o31 


6  72 


672  672  672 

Tmn.s-Continental,  J.  C.  C.  564,  and  Mich.  Cen- 
tral. 1.  C.  C.  2170. 


6H2 


6  82 


6  82 


6KJ 


6  72  6  72  6  72  6  72 

Trans-Continental.  I.  C.  C.  564,  and  Mich.  Cen- 
tral. I.  C.  C.  2170. 


6  82  ; 


6  82 


682 


6H-2 


j  6   2  I  6  72  672  j  67*2 

:  Transcontinental,  l.C.C.  564.  and  Mich.  Cen- 
tral, I.  C.  ('.  2170. 


6n2 


/.  S2 


6  82 


6H2 


Trtms-Continenlal.  I.  C.  C.ri64.  and  Mich.  Cen- 
tml.  I.  C.  C.  2170. 


n  No  through  rate.*5. 


6  Baned  on  Chicago,  III. 


••  Water  competitiou  point. 
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Table  No.  5. — Rates  on  imtcUoeSy  C.  L,,  from  Wisconsin,  Minnesota,  Colorado,  Missouri, 
Texas,  and  Kansas  points  to  Kansas  City,  Mo, 

[Rates  in  cent8  per  100  pounds.] 


From— 


i  To  KanraA ' 
(Mty.  Mo.  ' 


Tariff. 


Wisconsin: 

Appleton 

Cnippowa  Falls . . . 

Eau  Claire 

Fond  du  Lac 

cireen  Bay , 

Minnesota: 

Anoka  

Bethel 

Brandon  

Clo^iuet 

Diiluth 

Colorado: 

l>enver , 

Colorado  Springs. 

Trinidad 

Pueblo 

MiflKuuri: 

Chocuw 

Forrers 

(rraasy  Bayou 

[piey 

Kennett 

Pokono 

Steele 

TexHj*: 

Dallas 

Fort  Worth 

Waco , 

Kansas: 

Abilene 

Antliony 

HutchiuKon , 

McPherson 


25     W.  T.  L-..  I.  C.  C.  414. 


•23 
26 
30 
25  : 
26 


W.  T.  L.,  I.  C.  C.  355. 


qc  jTranH-Missouri  Freight  Bureau,  I. C.C. 
'^^  \    158. 


I 
25  j  St.  L.  and  S.  F.  R.  R.,  I.  C.  C  4577. 


35 


16* 
23 
21 
20 


/Southwestern 
1    I.  C.C.  396. 


Tariff     Committee, 


A.,  T.  and  8.  F.  Rwy.,  I.  C.  C.  8107. 


Table  No.  6. — Rates  on  potatoes,  C.  L.,  from  points  in  Missouri,  Minnesota,  Colorado, 
Wiscomin,  Texas,  and  Kansas,  to  Fort  Worth,  Tex. 

[Rates  in  cents  per  100  pounds.] 


From- 


^^iscoiisin: 
Appleton 


I'hippewa  Falls. 

Kau  Claire 

Fond  du  Lac 


^    TiroenBay 
^*i»nejiota: 


Andover . 

Anoka 

<'edar 

('lear  Lake. 
,.  8t.  Cloud... 
'  *»lorado: 

r>enver 

Pueblo . 


X,,  <>)lorado  Springs. 
*«»>*<mrl: 

Choctaw 

F«)rrerH 

Ipley 

Kennett  

.^     Pokono 

Weatherford 

Cisco 

Abilene 

Sweetwater 

Colorado 

Kanmn: 

Hutchinson 

Ottawa 

Panona 

Wichita 


To  Fort 

Worth, 

Tex. 


Tariff. 


-n  ifSouth western   Tariff   Committee,    I. 
'"  it    C.  C.  401. 


701  Do. 


58  Do. 


10 
16*1 


18   }C.,  R.  I.  and  G.  Rwy..  I.  C.  C.  i 

2U 

20   I 


fSouthwc 
t    C.C.,^ 


-o  /Southwestern   Tariff   Committee,    I. 
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Table  No.  7. — Rates  on  potatoes,  <\  L.^from  Minnesota,  Wisconsin,  Michigan^  Nt 
Kansas,  and  Texas  points  to  St.  Louis,  Mo. 

[Rates  in  cente  per  100  poun<l8.]. 

From-  I'^^'^'m^"'*''  Tariff. 

ColoradcK  ' 

Denver f | 

Pueblo i\  40     TnuiP-MiJwmri.  r.  C.  (\  158. 

Colorado  SpringM J 

Minnesota: 

Albert  Lea ] 

Cannon  Falb }  '22     Western  Tmnk  Line.  L  C.  < 

Faribault j 

WiKConsin: 

'^^^S::;:::::::::::;;;;::;::;:;:::::::::::;}       «> :     i-"- 
SlifKe^^"::::::::::..::::::::::::::::::::: }       ^- :     ""■ 

Michigan: 

Anderson ] 

Basflcy 1  22  Do. 

Bark  River !J 

BlrchCreek A  .^  y>^, 

Ingalls Ij  ^         ^"• 

New  York:  i 

^  Rochester 

EhSiS^*"^::::::::::::;::::::::::::::::::::'!}       ^'  ErieR.R..i.('.c.2i49. 

BUigbamton 

Kanaas: 

Abilene 

H5iShSlsi,ii::::::::::::::::::::::::::::::::::::![       -^  wt«ternTrunkLine,i.c.<: 

Mcpherson J  i 

Texas: 

Dallas I 

Fort  Worth |}  35     Southwestern   Tariflf   Comi 

Waco J  C.  C.  396. 

Table  No.  8. — Rates  07i  potatoes,  C.  L.,from  New  Hampshire ,  I'enmmt,  Maine 
chtisetts.  New  York,  Colorado,  Wyoming,  Michigan,  Mwsonri,  and  Canadian  j 
BosUm,  Mass. 

[Rates  In  cents  per  100  pounds.] 

Fn)m-  I'^^mSJ^'"'!  Tariff. 

New  Hampshire:  I  i 

Redstone ,  11     Maine  Central  R.  R.,  I.  C.  C 

North  Conway I"!  ,.,  1         r,.. 

Intervale  Junction Ij  ^^  '         *'"• 

Vermont:  i  i 

Brattleboro I  13   l 

Newbur>' I  17   \       Do. 

Newport I  19  i| 

Maine: 

Bath 9  i| 

Augusta I  10  i}       Do. 

Bangor 13  i j 

Massachusetts:  , 

Springfleld i  I 

Holyoke }  10     B,  an<l  M .  R.  R..  L  C.  ('.  400. 

Northampt4)ii j  i 

New  York:  ! 

Troy I  14  i| 

S?J^:::::::::::::::::::::::::::::::::::::::j        Jg:N.Y.c.andH.R.R.R..Lr.t 

Rochester '  17il| 

Colorado:  I 

Colorado  Springs" ::;:::::::::::::::::::::::::::  ]      « 78  /Tmns-Missoun  Freight  Bur 

Pueblo 11  1^    ^•^'*^ 

Wyoming:  i 

Clearmont j|  , 

K&r::;:;;:;:::;:::::;:;:::::::;::::::;;!       '» I  «;••»•  •••"•q.kw,..  i.c.0.59: 

Parkman ij  1 

«  Ba.*«ed  on  Mississippi  River.  b  Based  on  (-hicago.  111. 
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From— 


To  Boflton. 
Mai«. 


Michigan: 

Bagley 

Birch  Orvek 

IngallN 

Missouri: 

ForrtTM 

Choctaw 

Ipley 

CanHdittii 

Uandian  points: 

MaMtawippi,  Quebec . 

Rustic,  Quebec 

ShtT!»rooke,  Quebec  . 


Tariff. 


Western  Trunk  Line.  I.C.C.  405. 


6  56  <  St.  L.  and  S.  F.  R.  R.,  I.  C.  C.  4fi77. 


19 


B.  andM.  R.  R.,  I.C.C.  400. 


a  Based  on  Chicago,  111. 


ft  Baseil  on  Mississippi  River. 


Table  No.  9. — liateM  on  haij,  C.  L.jfn/tn  poinUf  iti  Canada,  Nen;  Yorkj  Ohio,  Michigan, 
JUinois,  Minnesota^  and  Town  to  AV?r  York,  N.  Y, 

[Rates  in  cenis  per  100  pounds.]  i 


From— 


To  New 
York,  N.  Y. 


Canadian  |M)ints: 

Caroline 

Henry\ille 

Rangemont . . . 

St.  Angeli 

St.  Hyacinthc . 
New  York: 

Poughkeepsie. 

Rhineeliff  .... 

Hud-on 

Albany 

Cohoes 

Ohio: 

Cincinnati 

BlancheMter... 

Greenlield 

Chlllicothe  ... 

Hamden 

Athens 

"ichignn: 

Aug:u8tA 

Battle  Creek . . 

Grand  Rapids. 

,„  Jackson 

niinoij.: 

Chicago 

Beardstown... 

Pana 

Minnesota: 


18  '  Canadian  Paclflc  Rwy., I.C.C.  E-S23. 


10  ! 

11  , 

11  I^N.  Y.  C.  and  H.  R.  R.  R.,  File  No.  8484. 
12 
12 


26  ! 

26 

2ii 

24 

24 

23i. 


B.  and  O.  S.  W.  R.  R.,  I.  C.  C.  4181. 


29 


^   [Michigan  Central  R.  R.,  I.  C.  C,  1788. 


27il 

30    , 

36i  iB.and  O.S.-W.  R.  R., I.C.C, 4181;  Pa. 

35   f    R.  R., I.C.C, B-1086. 

35  ;' 


Red  Wing "45   ] 

Austin I  a45   VC.M.and  St.  P.Rwy.,I.C.C.,  A-8162. 

Winona I  «424| 

a44   \ 

I  a45  1^        Do. 

«47iJ 


Jovra: 

C^ar  Rapids 

Ottumwa 

Dett  Moines  . . 


u  Based  on  Chicago  111. 
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Table  No.  10. — Rates  an  butter,  eggs,  and  dressed  poultry,  C.  L.  (in  refrigerator  cars) 
from  Iowa,  Minnesota,  Wisconxin,  Michigan,  Illinois,  Texas,  New  York,  and  Vermof 
to  Boston,  Mass. 

[Rates  in  cenUt  per  100  pounds.] 


To  Boston,  Mass. 


From— 

' 

—  -. 

Tariffs. 

;  Butter.o 

Eggs.a 

Poultry  .a'   . 

Iowa: 

Cedar  Rapids 

Ottumwa 

b91 

691 

6102     C,  M.  and  St.  P.  Rwy.,  I. C.  C.  A-o243. 

Des  Moines 

Minnesota: 

Minneapolis 

.1 

Red  Wlnir 

\         hoi 

f>91 

6102             Do 

Winona 1 

Wisconsin: 

1 

Durand 

Chippewa  Falls... 

'.}         ''^^ 

691 

6102          Do. 

Michigan: 

1 

Detroit 

.>6* 

564 

65i 

Grand  Rapids.  .. 
Kalamazoo 

:}     ^ 

m 

yg  i  Michigan  Central  R.  R.,  I.  C.  C.  1788. 

Illinois: 

1 

Chicago 

71 

71 

82     Pennsylvania  R.  R.,  I.  C.  C.  B-1080. 

Springfield 

Odin 

•}           81i 

«u 

94 

B.  and  O.  S.  W.  R.  R..  I.  C.  C.  4141. 

Texas: 

Dallas 

!             120 

120 

120 

Fort  Worth 

IMorgan     Steamship     Line,     Seaboard-Texa 
/    Freight  Committee.  I.  C.  C.  10-A. 

Waco 

. 

New  York: 

Troy 

27 

27 

30 

1 

Syracuse 

as 

33 

38 

Jn.  Y.  C.  and  H.  R.  R.  R..  I.  C.  C.  B-1363. 

Rochester 

35 

35 

40 

1 

Vermont: 

Windsor 

•29 

•29 

29 

I 

Newbury 

Passumpsie 

39 
44 

89 
44 

39 
44 

[Boston  and  Maine  R.  R..  I.  C.  C.  400. 

St.  Johnsbur>' 

44 

44 

44 

) 

a  No  rates  applicable  in  refrigerator  cars. 


6  Based  on  Chicago,  111. 


Tablb  No.  11. — Rates  on  salt,  C.  L,,  from  Michigan,  New  York,  Kansas,  Louisiana,  an 
Texas  points  to  Dubuque,  Davenport,  and  Burlington,  Lywa,  and  t^innf.  III, 


From— 


[Rates  in  cents  per  100  pounds.] 

To  Quin- 
cy.Ill. 


To  Du-     ToDav-  •  To  Bur-  i  m_  n,.j„ 
buque.      enport,  |  iington,    ^^v  ni 
Iowa.    I    Iowa,    i    Iowa, 


Michigan: 
Detroit . 


Wvandotte  . 

Sibley 

New  York: 


Sib 


Solvay 
Syracuse 
Leroy.... 
Kansas: 

Anthony '\ 

Hutchinson / 

Louisiana:   Belle  Lsle  { 

near     New    Iberia  I 

Mines    and   Weeks  i 

Island. 

Texas:  ! 

Grand  Saline i] 

Fort  Worth \} 

Dallas J 


lU 


15 
23.1 


lU 


19 


15 
'23.85 


50 


lU 


15 
23.85 


a  81 


17 


15 
•21.85 


50 


Tariffs. 


/Michigan  Central  R.  R..  I.C.  C.  227! 
\    Wabash  R.R.,LC.C.  1548. 


N. Y.  C.  and  H.  R.  R.  R.,  I.  C.  C.  B-3SH 


fA.,  T.  and  S.  F.  Rwy.,  I.  C.  C.  3245  an 

[    1459. 

Southern  Pacific  Co., I.  C.  C.  I4.t9-B. 


Southwestern  Tariff  (Committee,  I.C 


j  South  W( 
t    C.412. 


<»  Detroit,  Mich.,  only. 
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o.  12. — Rates  on  tuooly  C.  L.  (in  the  arease),  from  Montana,  Utah,  CohradOy 
'exico,  Texas,  West  Virainia,  Netv  York,  and  Ohio  points.    Also  from  Chicago, 
ouisnlle,  Ky.,  and  St.  Louis,  Mo.,  to  Boston  Mass. 
[Rates  in  cents  per  100  pounds.] 


From— 


To  Bos- 
ton, Mass. 


nda \\ 

i i^  a$i.80 


ike  City 1 

hFoTk Ij 


do  Springs . 
co: 


fr.: 


'orth.. 
Inia: 
Isvllle. 
Ing  . . . 


!ind. 


bicago 

:  Loui8ville. 
3t.  Louis 


Tariffs. 


/Northern  Pacific  Rwy.,  I.C.C.  2246;  Western  Trunk  Line, 
\    LC.C.  610. 


Trans-Misnouri  Freight  Bureau,  L  C.  C.  177. 
Trans-Missouri  Freight  Bureau,  L  C.  C.  174 

A.,  T.  and  S.  F.  Rwy.,  I.  C.  C.  8317. 


2.12i 


1.72 


M.77 
bl.874 
M.874 


c  1. 6311  Southwestern  Tariff  Committee,  I.  C.  C.  394  and  277. 
.43  I  B. and  O.R.R.. LC.C. 4821. 

Boston  and  Albany  R.  R.,  I.  C. C. 2059. 


.18 

.60 

.50 
.50 
.57 


B.  and  O.  R.  R..  L  C. C. 4821. 

Wabash  R.  R.,  I.  C.  C.  1580. 
L.  and  N.  R.  R.,  I.  C.  C.  A-n576S. 
Wabash  B.  R.,  L  C.  C.  1580 


I 


on  St.  Paul,  Minn,      b  Based  on  East  Fort  Madison,  111.      r  Based  on  East  St.  Louis,  111. 

<>.  13. — Rates  on  boots  and  shoes,  C.  L.  and  L.  C.  L.,  from  Boston,  Mass.,  New 
N.  Y.,  Philadelphia,  Pa.,  Charleston,  S.  C,  Mihtxiniee,  Wis.,  St  Ixmis,  Mo,, 
0,  III. ,  and  Cincinnati,  Ohio,  to  the  following  points: 
[Rates  In  cents  per  100  pounds.] 


From— 


To  Columbus, 
Ohio. 


To  Grand 
Rapids,  Mich. 


'  To  Chattanooga, 
Tcnn. 


C.  L.    '  L.  C.  L.      C.  L.    !  L.  C.  L.  '   C.  L.    !  L.  C.  L. 


iSS 

N.  Y  .. 

ila.  Pa.. 
,8.  r... 
i.  Wis... 
»uis.  111 . 

II 

,Ohio.. 


59 
59 
53 
a  105 
41 
45 
41 
25 


59 
59  , 
53 
a  120 
41 
45 
41 
25 


72' 
72 
66 
a  123 
42 
46 
36 
43 


72 
72 
66 
a  138 
42 
46 


43 


93 
93 
63 
100 

84 
95 
65 


105 
105 
106 

69 
117 

99 
111 


From- 


To  Burlington, 
Iowa. 


.N.Y... 

lia.  Pa.. 
.8.C... 
\  Wis. . . 
•uis.  Ill . 

II 

,OhIo.- 


C.  L. 


97 
97 
91 
«185 
47 
44 
47 


To  Peoria.  111. 
L.  C.  L.  1   C.  L.    '  L.  C.  L.  I   C.  L. 


To  Columbia. 
Mo. 


,  To  Montgomery, 
Ala. 


L.  C.  L.      C.  L.   1  L.  C.  L. 


97 
97 
91 
1150 
47 
44 
47 


i 


.^5  I    40 


«3 
83 
77 
120 
46.  43 
40 
40 


83 

77        i 
135 

46.43  I 
40        ! 
40 
40        I 


bl38 

bl38 

M32 

M54 

bl04 

51 

b98 

/'91 


5138 
M38 
M32  , 
M74 
M04 
51 

h9H 

6  91 


108  ' 
108  I 
108  • 

63, 
122  ' 
106 
122  i 

97 


126 
126 
126 
69 
189 
121 
133 
108 


a  Based  on  Cincinnati,  Ohio.  b  Based  on  East  St.  Louis,  III. 

S'.  Y.,  N.  H.  and  H.  R.  R..  I.  C.  C.  No.  3650:  Atlantic  Coast  Desimtch  I.  C.  C.  M-927:  M..  K. 
y.,  I.  C.  C.  Nos.  A-1535Hnd  1135:  Pennsylvania  R.  K.,  I.  C.C.  G-il^H;  Southern  Rwy..  I.C.C. 
.  and  I).  Rwy..  L  C.  C.  KM:  C.  M.  and  St.  P.  Rwv..  I.  C.  V.  A-8356and  4810;  L.  and  N.  R.  R.. 
?486;  C.  and  O.  R.  Trafflc  Association.  1.  C.  C.  127:  C.  and  St.  L.  Traffic  Association.  I. C.C. 3; 
Jne,  File 2075 and  I.  C.  C.  880;  Wabash  R.  R.,  I.  C.  C.  1516;  Miihigan  Central  R.  R..  I.  C.C. 
C.  R.  I.  and  P.  Rwy.,  I.  C.  C.  C-2632. 

Doc.  244,  5^1 12 
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Tablb  No.  14. — Rates  on  coUon  piece  aoodgy  C.  L.  and  L.  C.  L,y  from  Botfton,  Ma» 
PhUaddphiay  Pa,,  Raleigh,  N.  C,  ChnrUtton,  S.  C,  and  Montgomery,  Ala,,  to  theft 
lowing  points: 

[Rates  in  cents  per  100  pounds.] 


To- 


From  Boston.    Prom  Philadel-I  From  Raleigh, :  From  Charlen- !    From  Mont 
Mass.  phla,  Pa.  N.  C.  j      ton,  8.  C.       ,   gomery.  Alu 


c.  L. ; 


Birmingham,  Ala . . 

Nashville,  Tenn 

Chattanooga,  Tenn . 

Colombiu,  Ohio 

Indiananolis,  Ind . . 

Peoria,  m 

Madison,  Wis 

Dee  Moines,  Iowa  . . 


81 


53| 
61  I 
61  I 

dl24 


L.C.L. 

C.L. 

L.C.L. 

81 

81 

81 

66 

61 

61 

68 

68 

68 

53 

48 

48 

51 

61 

b9S^ 


46 

56 

6884 


rfl24  id  119 


46 

56  I 

rfll9  , 


C.L. 

48 

48  : 
43  i 

64  I 
60  , 

65  ; 
69 
86 


L.C.L.     C.L. 


43 
48 
43 
64 
60 
6b 
69 
86 


L.C.L.     C.L.  I    L.C.I 

I  ' 


46  29 

55  41  ' 

43  39 

54  I  "68 

50  a68 

65  !  a  78 
59    cll6i 

85  no  I 

I 


I] 


a  Based  on  Cincinnati,  Ohio. 
fr  Based  on  Chicago,  IIL 


J_.     _i_  I ■_    .  

c  Baoed  on  Cincinnati,  Ohio,  and  Chicago,  111. 
dBaMed  on  East  St.  Louis,  111. 


Tarifb:  Atlantic  Coast  Despatch,  I.C.C.  M-927  and  1185;  PennMvlvania  R.  R.,  I.  C.C.G-2283:  L.  a 
N.  R.  R.,  I.  C.  C.  A-6600  and  6951:  C,  H.  and  D.  Rwy.,  I.  C.  C.  154:  Wahash  Railroad.  I.  C.  C.  1446:  N. ' 
N.  H.  and  H.  R.  R..  I.  C.  C.  3650:  Southern  Rwy.,  L  C.C.  5115  and  7713:  Southeastern  Freight  Assoc 
Uon,  I.  C.  C.  1983:  C.,M.  and  St.  P.  Rwy.,  I.  C.  C.  A-7890:  C.  and  O.  R.  Traffic  Association,  I.  C.  C.l; 

STATEMENT   RELATIVE  TO   RATE8   AND   DI8TANCEH  SHOWN    UNDER  THE   FOLLOWIN<J    ITEM 

Item  1.  Pages  42  and  43,  "A  Forty  Year  Review  of  Chan^  in  Freight  Tariffs:** 
Table  XXV.— VVefit-bound  rate?,  seaboard  cities  to  Chii-ago,  111.     Rat 

and  differentials  have  not  changed  (same  at  present  date). 
Table  XXVII.— West-bound   rates,   New  York  to  Chicago,   111.,  v 

various  routes.     Rates  have  not  changed  (same  at  present  date). 
Table  XXVIII. — West-bound  differentials  for  ocean  and  rail  routes  ai 
Canadian  routes.     Differentials  have  not  changed  (same  at  prese 
date). 
Item  2.  Distances  between  the  various  points  and  via  tlie  various  routes  shown  < 
pages  42  and  43  in  Tables  XXV,  XXVII,  and  XXVIII.    .See  Table 
Distances  No.  1. 
Items.  Page  44,  **  Forty  Year  Book:" 

Table  XXfX. — New  York  to  Chicago,  III.    There  have  been  no  chang 
in  rates  sul)sequent  to  April  1,  1902. 
Item  4.  Page  76,  ''Forty  Year  Book:" 

Table  XXXIX.— New  York  to  Chicago,  111.,  via  all  rail  and  lake  ai 
rail   routes.    There  have  been  no  change.*^  in  rates  subsequent 
April  1,  1902. 
Item  5.  Page  76,  ** Forty  Year  Book:" 

Table  XL. — New  York  to  Chicago,  111.,  via  canal  and  lake.     There  ha' 
Ijeen  no  changes  in  rates  subsequent  to  April  1,  1902. 
Item  6.  Short-line  distances,  also  classified  rates. 


Distaiiccfl.  I    1. 


I 


Cliicairo.  111.,  to— 

Roifton,  MaMH  n 

New  Yorlc,N.Y... 
Philadelphia.  Pa  . 
Baltimore,  Md . . . . 


.1 


I 


1,004 
912  ! 
821  I 
802 


82 
76 
73  , 
72  ' 


71 
65 


82 


30 
28 
27 


Tlie  above  class  rates  have  l)een  in  force  since  April,  1887,  per  tariffs  filed  with  tl 
Commission,  with  the  following  exceptions — November  12, 1888,  to  December  17, 188 
the  rates  were  as  follows: 


DlHtanres.  i    1. 


Chicago,  111.,  t<^— 

BoKton.MasH 

New  York.N.Y.. 
Philadelphia,  Pa 
Baltimore,  Md . . . 


1.004  I 

912  ! 

821  I 
M02 


60 

ftO 
48 
47  ' 


46  ! 
40  I 
38  I 
37 


82 


85 
30 
28 


1. 
a  Prior  to  August  15, 1892,  rates  to  Booton,  were  as  follows:  86,  71,  65,  40,  35. 80 


30 
25 
23 
22 
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Table  No.  1. 

Prom  Boston^  Mi^.,  to  Chicago,  III.,  via  (.kinadian  lines  (all  raU), 

Rome,  Watertown  and  Ogdensburg  lines:  Mile§. 

Boston  and  Maine  Railroad  to  Bellows  Falls 114 

Rutland  Railroad  to  Norwood,  N.  Y 264 

New  York  Central  and  Hudson  River  Railroad  to  Suspension  Bridge 286 

Michigan  Central  Railroa<l  to  Chicago,  111 511 

1, 165 

Canadian  Pacific  Despatch: 

Boston  and  Maine  Railroad  to  Newport 250 

Canadian  Pacific  Railway  to  Detroit,  Mich.  ( 108-338-231 )  « 677 

Wabash  Railroad  to  Chicago,  111 272 

1,199 

National  Despatch  (Great  Eastern  Line) : 

Boston  and  Maine  Railroad  to  White  River  Junction  (via  Lowell) 144 

Central  Vermont  Railway  to  St.  Johns,  New  Brunswick 163 

Grand  Trunk  Railway  to  Chicago,  111 841 

1,148 

Continental  Line  (ocean  and  rail): 

Merchants  and  Miners'  Transportation  Company  to  Baltimore,  Md 738 

Baltimore  and  Ohio  Railroad  to  Chicago,  111  . . .' 860 

1,598 

Asheville  Line  (ocean  and  rail): 

Merchants  and  Miners*  Transportation  Company  to  Norfolk,  Va 598 

Southern  Railway  to  Louisville,  Ky 864 

Chicago,  Indianapolis  and  Louisville  Railway  to  Chicago,  111 -.  324 

1,786 

Cumberland  Gap  Despatch  (ocean  and  rail): 

Merchants  and  Miners'  Transportation  Company  to  Norfolk,  Va 598 

Norfolk  and  Western  Railwav  to  Norton 466 

Louisville  and  Nashville  Raifroad  to  Louisville,  Ky 289 

Chicago,  Indianapolis  and  Louisville  Railway  to  Chicago,  111 324 

1,677 

Kanawha  Dispatch  (ocean  and  rail) : 

Merchants  and  Miners'  Transportation  Company  to  Newport  News 593 

Chesapeake  and  Ohio  Railway  to  Louisville,  Ky 719 

Chicago,  Indianapolis  and  Louisville  Railway  to  Chicago,  111 324 

1,636 

Merchants  and  Miners'  Transportation  Company  to  Newport  News 593 

Chesapeake  and  Ohio  Railway  to  Cincinnati,  Oliio 590 

Cleveland,  Cincinnati,  (Chicago  and  St.  Louis  Railway  to  Chicago,  111 305 

1,488 

Merchants  and  Miners*  Transportation  Company  to  Newport  NewH 593 

Chesapeake  and  Ohio  Railway  to  Cincinnati,  Ohio 590 

Cincinnati,  Hamilton  and  Dayton  Railway  to  Indianapolis,  Ind 123 

Louisville,  New  Albany  and  Corydon  Railroad  to  Chicago,  1 11 183 

1,489 
«  Via  Montreal  and  .Toronto. 


Norfolk  and  Western  Despatch  (ocean  and  rail) : 

Merchants  and  Miners'  Transportation  Company  to  Norfolk,  Va 5d& 

Norfolk  and  Western  Railway  to  Cincinnati,  Ohio 718 

Pittsburg,  Cincinnati,  Chicago  and  St.  I^iiis  Railway  to  Chicago,  111 29^ 

l,61-#. 
Prom  Xew  York,  N.  Y.,  to  Chiaxg^,  HI, 

Via  Canadian  lines  (all  rail): 

New  York,  Ontario  and  Western  Railwaj^  to  Oswejro,  N.  Y 32cr» 

New  York  Central  and  Hudson  River  Railroad  to  Suspension  Bri<lge 15K. 

Michigan  Central  Railroad  to  Chicago,  111 51B_ 

987=^ 


National  Despatch  (ocean  and  mil): 

Norwich  Line  to  New  London,  Conn 120^ 

Central  Vermont  Railway  to  St.  Johns,  Xew  Brunswick M^^ 

Grand  Trunk  Railway  to* Chicago,  111 841 

1,30^ 


Aaheville  Line  (ocean  and  rail): 

Old  Dominion  Steamship  Company  to  Norfolk,  Va 329^ 

Southern  Railway  to  Ix>ui8ville,  l\y 864^ 

Chicago,  Indianapolis  and  I-ouisville  Railway  to  Chicago,  111 324— 


1,517^ 


Cumberland  Gap  Despatch  (ocean  and  rail):  

Old  Dominion  Steamship  Company  to  Norfolk,  Va 329Mi 

Norfolk  and  Western  Railway  to  Norton 406^ 

Louisville  and  Nashville  Railroad  to  Ix)uisville,  Ky 289^ 

Chicago,  Indianapolis  and  Louisville  Railway  to  Chicago,  111 32-^B 

l,40e== 

Kanawha  Despatch  (ocean  and  rail): 

Old  Dominion  Steamship  Company  to  NewjKirt  News,  Va 32^W 

Chesapeake  and  Ohio  Railway  to  Louisville.  Ky 71£=g 

Chicago,  Indianapolis  and  I^uisville  Railway  to  Chicago,  111 32'^B 

1,36^ 

Old  Dominion  Steamship  Company  to  New^)ort  Newy,  Va 32—^ 

Chesapeake  and  Ohio  Railway  to  Cincmnati,  Ohio 59^n 

Cleveland,  Cincinnati,  Chicago  and  St.  Louis  Railway  to  Chicago,  111 30^^ 

1,21^ 

Old  Dominion  Steamship  Company  to  Newport  News,  Va 32"-* 

Chesapeake  and  Ohio  Railway  to  Cincinnati,  Ohio 5^41 

Cincinnati,  Hamilton  and  Dajton  Railway  to  Indianapolis,  Ind 123 

Louisville,  New  Allmny  and  Cory  don  Railway  to  Chicago,  111 1J^:J 

l,2gC 

Norfolk  and  Western  Desjxatch  (ocean  and  rail): 

Old  Dominion  Steamship  Company  to  Norfolk,  Va .1:2^ 

Norfolk  and  Western  Railway  to  Port«*nionth  (611) \  .|c 

Norfolk  and  Western  Railway  to  Cincinnati  (107) /  ' 

Pittsburg,  Cincinnati,  Chicago  and  St.  Louis  Railway  to  Chicago,  111 2^ 
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From  Philadelphia^  Pa.,  to  Chicago^  III. 

ria  Asheville  Line  (ocean  and  rail):  MUes. 

Clyde  Line  to  Norfolk,  Va 269 

Southern  Railway  to  Louisville,  Ky. : 
Norfolk  to— 

Greensboro 255 

Salisbury 49 

Asheville 141 

Knoxville 129 

Harrison  Junction 52 

Bayne •i...      149 

Louisville 89 

864 

Chicago,  Indianapolis  and  Louisville  Railway  to  Chicago,  111 324 

1,467 

Cumberland  Gap  Despatch  (ocean  and  rail) :  

Clyde  Steamship  Line  to  Norfolk,  Va 260 

Norfolk  and  Western  Railway  to  Norton ., 466 

Louisville  and  Nashville  Railroad  to  Louisville,  Ky 289 

Chicago,  Indianapolis  and  Louisville  Railway  to  Chicago,  111 324 

1,348 
Canawha  Dispatch  (ocean  and  rail):  == 

Clyde  Steamship  Line  to  Newport  News,  Va 264 

Chesapeake  and  Ohio  Railway  to  Ix)uisville,  Ky 719 

Chicago,  Indianapolis  and  Louisville  Railway  to  Chicago,  111 324 

1,307 

Clyde  Steamship  Line  to  Newport  News,  Va 264 

Chesapeake  and  Ohio  Railway  to  Cincinnati,  Ohio 590 

Cleveland,  Cincinnati,  Chicago  and  St.  Louis  Railway  to  Chi(tago,  111 306 

1, 169 

Clyde  Steamship  Line  to  Newport  News,  Va 264 

Chesapeake  and  Ohio  Railway  to  Cincinnati,  Ohio 590 

Cincinnati,  Hamilton  and  Davton  Railway  to  Indianapolis,  Ind 123 

Louisville,  New  Albany  and  Corydon  Railway  to  Chicago,  111 183 

1,160 
!(orfolk  and  Western  Despatch  (ocean  and  rail):  === 

Clyde  Steamship  Line  to  Norfolk,  Va 269 

Norfolk  and  Western  Railway  to  Cincinnati,  Ohio 718 

Pittsburg,  Cincinnati,  Chicago  and  St.  Louis  Railway  to  Chicago,  111 298 . 

1,285 
From  BdUlmorCy  Md,,  to  ChicagOy  HI. 

Via  Asheville  Line  (ocean  and  rail ): 

Chebapeake  Steamship  to  Norfolk,  Va 186 

Southern  Railway  to  Louisville,  Ky 864 

Chicago,  Indianapolis  and  Louisville  Railway  to  Chicago,  111 324 

1,373 
^^berland  Gap  Despatch  (ocean  and  rail):  === 

Bay  Line  to  Norfolk,  Va 186 

Norfolk  and  Western  Railway  to  Norton 466 

Louisville  and  Nashville  Railroad  to  Louisville,  Kv 289 

Chicago,  Indianapolis  and  I^uinville  Railway  to  Chicago,  111 324 

1,264 
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Kanawha  Dispatch  (ocean  and  rail):  ^^^*^ 

Merchants  and  Miners'  Transportation  Ompany  to  Newport  News,  Va . .  180 

Chesapeake  and  Ohio  Railway  to  Louisville,  Ky 719 

Chicago,  Indianapolis  and  rx)ui8ville  Railway  to  Chicago,  111 324 

1,223 


Merchants  and  Miners'  Transportation  Company  to  Newport  News,  Va . .       180 

Chesapeake  and  Ohio  Railway  to  Cincinnati,  Oliio 590 

Cleveland,  Cincinnati,  Chicago  and  St.  Louis  Railway  to  Chicago,  III 305 

1,07^ 


Merchants  and  Miners'  Transportation  Company  to  Ne^'port  News,  Va  . .  180 

Chesapeake  and  Ohio  Railway  to  Cincinnati,  Ohio 590 

Chicago,  Hamilton  and  Dayton  Railway  to  Indianapolis,  Ind 123 

Louisville,  New  Albany  and  Corydon  Railway  to  Chicago,  III 183 

1,07H 
Norfolk  and  Western  Despatch  (ocean  and  rail):  =^= 

Bay  Line  to  Norfolk,  Va 185 

Norfolk  and  Western  Railway  to  Cincinnati,  Ohio .^ 718 

Pittsburg,  Cinoiimati,  Chicago  and  St.  Louis  Railway  to  Chicago,  III 298 


Fivm  M(mtreal,  Proxni\ce  of  QuebeCy  to  Chicago ^  III. 


1,201 


Canadian  Pacific  Despatch  (all  rail ) : 

Canadian  Pacific  to  Detroit,  Mich 569 

Wabash  Railroad  to  Chicago,  III 272' 

84? 

Item  No.  7. — Omilnuation  of  Table  XLIV,  page  79,  Fortu  Year  Book,  showing  raU»  ort 

grain  andflmir,  (\  /..,  from  Chicago,  III.,  to  New  York,  N.  Y.,  April  14y  ISOS^  to  daU. 

[Rates  In  cents  per  100  pounds.] 


Flour. 


Wheat. 


Com. 


Date. 


Domestic,  i  Export.     Domestic.  I  £xport.  j  Domestic.     Export. 


Apr.  14. 1902 . 
May  2,1902.. 
July  15.1902. 

Do 

Dec.  8, 1902.. 

Do 

May  11, 1908 . 

Do 

Dec.  1,1908.. 

Do 

Dec.  10, 1903. 

Do 

May  12, 1904 . 

Do 

Deo.  6. 1904  . . 

Do 

Feb.  1,1906.. 

Do 

Feb.  6, 1905.. 

Do 

May  8,1905.. 

Do 

Do 

Do 

May  9, 1905.. 

Do 

Do 

Do 

Sept.  1,1906.. 

Do 

Do 

Do 


174  1 

174 

174 

174 

15    1 

174 

174 

15    ' 

174 

174 

15 

174 

20 

17i  1 

20 

20 

174  ' 

20 

18    ■ 

154 

18 

18    . 

154  1 

18 

20 

174 

20 

20   ; 

174  , 

•20 

20    , 

m  1 

20 

20 

1<»4  , 

20 

17i 

15 

174 

174 ; 

15 

174 

20 

lfi4 

20 

20 

164  1 

20 

174 : 

15    1 

174 

17i 

15    ' 

174 

174 

16    \ 

174 

174  , 

15 

174 

17i 

16 

174 

^"*  , 

15  ; 

174 

174  1 

15 

174 

17i 

^^    , 

17i 

15 

rl4     1 

15 

15    1 

''U 

144 

15 

cl4    1 

^144 

15    , 

c-14    1 

M44 

17i  ! 

15 

174 

174 

16    1 

174 

i"*  , 

15    1 

17i 

17i  1 

15 

174 

16 

134 

15 
a  134  , 

174 
a  16 

164 
a  14     ' 

174 
a  16 

164 
a  15 

16 
"134 

164 
a  15 

16 

(>184 

a  6134  ' 

M44 

16  I 
o  134  ! 

6144    : 

o6l3     1 
15    ! 

114  I 

!•»  I 
«613 

15  , 
a  184  ! 
M44 


174 

16 

174 

isk- 

174 

16 

174 

«18U- 

20 

17k 

20 

«16 

18 

15k 

18 

al4 

20 

17k 

20 

al6 

20 

lek- 

20 

al5 

174 

16 

174 

a  18k 

20 

16fer- 

20 

a  16 

174 

15 

174 

alSj^ 

174 

a6lS 

bl74 

al4»ES 

15 

14  _ 

614 

a  12^ 

614 

•^*— _ 

614  i 

a  6 11^ 

al2 

«12^ 

«6l4r 

«6U  Sk 

614 

14 

6144 
174 

a6lS 

15- 

174 

a  IS.  J 

17 

6U;4 

174 

a  61* 

a  Actually  exported. 
6  Wben  from  oeyond. 

(*  June  22, 1905.  to  Sept.  1. 1905,  rate  on  flour  for  export  13  cents  per  100  pounds 
Distance  from  New  York,  N.  Y.,  to  Chicago.  111..  912  miles. 
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No.  8. — Rates  <m  wheat  and  com^  C.  L.yto  Port  Arihur,  Tex.,  from  thefoUowing 
pointSf  February  6,  1899^  to  date. 

[Rates  in  cents  per  100  poundfi.] 


Date. 


J,1899 

6.  1900 

5.1900 

.1901 

5,1902 

11,1908 

1.1905.  to  date. 


From  Omaha, 

iFrom  Hastings. 

Nebr. 

Nebr. 

^hcat. ' 

Com. 

Wheat. 

Corn. 

41 

39 

41 

39 

41 

39 

41 

39 

41 

39 

41 

39 

41 

39 

1        41 

89 

444 

354 

'        504 

414 

444 

354 

50* 

414 

42 

354 

484 

414 

From  Kansas 
City,  Mo. 


;  From  Wichita, 
Kans. 


Wheat.  I  Com. 


From  Leaven- 
worth. Kans. 


Wheat.    Corn.  'Wheat.,  Com. 


37 

a25 

a25 

37 

384 


35 

a22 

022 
85 
80i 
804  I 
80i  i 


-I- 


I 


37 

35 

34     ; 

82 

a25 

022 

34    i 

82 

a25 

a22 

84  : 

82 

87 

85 

34 

82 

384 

804  1 

4*) 

86 

S' 

S} 

404 
88 

Si 

aViaK.  C,  p.  andO.  Rwy. 

Iffs:  South westem  Tariff  Committee.  I.  C.  C.  Nos.  109,  140,  172.  226,  273. 309.  411. 

nceri  to  Port  Arthur,  Tex.,  from—  Miles. 

maha,  Nebr 906 

astings.  Nebr 1,074- 

ansasCity,  Mo 786 

eaven  worth.  Kans 812 

ichita,  Kans 712 


No.  8. — Rat&i  on  wheat  and  corn  C.  L.  (export)^  from  the  ^allowing  points  to  Gal- 
reetori^  Tejc.^  June  1,  1896,  to  date. 

[Rates  in  cents  per  100  pounds.] 


Date. 


1.18»'. 

r7.1896 

B,1896 

2,1896 

0,1897 

.,1898 

1,1899 

!5,1899 

1,1899 

18.1899 

,1899 

,1900 

.8,1900 

.0,1900 

10.1900 

J.  1900 

12,1900 

16.1902 

14,1902 

5,1902 

.1908 

1,1904 

18,1904 

10,1901 

1,1906 

19,1906 

,1906 

21,1905,  to  date 


From  Omaha, 
Nebr. 

From  Hastings, 
Nebr. 

From  Kansas  City,  Mo. 

Export. 

Export. 

Export. 

proper. 

proper. 

Com. 

Pn>per. 

Proportional. 

Wheat. 

Wheat. 

Com. 

Wheat. 

Com. 

Wheat. 

Com. 

33 

29 

42 

37 

31 

27 

26 
26 
27 

22 
22 
22 

35 
28 
34 

30 
24 
29 

24 
21 
26 

20 
17 
22 

21 

18 

31 

36 

34 

29 

26 

22 

21 

18 

31 

26 

34 

29 

26 

22 

17 

17 

23 

164 

80 

28i 

19 

144 

15 

11* 

23 

17* 

30 

244 

19 

154 

15 

114 

23 

18 

80 

26 

19 

16 

15 

18 

23 

18 

30 

26 

19 

16 

15 

18 

26 

20 

33 

27 

22 

18 

18 

15 

27 

21 

34 

28 

23 

19 

18 

16 

22 

18 

29 

25 

-18 

16 

13 

12 

274 

22i 

344 

294 

284 

204 

184 

164 

254 

224 

324 

294 

224 

204 

164 

164 

254 

224 

324 

294 

224 

204 

15 

15 

25 

224 

31 

29 

20 

19 

15 

16 

26 

23 

32 

29 

20 

18 

15 

14 

25 

224 

31 

29 

20 

19 

15 

16 

28 

25 

34 

31 

22 

20 

17 

16 

25 

28 

34 

31 

22 

20 

17 

16 

20 

18 

29 

26 

17 

15 

12 

12 

IH 

16 

27 

24 

15 

13 

12 

12 

24 

23 

35 

32 

23 

21 

1« 

17 

24 

184 

35 

,        274 

'£\ 

16i 

18 

124 

24 

16 

35 

25 

28 

14 

IS 

10 

24 

23 

35 

'        32 

23 

21 

18 

17 

224 

214 

384 

.        304 

21  i 

194 

16i 

164 

184 


DIGEST  OF   HEABIKGS   OK   RAILWAY  BATES. 


Item  No.  8. — Ratts  on  wheat  and  corn  C,  L.  (export) ,  from  the  foUowing  poinU  to  Gal- 
rentont  Tex.,  June  i,  1896 ,  to  dote— Continued. 


From  Leavenworth,  Kans. 


Date. 


Export. 


Proper. 


Wbeat. 


June  1,1896 '  81 

July  27, 1896 1  24 

Sept.  22, 1896 '  21 

Nov.  2, 1896 26 

Apr.80,1897 '  26 

Dec.6,1896 1  26 

July  1,1899 19 

July26,  1899 19 

Aug.  1,1899 19 

Sept.  18,1899 '  19 

Dee.  1,1899 l  22 

Jan.  1,1900 '  28 

.Feb.  18, 1900 1  18 

Apr.  10,1900 '  284 

Aug.10,1900 1  224 

Nov.  8, 1900 !  22i 

Nov.12,1900 ;  20 

Aug.  16,1902 ...I  20 

Aug.  24, 1902 20 

Dec.  16. 1902 1  22 

Dec.  1,1908 22 

Feb.1,1904 17 

Feb.  18,1904 :  15 

June  10. 1904 ,  28 

Jan.  81, 1905 1  28 

Feb.  19,  1905 28 

Apr.  1,1905 ;  '23 

Aug.  21, 1905,  to  date 214 


Com. 

27 

20 

17 

22 

22 

22 

Mi 

164 

16 

16 

18 

19 

16 

204 

204 

204 

19 

18 

19 

20 

20 

15 

13 

21     ' 

164  I 

14 

21     I 

194  , 


Proportional. 


From  Wichita, 
Kang. 


Export,  proper. 


Wheat.     Com.     Wheat. 


-I- 


Cora. 


21 

21 

17 

15 

15 

15 

15 

18 

18 

18 

184 

164 

15 

16 

15 

15 

17 

17 

12 

12 

18 

18 

18 

18 

164 


18 

18 

17    , 

114 

114 

18 

18 

15 

15 

12    . 

164 

164  I 

15 

15  I 
14    I 
15 
16 

16  I 
12    ' 

12    I 
17 

124  : 
10    I 

17  I 
154  I 


31 

27 

24 

20 

21 

17 

31 

26 

31 

26 

81 

-26 

26 

21fr 

26 

m 

26 

23 

•26 

23 

29 

25 

314 

26 

264 

23 

82 

274: 

SO 

274 

30 

27f 

284 

26 

25 

284 

26 

304 

27 

804 

27 

•22 

284 

20 

284 

27 

284 

221 

284 

20 

284 

27 

27 

254 

Tarlffn:  Mimouri  Pacific  Rwy.,  I.  C.  C.  Nos.  350, 780, 908, 906, 2389, 2955.  2957,  3174,  3511,  4449,  4444,  4776. 
4768.6586,6599.7569. 

Distances  to  Galveston,  Tex.,  from—  Miles. 

Omaha,  Nebr 1,005 

Hastings,  Nebr 1,098 

Kansas  City.  Mo 805 

Leavenworth,  Kans 831 

Wichita,  Kans 708 

Rates  on  wheat  and  rorn,  C.  />.,  from  Omaha ^  Xebr.j  to  New  Orleans,  La,  {domeetie  and 
export) t  when  originating  at  points  beyond,  December  i,  190S,  to  dale. 

[Rates  in  cents  per  100  pounds.] 


Date. 


Dec.  1.1908 

Feb.1,1904 

Feb.  11. 1904 

Feb.  22,1904 

June  10, 1904 

Jan.  31, 1905 

Feb.  5, 1905 

July  1.1905 

Aug.  21.  1905.  to  date 

a  To  West  Wego,  La. 

Tariffs:  Missouri  Pacific  Rwy.,  I.  C.  C.  Nom.  6042.  6608,  7651. 
Distance  from  Omaha.  Nebr.,  to  New  Orleans.  La..  1,080  miles. 


Domestic 

,  pro- 

Export,  piopor 

portional. 

tional. 

Wheat,  j 

Coni. 

Wheat. 

Com. 

2l' 

20 

«19 

«18 

19  1 

18 

a  17 

a  16 

17! 

16 

a  16 

•  14 

19, 

16 

al6 

a  14 

20| 

18 

a  19 

a  18 

'20 

18 

a  19 

•  18fc. 

20 

18 

a  19 

all 

20 

18 

a  19 

alS 

20 

18 

a  174 

a  16^ 

DIGEST  OF   HEABING8  ON   BAILWAT  RATES. 


185 


Rates  on  wheat  and  corny  C.  L.yfrom  Fort  Worthy  Tea*.,  to  New  Orleans,  La,,  and  Mobile ^ 

Ala.y  Jnwutry  18,  1898,  to  date, 

[Rates  in  cents  per  100  pounds.] 


Date. 


Jan.  18,1898 

Apr.14,1901 

Aug.  10, 1906.  to  date 


To  NewOrleans, .  ^o  Mobile.  Ala. 


Wheat. 


Corn.  I  Wheat. 


26 

20 

25 

20 

25 

20 

Com. 


25 
25 
25 


TariffB:  Southwestern  Tariff  Committee,  I.  C.  C.  Nos.  68,  207,  413. 

Distance  from  Fort  Worth,  Tex.,  to  New  Orleans,  La.,  547  miles;  to  Mobile.  Ala..  688  miles. 

Bates  o«  wheat  and  corn,  C.  L,,  from  Fort  Worth,  Tex.,  to  Galveston,  Tex.,  October  1, 1901, 

to  date. 

[Rates  in  cents  per  100  pounds.] 


Dates. 


Oct.  1.1901.  to  date  . 


Wheat.  I  Com. 


15 


12* 


Note.— State  rates,  no  previous  records. 
Distance  from  Fort  Worth  to  Galveston,  Tex..  334  miles. 

Railroad  Commission  of  Texas:  C..R.  Land  T.  Rwy.,  I.C.C.  209;  C.  K.  I.  and  G.  Rwy.,  I.C.C.  65 
And  96. 

Rates  on  wheat  and  com,  C  L.  (domestic),  from  Kansas  CHty,  Mo.,  and  Learenworth, 

Kans.,  when  originating  at  points  beyond,  November  2,  1896,  to  date. 

[Rates  in  cents  per  100  pounds.] 


^ov.2.1896 

Dec.  13. 1898 

Jan.  12, 1899 

BfAr.l,M99 

3lay  14?1899 

Jnly  1,1899 

aiar.16.1900 

Ai>r.l0.1900 

Billy  9, 1900 

NoT.13,1900 

Dec.  26. 1900 

»nlya0,1901 

ruly26,190l 

3ept.l5,1901 

Dct.20.1901 

t>«5. 16,1901 

May  18,1902 

Poly  12,1902 

rnly  21,1902 

P^b.  1,1904 

I»eb.25,1904 

rune  10. 1904 

R-eb.  17,1906 

!%.pr.L  1905,  to  date. 


Date. 


'  To  New 

Orleans.  La.,  and  Mobile. 

Ala. 

From* 
City, 

Wheat. 

Lan.sas    ! 
Mo. 

CK>m.  i 

~>o'~! 

nl9 
19 
19       ; 

19      ' 
<^16 

19 
<"151 

151     ' 
rl5 

17 
rl61     : 

17 

17 

17 
cl6 

16 

17 

13 

17 

From  Leaven- 
worth, Kans. 

Wheat. 

28 

a  19 
19 

M6 

616 
21 

rl8 
181 
21 
21 
21 

«-171 
171 

<'181 
19 

cl6i 
18 
18 
19 

rl7 
19 
19 
19 
19 

Com. 

23 

20 

a  19 

ali 

M7 

19 

!         /» 16 

19 

516 

13* 

21 

rl8 

cl6h 

18i 

161 

21 

19 

21 

cl6 

21 

19 

f  171 

ol5i 

171 

151 

r  181 

^15 

19 

17 

cl61 

<*16i 

18 

17 

18 

17 

19 

17 

rl7 

cl6 

19 

16 

19 

17 

19 

18 

19 

17 

a  To  Mobile,  Ala.,  only.  f*  To  Mobile,  Ala.,  for  export.  «'  To  New  Orleans,  La.,  only. 

Tariffs:  Missouri  Pacific  Rwy.,  I.  C.  C.  Nos.  906,  2889,  2957.  438:^,  4444.  4763,  6586,  7569. 

■>iitances  from— 

New  Orleans,  La.,  to—  Miles. 

Kansas  City.  Mo 880 

Leavenworth,  Kans 906 

Mobile,A]a.,to- 

Kansas  City.  Mo 868 

Leavenworth,  Kans 894 


186 


DIGEST   OF    HEARINGS   ON    RAILWAY   RATES. 


RaUs  on  wheat  and  coimj  C.  L.  (dinnetttic),  from  the  followiug  points  to  New  OrUatut,  Iau, 
and  Mobde,  Ala,,  October  U,  1896,  to  date. 

[Rates  in  cents  per  100  pounds.] 


Date. 


From  Omaha, 
Nebr. 


Oct.24,18M 

July  28, 1896 

Aug.  1,1896 

Sept.  1,1896 

Nov.2,1896 

Oct  1,1898 

Dec.  22, 1898 

Jan.  1,1900 

Apr.  10, 1900 

May  27,1900 

Nov.13,1900 

July  20,1901 

July  28, 1901 

Aug.6,1901 

Sept.  15, 1901 

Oct.  20, 1901 

Dec.16,1901 

Jan.  10, 1902 

June2,19Q2 

June  6, 1902 

July  18. 1902 

Aug.  15, 1902 

Sept.  15, 1902 

Dec.  15,1902 

June  8, 1903 

Dec.1,1908 

June  10,1904 

Feb.  17,1905 

Apr.  1,1905.  to  date. 


Wheat.!  Com. 


33 

26 

26 

26 

81 

26 

26    I 

31 

281 

31 

31 
a27i 

274 

31 
a  281 

29 
a  261 

29 
a  29 
a29 

29 

28 

29 

28 

28 

27 

25 

25 


From  Hast-   >  From  Kansias  From  Leaven- 
ingn,  Nebr.    I     City,  Mo.        worth,  Kans. 

Wheat.!  Com.  '  Wheat.  Corn.  ]  Wheat.!  Com. 


I 


29 

22 

22 

22 

26 

24 

24 

26 

231  ; 

26  ; 
a23  : 
0221  I 

224  , 

26  I 
a22     I 

'^^  i 
a  281 

24 

a  24     I 
«24    , 

34 

25    ! 

25  ; 

25 

24    I 

24 

23 

19 

23 


42 

37    1 

'33 

28    . 

33 

28 

33 

28    : 

38 

38    1 

33 

82    • 

36 

38 

87 

83    , 

341 

304  i 

37 

33 

37 

SO 

a  831 

a294 

331 

291  i 

37 

33 

a  341 

a29    1 

35 

31     . 

a  824 

«801  , 

85 

31     , 

a35 

a  31 

a35 

«8l     i 

35    1 

31 

86    1 

82 

.%    1 

32 

36    •■ 

82    1 

36 

32 

86    1 

32 

36    I 

32 

36    : 

28    , 

:«   1 

32    1 

31 

24 

24 

24 

27 

22 

22 

27 

241 

27    1 

27 
«28J 

284  i 

27  ! 
a  244 

•25  ; 
a  221  I 

25  ! 
a25  I 
a23 

25    I 

24    I 

24 

24    : 

24     , 

24    I 

24 

24 

24 


27 

31 

27 

20 

24 

20 

20 

24 

20 

20 

24 

20 

24 

27 

•24 

22 

22 

22 

22 

22 

•22 

24 

27 

24 

214 

244 

214 

24 

27 

24 

a  21 

27 

a  21 

n204  • 

a  234 

a204 

204 

•284 

204 

24 

27 

24 

a20 

a  244 

a20 

22 

•25 

•22 

"214  , 

a  224 

a  214 

22    1 

25 

22 

«22 

a25 

a -22 

"22 

«!S 

022 

22 

25 

22 

21    ; 

24 

21 

21 

24 

21 

21 

24 

21 

21 

•24 

21 

21     1 

•24 

21 

21     ! 

•24 

21 

17 

24 

17 

21 

•24 

21 

From  Wichita 
Kans. 


Wheat.  Com. 


87 
•26 
26 
•23 


28 

344 

82 

344 

844 

«81 
31 
844 

«32 
324 

oao 

82* 
a294 
«294 

824 
324 
824 
824 
824 


22 

'    1 

'  2D 
•29 

I  27 
27 

ao 

90 

i     «27 

a-261 

I        » 
I     a26 

i        28 
«271 

I     a27 

I     -27 

I        27 

i        ^29 

29 

'  '29 
29 

29 

I        29 


a  To  Now  Orleans.  La.,  only. 

Tarifb:  Mlwouri  l^aclflc  Rwy..  I.  C.C.Nos. 43, 566, 905, '2226. 3170. 4284,4774.6580. 

Difitancefi  to- 
New  Orleans,  La.,  from—  Mil«'. 

Omaha,  Nebr 1,0« 

Hantings,  Nebr 1,168 

KanfMwClty.Mo 880 

Leavenworth,  Kans 906 

Wichita,  Kan8 968 

Mobile,  Ala.,  from— 

Omaha.  Nebr 1. 060 

Hastings,  Nebr 1,156 

Kansas  City.  Mo 9B» 

Leavenworth,  Kan>» »4 

Wichita,  Kans m 

Rates  on  viieat  ami  corn,  C  L.  {for  domestic  use),  from  the  following  points  to  Galveston, 
Tex.,  October  20,  1897,  to  dnt/. 

lRsLi4i»  in  cents  per  100  pounds.] 


Date. 

From  Omaha, 
j        Nebr. 

Wheat.!  (^)rn. 

41  39 
441       351 
44i       351 

42  351 

: 

From 
ings.  > 

Wlieat. 

nast- 
lebr. 

C^rn. 

From  Kansas 
City,  Mo. 

Wheat.  Corn. 

37    1    35 
381       301 
381       301 

36    :    301 

From  Wich- 
ita, Kans. 

Wheat.  Com 

34        32 
45    •    354 

401  j    321 

38        32i 

1  Prom  Leaven- 
worth, Kans. 

Prom  Colum- 
bia, Ma 

Wheat.  Com. 

37        85 

384      804 
384  1    304 

36    I    804 

Wheat. 
87 

it 

36 

Com. 

Oct.  20, 1897... 
Dec.  15,1902.. 
Sept.  11, 1903. 
Aug.  1. 1905,  to 
date 

41 

39 
414 
411 

41J 

35 
SOi 
SOi 

Distances  to  Galvesttm.  Tex.,  from—  MilM- 

Omaha,  Nebr l,00n 

Hastings,  Nebr l,09J 

Kansas  City,  Mo 806 

Leavenworth,  Kans gSl 

WichiU,  Kans 701 

Columbia.  Mo 


DIGEST   OF    HEABINGS   OK   BAILWAY  BATES. 
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wheat  and  carriy  C,  L.  (export) j  from  the  foUowiiig  points  to  New  Orleans^  La., 
January  SOy  1896,  to  date, 

[Rates  in  cents  per  100  pounds.] 


Date. 


896 

m 

N6 

«96 

896 

«6 

897 

W 

W 

«7 

897 

m 

899 

199 

899 

999 

1899 

00 

900 

900 

1900 

JOO 

1900 

1902 

1902 

902 

08 

04 

1904 

906 

906 

06 

1905,  to  date. 


From  CXmaha, 
Nebr. 


From  Hastings, 
Nebr. 


From  Kansas  City,  Mo. 


Export,  proper.  '  Export,  proper.  ' 


SS 
38 
22 
22 
27 
27 
22 
22 
22 
22 
22 
22 
23 
23 
23 
26 
27 
22 
274 
264 
254 
25 
26 
25 
28 
25 
25 
24 
24 
24 
24 
224 


29 

29 

29 

20 

20 

22 

22 

20 

20 

20 

20 

20 

20 

164 

174 

18 

21 

21 

18 

224 

221 

224 

224 

23 

224 

25 

23 

23 

28 

184 

16 

23 

214 


42 

28 

28 

34 

34 

29 

29 

29 

32 

82 

32 

80 

30 

30 

33 

34 

29 

344 

824 

324 

31 

32 

81 

34 

34 

84 

35 

85 

35 

85 

334 


37 

87  , 

37 

24 

24 

80 

29 

27 

27 

27 

29 

29 

29 

284 

244 

25 

28  i 

28 

25 

294 

294 

294 

29 

29 

29 

81 

81 

31 

82 

274  , 

25 

32 

304  ; 


Export. 
Proper, 
leat.  !  C( 


27 
31 
31  , 

16  : 
1« 

26  i 
26  • 

21  j 
21  I 
21  > 
21  ' 

21  I 
19  ' 
19  { 

19  ' 

22  i 

23  I 
18  ' 
234 
214 
214 
20 

20  ' 
20  I 
22 
22  I 

22  ; 

23  i 
23  I 
23  I 
23  i 

214 : 


j 

Proportional. 

m.  , 

Wheat. 

Com. 

29    ' 

r? 

... 

?7    1 

13    1 

18    ' 

22 

21 

18 

22    . 

21 

18 

20 

21 

18 

•20 

16 

16 

20 

17 

17 

20 

17 

17 

20    ' 

16 

17 

20 

11 

11 

144  •■ 

16 

114 

164 

15 

114 

16 

16 

18 

19 

16 

18 

19 

15 

18 

16 

18 

12 

204  ' 

184 

16 

204 

16i 

16 

204  j 

16 

16 

19 

16 

15 

18    ! 

15 

14 

19    ! 

15 

15 

20    ! 

17 

16 

20    ' 

17 

16 

20 

12 

12 

•21    ! 

18 

17 

164 

18 

12* 

14    ■ 

18 

10 

21 

18 

17 

194  . 

164 

154 

188 


DIGEST  OF   HEARINGS   ON   RAILWAY   RATES. 


ReUes  on  wheat  and  com,  C  L.  (export),  from  the  following  points  to  New  Orleans,  La., 
January  fO,  1S96,  to  date — Continued. 


Date. 


Jan.  20. 1896 

Apr.  1.1896 

Junel,  1896 

July  30. 1896 

Sept.  1,1896 

Nov.  2,  1896 

Feb.  14,1897 

Oct.  1,1897 

Oct.  9, 1897 

Dec.  5, 1897 

Dec.  22, 1897 

Mar.  1,1899 

Apr.  IS,  1899 

July  1,1899 

July  26, 1899 

Aug.  1,1899 

Sept.  18, 1899 

Jan.  1,1900 

Feb.  18,1900 

Apr.  10, 1900 

Aug.  10, 1900 

Nov.  8, 1900 

Nov.  12, 1900 

Aug.  16, 1902 

Aug.  24, 1902 

Dec.  16, 1902 

Dec.  1.1908 

Feb.  1,1904 

June  10, 1904 

Jan.  81, 1906 

Feb.  19, 1906 

Apr.  1,1905 

Aug.  21. 1906,  to  date. 


From  Leavenworth,  Kans. 

.From  Wichita, 
Kana. 

Export. 

Export,  proper. 

I         Proper. 

Proportional. 

;  Wheat. 

Com. 

Wheat.  !  Com. 

Wheat. 

Com. 

27 

29 
27 
27 
13 
13 

36 
81 
S3 
26 
21 

28 

32 

.1           31 

27 

.'           31 

29 

.i            16 

20 

.1           16 

.  .  1 

17 

26 

22 

21               1ft 

2S 

•1           26 

22               21    :        18 
20    i           21    1        18 
20    •            16    1        16 
20    i           17    :       17 
20    '            17            17 

28 

.1            21 

26 

21 

S              « 

•  1            21 

28 
28 
28 
28 
26 

25 

.1            21 

26 

21 

20 
20 
144 
154 
16 
19 
19 
16 
204 
204 
204 
10 

16            17 
11    '        11 
16    ,        114 
15    !        114 
15            18 
15    1        13 
15    :        13 
13    t        12 

15    '        15 

26 

21 

26 

19 

2U 

.i           19 

26    )         22i 

!            19 

26              'M 

.!           22 

29 
314 

i4 
284 
284 

ii 

284 

ii 

26 

.1           23 

26 

:        S 

23 

.'           284 

271 

.i           54 
.:            214 

.1           20 

26 

26 

15 
15 
15 
17 
17 
12 
18 
18 
18 
18 
164 

15 

14 

15 

16 

16 

12 

17 

124 

10 

17 

154 

26 

20            18 

25 

.!            20 

19 
20 
20 
2D 

26 

.1           22 

27 

22 

27 

22 

27 

.1            23            21 

27 

.'            23            161 

224 

.!            23 

14 
21 

m 

20 

23 

27 

214 

254 

Tariffs:  Missouri  Pacific  Kwy.,  I.C.C,  Nos.  35,174,342,581,710,906,907,  2389,2964,8173.2957,8610.4775. 
6586,6608,7569. 

Distances  to  New  Orleans.  La.,  from—  Milea 

Omaha,  Nebr 1.080 

Hastings,  Nebr I.ICS 

Kansas  City,  Mo 880 

Leavenworth.  Kans 900 

Wichita,  Kans 960 

Rates  on  wheat  and  corn,  C.  L.,from  Sioux  City,  Iowa,  to  New  Orleans^  La.^  and 
Mobile,  Ala.,  March  S8,  1899,  to  date,  via  Illinois  Central  Railroad, 

[Rates  in  cents  per  100  pounds.] 


To  New  Orleans,  La. 


Date. 


I  Wheat.  !    Com. 


Mar.28,1899 !  84  38 

Mar.28,1900 33  314 

Apr.4,1900 S3  I  814 

Feb.  9, 1904 i  33  80 

June  10,1904 1  S3  ;  29 

Feb.  14, 1905 !  33  26 

Apr.l,i905 1  33  29 


ToMobUe,AkL 


Wheat.       Gam. 


84 
84 
38 

88 

33| 
88  1 


9 

SS 

9 


Illinois  Central  R.  R.  I.  C.  C.  A-1786. 2193, 2196. 41M,  4394.  and  5175. 

Distances  from  Sioux  City.  Iowa,  to—  Milen 

New  Orleans,  La 1,17* 

Mobile.  Ala 1.1» 
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wheat  atid  coruy  C.  Z.,  from  Des  Moines^  Iowa,  to  New  Orleans^  Za.,  and  MobUe^ 
Ala.  J  January  1, 1899y  to  date,  hcaed  on  East  St.  LouU,  lU, 

[Rates  in  cents  per  100  pounds.] 


To  New  Orleans,  La.,  and  Mobile,  Ala. 


Date. 

East  St.  Louis,  111. 

Seyond. 

Through. 

Wheat. 

Com. 

Wheat. 
20 

Com. 

Wheat. 

Com. 

9 

16 

12 

20 

80 

82 

W 

;            18 

10 

20 

20 

88 

30 

10 

18 

9 

20 

20 

88 

29 

100 

1             14 

11 

20 

20 

84 

81 

1 

,             14  1             11 

17 

16 

81 

26 

»1 

'             14  1             10 

17 

15 

81 

25 

»1 

1             18  1             10 

17 

16 

80 

25 

902,  to  date 

i             11 

10 

17  !             15 

28 

25 

I  from  Des  Moines,  Iowa,  to— 

Drieans,  La 

le,  Ala 


BCiles 
,.  1,069 
.     987 


0.  9. — Through  published  rates  on  wheat  and  cont,  C.  L.^from  St.  Paul,  Minn., 
to  the  following  points^  from  January  i,  1896,  to  October  15,  1900. 

[Rates  in  cents  per  100  pounds.] 


To  New  York.  N.  Y. 


DomesUc.    j      Export.         Prvpo^rtion. 


To  Boston,  Mass. 


Domestic. 


Proportion* 
al. 


n  Withdrawn. 


6Combination  on  Chicago.  111. 


».  St.  Paul,  Minn.,  to—  Miles. 

York,  N.  Y 1,822 

.n.  Mass 1,416 

delphla.Pa 1,281 

more.  Md 1,212 

)lk,  Va 1,375 

)ort  Ne ws.  Va 1 ,  368 
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Itkm  No.  9. — Through  pMi»hed  rates  on  wheat  and  corn,  C  L,,from  Si,  Paul,  Mimi., 
to  the  folhtolnff  points^,  from  January  1,  1896 ^  to  October  16,  i^OO— Continued. 


Date. 


Jan.  1,1896 

Feb.  1,1896 

Oct  26,  18W.... 
Nov.  17, 1897.... 
Nov.  28, 1897.... 
Dec.  16,1897.... 
Dec.  16,1897..* 
Dec.  80,1897.... 
Apr.  16,1898.... 
May  11, 1898.... 
Aug.  26, 1896.... 
Nov.  10, 1898.... 

Jan.  2, 1899 

Jan.  4. 1899 

Feb.  7,1899 

Apr.  16.1899.... 
Apr.  18.1899.... 
May  12. 1899.... 
Sept.  18,  1899. . . 
Nov.  1,  1899.... 
Mar.  20, 1900.... 

Apr.  2. 1900 

Mayl,  19U0 

June  11,  1900... 
Oct.  15,  1900.... 


To  Philadelphia,  Pa. 


To  Baltimore.  Md. 


Domestic. 


Export. 


Proportion- 
al. 


Domestic. 


Export 


I  Do- 

Wheat  0)m.  Wheat. 'Com. imestic 
I  '  I  com. 


Ex- 
port 
com. 


I 


Wheat.  Com.  Wheat  [Com. 


2ft    I  28    ■. 

!^  "iH     . 

MJ  .SOi    . 

3(H  I  30i    . 

30i  ,  30i  ;. 


27 
27 


27 
27 


la)      ■ 
21     I 
26 
'264 

22i 

m 

254 

m 

204 


204 
204 


(")  ;. 

23  ;. 

21  ;. 

234  I. 

•26  . 

M  , 

254  '        23 


29i  29i 

294  :  29i 

294  29* 

(«)  I  '  ' 

(«)  i 

l«)  I  -   . 

22  ;  22 


.  r 

254  I 

-m  , 

224  I 
264 


204       204 


204 
'204 


24 

24 

21 

21 

2.H 

274 

204 

204 

204 

204 


23  I. 

24  - 
24 

21     , 

21 

264 

274  I 

204 

204 

204 

204 


21 
21 
174 
19 
234 
164 
164 
(«') 


20 
224 
26 


21 

21 
174 
19 
234 
164 
164 
(«») 


20 
224 
28    ; 
244  !    244 
244  i    244 
244  '    244  ' 
'244  I    244 
214       214  I 
214  ;    214  , 
244       244 


Proportion- 
al. 

Do-  I  Ex- 
mestic  port 
com.   com. 


-r 


Bitsed  cmrhicitfii »,  SeeTableNo.8  attached. 

f     .      ■     I     : 


264 
194 

m 

194 
194 


264 
194 
194 
194 
194 


'22 
23 
23 
•20 
'20 
244 
'264 
194 
194 
194 
194 


22 
23 
•23 
20 
'20 
244 
264 
194 
194 
194 
194  I 


20  I   20 
20  '   20 


164  I 
18  I 
224  I 
144  ' 
144 


16A 
18 

22* 
14  « 
14^ 
(*) 


Basedon Chicago.  SeeTabIeNo.4attache& 

I  I  '  !  ! . 


To  Norfolk  and  Newport  News,  Va. 


Date. 


Domestic. 


Jan.  1, 1896... 
Feb.  1.1896  .. 
Oct  26. 1897.. 
Nov.  17.  1897  . 
Nov.  28.  1897  . 
Dec.  16.  1897  . 
Dec.  16. 1897  . 
Dec.  30,  1897  . 
Apr.  16, 1H98  . 
May  11. 1898.. 
Aug.  26,  1898 . 
Nov.  10, 1898  . 
Jan.  2, 1899... 
Jan.  4, 1899... 
Feb.  7, 1899  .. 
Apr.  16,  1899  . 
Apr.  18, 1899  . 
May  12. 1899.. 
Sept.  18, 1899 . 
Nov.  1,1899.. 
Mar.  20, 1900  . 
Apr.  2,1900... 
Mayl.  1900... 
June  11. 1900. 
Oct.  16, 1900 . . 


Wheat. 


27 
294 
'294 
294 


22 

20    I 

224 

25    , 

•244 

244 

244 

244 

214  ' 

214  , 

244 

•264  , 

194 

214 

'214 

214 


C-ora. 


27    ! 
27    I 
•294 
•294 
294  ' 

(«)      ; 

(«) 

(") 

22 

'20     I 
•22i  I 
•26    I 
•244 
244 
'244  ! 
•244  I 
•214 
214  i 
244 
264  I 
194  ; 
'214 
•214  ' 
•214  I 


Export. 
Wheat. 


Proportiona]. 


•22 
23 
•23 
20 
20 
244 
264 
194 
•214 
•214 
144 


Domestic 
com. 


Export 
com. 


22 
•23 
23 
•20 
20 
244 
•264 
194 
•214 
•214 
M4 


\v 


20 

20 

194 

21 

254 


I 


«'  Com>>iTiation  on  Chicago.  111. 


Ba8ed  on  Chicago.    See  Table  No.  6  attached. 


I 


h  Withdrawn. 
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'o.  9.— Table  No.  1. — Bates  an  viheat  and  cam  fram  St.  Paul,  Minn,,  to  New 
Vorkj  N.  )'.,  based  on  ChicagOy  111.,  October  15,  1900,  to  date. 

[Rates  in  cents  per  100  pounds.] 


Date. 


Chirago.  111. 

DomeHtic  and 
export. 


Beyond. 


Through. 


Domestic. 


Export. 


Domestic. 


Export. 


WliCTit.  Com.    Wheat.  Corn.  iWheat.l  Com.    Wheat.  Com.   Wheat.:  Com. 


»0 ,  m 

WO I  121 

901 ;  m 

m vik 

902 121 

02 !  m 

902 m 

902 m 

102 JO 

02 '  10 

1  10 

903 !  10 

10 

08 10 

10 

903 10 

'  10 

04 '  10 

10 

M 10 

10 

06 10 

I  10 

05 10 

;  10 

05 10 

10 

Oft 10 

i  10 

10 

i05,todate 10 

10 

10 


12 

15 

la 

17i 

12 

15  : 

12 

171 

12 

174 

7 

174 

7 

174 

Ti 

174 

7 

174 

7 

20 

7 

20 

7, 

18 

t 

18 

7 

20 

i. 

20 

7r 

20 

7r 

20 

'  ■ 

174 

74  1 
71  , 


74  ' 
"*  I 

Ti 

Z*  I 

74 
74 
74 

I* 
74 

74 

71 


174 

20 

20, 

174 

174 

174 

17i 

174 

174 

15 

15 

15 

174 

174  I 

174 


15 
17* 
16 
174 
174 
174 
174 
174 
174 
20 
20 
18 
18 
20 
20 
20 
20 
174 
174 
20 
20 
174 
174 
17i 
174 
15 
"  144 
15 
15 
15 
174 
174 
174 


134 

16 

134 

16 

al8 

a  18 

16 

M34 

^134 

fcie 

154 
fcl4 

17i 
616 

164 
616 

15 
6134 

164 
615 

15 
6134 
a  144 
a  6 13 
a  144 
a  144 

14 
6124 
a  13 

16 
>»184 
6144 


134 

16 

134 

16 
«13 
a  13 

16 
6134 
6134 

174 
616 

154 
614 

174 
616 

164 
616 

15 
6134 
^  1«4 
616 

15 

6134 

a  144 

a6l3 

I  nl4 

«13 

14 

''124 

a  13 

I   15 

!  a  134 

6144 


274 


ao-! 

274 
30  , 

30  I 
30  '■ 
30 
30 

274  ' 
30  i 


28 

30 

30 

30 

30 

274 

274 

30 

30 

274 

274 

274 

274 

274 

274 

26 

26 

25 

274 

274  ! 

274  ; 


274 
30 
274 
30 
30 
26 
25. 
26 
26 
274 
274 
254  ' 
254 
274 
274  i 
274 
274 
26 
25 

274  1 
274  ! 
25 
26 
25 
26 

224  i 
a22    I 
224 
224 
224  : 
25 
•25 
25 


26 

284 

26 

284 
a264 
a264 

284 
626 
6284 

274 
626 

254 
6  24 

274 
626 

264 
626 

26 
6  234 

264 
625 

23 
6284 
a  244 
a623 
a  244 
a  244 

24 
6224 
a23 

25 
a  234 
6  244 


T 


26 
284 
26 
i       284 
0254 
!     0204 
^284 
.     621 
I      621 
I        25 
6284 
I       23 
.     *214 
i       26 
;     *284 
24 
I     6284 
I        224 
!     621 
I        24 
6224 
i        224 

a22 
O6204 

<i214 
'  O204 
214 
,  620 
<  0204 
1        224 

021 
I     622 


"  When  from  beyond. 


6  When  actually  exported. 


J.  9. — Takle  No.  2. — Rates  on  wheal  and  corn  from  St.  Paul,  Minn.,  to  Boston, 
Mans.,  txised  on  Chicago,  HI.,  Octofter  lo,  1900,  to  date. 

[Ratefl  in  cents  per  100  pounds.] 


Chicago,  111. 


Beyond. 


Date. 


N»  . 

00.. 
»I  . 
101  . 
902. 
02.. 


K)2. 
902. 
02.. 


908. 


»8. 
M.. 


;  DomeHtic  and  j 
export.       I 


Domestic. 
I  Wheat.  Corn.    Wheat.  Corn. 


124 

12i  ! 

124  : 

124 

124 

124  1 

124  ' 

124 

124 

10    I 

10    j 

10    i 

10 

10 

10 

10 

10 

10    ; 


124 

17 

124 

194 

124 

17 

12 

194 

12 

194 

7 

194 

7t 

194 

'  1  ' 

194 

7 

194 

7, 

194 

7,- 

22 

74 
74 
74 

•r  I 
•  • 

74 
74 


20 
•20 
22 
•J2 
•22 

m  I 


17 

194 

17 

194 

194 

194 

194 

194 

194 

194 

•22 

•22 

•20 

20 

22 

•22 

22 

194 


ExiK>rt. 

Wheat. 

Corn. 

184 

134 

16 

16 

134 

134 

16 

16 

a  13 

'rl3 

16 

16 

nl3 

rtl8 

16 

16 

6134 

61:t4 

6  134 

6134 

174 

174 

6  16 

616 

154 

I'iJ 

6  14 

614 

174 

17i 

616 

616 

16i 

164 

15 

15 

Through. 
Domestic. 


Wheat.  Cora. 


294 
32     ! 
294  ' 
32 
32 

32    I 
32 
32 

32    ' 
•29i  ' 
32     I 
32 
30 

30    i 
32 
32 

32    1 
294  I 


Export. 


Wheat.  Com. 


294 
32 

•294  ' 
32 

32  I 
27  i 
•27  ' 
27  I 
27 

S.1 

•29 

274  1 
274 

•294  ' 

294  . 

'294  ' 

•27  ! 


•26 
284 
26 
•284 

a '254 
284 

"•264 
•284 

6  28 

6  284 
•274 
'26 
•254 
•24 
•274 

626 
264 
26 


n  When  originating  west  of  west  banlt  of  Miw(i.*«sippi  River. 

6  When  consigned  or  delivered  to  m*can  steamship  line  actually  cx|»orted. 


26 
•284 
26 
284 

a264 
284 

0264 
284 

6  21 

621 
26 
284 
'28 
214 
26 

6284 
24 
•224 
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Item  No.  9. — Table  No.  2. — Rates  on  wheat  uiid  com  from  St.  Paul,  Minn,,  to  BoHon, 
Mass,,  based  on  Chicago,  III,,  October  15,  1900,  to  date — Ck>ntinued. 


Date. 


M*7  2.1904 

Dec.  5, 1904 

Do , 

Feb.l,190r) 

Do 

Feb.  6, 1906 

Do 

Apr.8,1906 

Do 

lCay9,1906 

Do 

Do 

Sept.  1, 1905,  to  date 

Do 

Do 


Chicago,  ni.. 

Beyond, 

Through. 

Domestic  and 
export. 

1 
DomeMtic.            Export. 

Domestic.     . 

Exp 

ort. 
Cora. 

Wheat.'  Corn. 

Wheat.!  Com.    Wheat. 

Com. 

Wheat. 

Com.  j 

Wheat. 

10           7k 

1 
194         194        <•  134 

a  184 

294 

27    1 

a 284  i     <>21 

10           7 

22 

22            164 

164 

32 

294  ' 

264  !       24 

10            7 

22 

22         « 15 

a  15 

32 

294  1 

a25    ,     a22i 

10           7 

194 

19            16 

16 

294 

27    1 

26 

224 

10           7 

194 

19    '     a  134 

«134 

294 

27 

281 

21 

10    i        7 

194 

19            15 

16 

294 

27    ; 

25 

224 

10    '        7 

194 

19          '» 13 

613 

294 

27    , 

628 

6204 

10            7 

194 

19            15 

15 

294 

27    i 

25 

224 

10            7 

194 

19         b  144 

b\Ak 

294 

27    1 

6244        *22 

10            7| 

17          17            14 

14 

27 

244  1 

24            214 

10            7 

17    1      17         oi3 

cl3 

27 

244 

«28          C204 

10            7, 

17          17         "124 

a  124 

27 

244  1 

a224  1     a20 

10            7 

194  !      194          15 

15 

294 

27    , 

26           22* 

10            7 

194  1      194       "144 

a  144 

29i 

27 

a244  1     «21 

,0           7 

194 

194        "134 

(1134 

294 

27 

«2S4 

oa 

a  When  consigned  or  delivered  to  ocean  MteamAhip  line  aciually  exported. 

6  When  originating  beyond. 

c  When  originating  west  of  west  bank  of  Miwiitisippi  River. 

Item  No.  9 — Table  No.  3. — Rates  on  wheat  and  com,  from  St.  Paul,  Mmn.,  to  Phila- 
delphia, Pa.,  baaed  on  Chicago,  III.,  from  October  15,  1900,  to  date. 

[Kates  In  centN  per  100  pound.s.] 


Date. 


Oct.  16.  1900 

Nov.  1,1900 

June  1.  1901 

Oct.  2, 1901 

Mar.  29. 1902 

Apr.3.  1902 

Do 

Apr.  14,  1902 

May21,  1902 

Sept.  1,1902 

Dec.  8, 1902 

Do 

May  11, 1903 

Do 

Deo.  1,1908 

Do 

Dec.  10, 1908 

Do 

May  2. 1904 

Do 

Dec.  6, 1904 

Do 

Feb.  1, 1905 

Do 

Feb.  6. 1906 

Do 

May  8, 1905 

Do 

May  9. 1906 

Do 

Do 

Sept.  1, 1905.  to  date. 

Do 

Do 


1   Chicaj 

fO.  111. 

ic  and 
ort. 

Beyond, 

1 

Domest 
,       ex,> 

Domest  ic. 

Export.       1 

Wheat. 

1 

Corn. 
124" 

Wheat. 
13 

Com. 
13 

Wheat.  1  Com.  ' 

.         1-i 

124        124  ' 

'        124 

124 

15J 

154 

15          16 

124 

124 

13 

13 

124  1      124  '■ 

12i 

124 

15 

154 

15          15 

124 

124 

15 

154 

a  12        CI  12    , 

124 

74 

15 

154 

16           15    ' 

124 

74 

15 

154 

nl2        al2 

124 

74 

15, 

154 

L5           15 

124 

74 

15  1 

154 

b  124       b  124 

10 

74 

154 

154 

b\2\       6124 

10 

74 

18 

18 

154          154 

10 

74 

18 

18 

/'15        615 

10 

74 

Iti 

10 

134          134 

10 

74 

16 

16 

6  13     1    613 

10 

74 

18 

18 

15i 

154 

10 

74 

18 

18 

615 

615 

10 

74 

18 

18 

144 

144 

10 

74 

18 

18 

614 

614 

10 

74 

154 

ir>4 

13 

13    . 

10 

74 

164 

154 

6  124 

6124  ' 

10 

74 

18 

18 

144 

144 

10 

74 

18 

18 

614 

614 

10 

7i 

154 

154 

13 

13 

10 

74 

154 

154 

6124 

6124  1 

10 

74 

154 

154 

a6l2 

"  6  12 

10 

74 

154 

154 

«124 

a  124 

10 

74 

154 

13 

13 

114 

10 

74 

154 

13 

«  6  124 

«  6  124 

10 

74 

13 

13 

6 114 

6II4 

10 

7i 

13 

13 

12 

12     ' 

10 

7» 

124 

12i 

a  104 

"lOi 

10 

7i 

154 

154 

13 

13 

10 

7i 

15i 

15i 

6  124 

6124 

10 

74 

15i 

154 

••12 

a  12 

Through. 


Domestic. 


254 
28    < 
264  1 

28 

28  I 
28 

28 

28  ' 
28 

264  1 
28  ' 
28 

26  , 
26    ' 

^    I 

28    I 

28  I 
28 

264  ; 

•2  ! 

254  , 
254  I 
254  , 
254  I 
254  ; 
254 
23 

23    I 
a  224  ' 
254  ' 
254 
254  I 


254 
28 
254 
28 


23 

23 

23 

28 

254 

264 

234 

234 

264 

254 

264 

264 

23 

23 

254 

254 

23    i 

23    I 

23    : 

23    ' 

204 

204i 

204  ' 
204  1 
a224 
23  I 
23  ' 
264  , 


Export. 


Wheat.    Cortt^ 


26 

274  1 

28 

274 
a  244 

274 
a244 

274 
625 
625 

264 
625 

284 
623 

2«^ 

25 
^244 

'23 
»224 

244 

24 

23 
6  224 
afr22 
a22 

23 
a  6224 
6214 

22 
0  204 

28 
6224 
a22 


IT   -i 

rr  ± 

a2»     ^ 

22^  ^ 

al9^  =^ 

2:r  -^ 

62l|r 
629^ 

622:^^ 
21 

2( 

22  1 

22 
621  - 

It^ 
»20» 


619^  . 


2CM 


i 


«  When  originating  beyond. 

6  When  consigned  or  delivereti  to  ocean  steamship  line  actually  exported. 
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o.  9 — ^Table  No.  4. — Rates  on  wheat  and  com  from  St.  PatiZ,  Minn.,  to  Baltimore^ 
3/irf.,  based  on  Cliicago,  III,  October  16,  1900,  to  date. 

[Rates  in  cento  per  100  pounds.] 


Date. 


1900.. 
900.. 
901.. 
.901.. 
1902. 
MS.. 


1902. 
1902. 
1902.. 
002.. 
1908. 
WS.. 
1903. 
»4  .. 
304  .. 
906.. 
905.. 
N)5  .. 


Wb 

9d6.'to'date! 


aik-ago.  Ill, 


Pomraitit'  and 
espnrt. 


Wheat.  Corn 


m 

m 

121 

I2k 

V2k 

12t 

121 

124 

10 

)0 

W 

io 

10 
10 
10 
10 
10 
10 
10 
10 
10 
10 

10 


m 

nil 

VI 
V2u 

7,i 
Til 
7i\ 
7,i 
7,r 
7u 
7.1- 
7r 

fl 

l\ 

7i 

11 


Beyond. 


Dontevtic^ 


Export. 


n 

12 

in 

m 

Hi 

li* 

141 

Hi 

17 

15 

17 

17 

141 

17 

141 

1*4 

14* 

141 

12 

HI 
Hi 


Corn. 

Wheat. 

12 

32 

HI 

HI 

VI 

12 

HI 

HI 

141 

°1U 

Hi 

(-111 

141 

141 

HI 

."* 

HI 

612 

HI 

M2 

17 

ft  HI 

1& 

17 

141 

17 

iSl 

144 

12 

17 

131 

HI 

12 

HI 

olll 

U 

32 

fllU 

«1H 

11 

11 

"11 

Hi 

fllO 

13    ! 

141 

|*1U 

12 
141 

12 

HI 

nlU 

0lU 

Hi 

m 

frl2 

M41 
12* 

141 

nk 

12 

isi 

12 

mil 
n 

0  10 

u 

fllO 

12 

a  111 


Through. 
Domestic. 


Wheat.  Corn 


241 
27 
241 
27 
27 
27 
27 
27 
27 
241 
27 
25 
27 
27 
241 
27 
241 
241 
241 
241 
22 
a  211 
241 
244 


241 
27 
241 
27 
27 
22 
22 
22 
22 
22 
241 
221 
241 
241 
22 
244 
22 
22 
191 
a  19 

m 

a  19 
22 
22 


Export 


Wheat.  Com. 


241 

27 

244 

27 

a  24 

a  24 

24 

27 

fr241 

622 

»244 

224 

241 

231 

22 

S* 
22 

a  211 
22 

0  211 
21 

O20 
22 

a  214 


2i* 

27 

2H 

27 

a24 

a  19 


blii 

b22 

20 

22 

21 

m 

21 

194 
a  19 

181 
a  174 

181 
a  174 

m 

a  19 


a  When  originating  beyond. 


b  When  actually  exported. 


0.  9. — Table  No.  5. — Rates  on  wheat  and  com  from  St.  Paul,  Minn.,  to  Newport 
News,  Va.,  based  on  Chicago,  III.,  October  16,  1900,  to  date. 

[Rates  in  cento  per  100  pounds.] 


j  Chicago,  ni. 


Date. 


I  DameKtii'^^ad 
I        export 

I  Wheat.  Cora, 


WO, ,„,  12I 

•01 - 121 

m 121 

ifloa 121 

wa...... m 

.^.. .....J  124 

i»a 121 

joa. 10 

m.. 10 

1903.*.. 10 

Wft- I  30 

LflB ,.„.,.  10 

IM, ,„J  10 

106 J  10 

WS., , 1© 

106 .:  10 

,„,.„...,......  10 

Ufi 10 

,....„. ....;  10 

.906.  to  date '  10 

,.. 10 


121 
121 

121 
121 
121 

'i\ 

71 
71 
71 
71 
71 

n 

71 

?1 

71 
71 
71 
74 
71 


Beyond. 
Domentlc. 
Wheat,  Oora. 


Tbtough. 


14 
Hi 
12 

Hi 

Hi 

Hi 

141 

HI 
141 

n 

3S 
17 

17 

5J* 

HI 

Hi 
Hi 


14 
Hi 
12 
Hi 

Hi 

Hi 

Hi 

14i 

Hi 
17 
lb 
IT 
17 
Hi 
17 
Hi 

Hi 

12 


Hi  bUl 

12    ,  12 

Hi  61H 

HI  141 

Hi  I  Hi 


Export 


Dometitlc, 


i 


Export. 


Wheat  Cora.   Wheat  Cora.  ,WheatQ  Com.o 


12 

HI 

12 

Hi 

MBl 

Hi 

ftlSi 

f  12 

cl2 

''Hi 

121 

341 

131 

12 

131 

12 

E^IU 

12 

Mli 

11 

6  30 

12 

Mli 


I 


12 

141  ' 
32  : 
Hi 

141 
M3| 
cl2     ' 
^12 
fl4|  I 

124 

341  i 

I3i  I 

32    ' 

ISi 

12     , 
Mil  ' 

11 
Mo     I 

11     I 
MO    ' 

12 
*33i  I 


2*^1 
27 

27 
27 
27 
27 
27 

S!* 
27 

2fi 

27 

27 

241 

27 

24i 

24i 

241 

!f4i 

22 

2U 

241 

2li 


_L 


i5* 

27    ' 

241  , 

27    I 

27    ' 

22 

22 

22 

22 

2li  I 

221 

'^i 

24i 

22 

241  , 

22     • 

:;4i 

191  : 
UK 

bn 

22 
b-n 


241 
27 

^?' 

ft36 
27 

2e 

f  24 
r2a 
c24i 

211 
2«1 
22 

22 
f.211 

22 
ft21t 

21 
b-20 

22 
^214 


Hi* 

27 
24* 

27 

^26 

22 

20 

^1S| 

«^19* 

20 
23 

21 

li* 

21 

m 

bl» 
ISi 

M74 

m 

bm 
m 

bn 


>  Newport  News  only. 
8.  Doc.  244,  59-1— 


b  When  originating  beyond. 
-13 


c  When  actually  exported. 
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Through  published  proportioned  rates  on  wheat  and  com,  for  export,  from  Omaha,  Nehr., 
Kansas  City,  Mo.,  and  Sioux  City,  Iowa  {when  originatinq  beyond),  to  Boston,  Mass., 
New  York,  N.  Y.,  Philadelphia,  Pa.,  Baltimore,  Md.,  Newport  News  and  Norfolk, 
Va.,  January  1,  1899,  to  date. 

[Rates  in  cents  per  100  pounds.] 


From  Omaha,  Nebr.: 

Jan.  80,1906 

Feb.7.1906 

Apr.l,l«)6 

May  1,1906 

June  16, 1906 

July  6, 1905 

Sept.  1, 1903,  to  date 

From  Kansfu  City,  Mo.: 

Feb.7,1906 

App.1,1906 

May  1,1906 

June  16, 1906 

July  6,1906 

Sept.  1, 1906,  to  date 

From  Sioux  City,  Iowa: 

Same  as  from  Kansas 
City.Mo 


To  Boston, 
Mass. 


To  New  York, 
N.Y^. 


Wheat.  Com 


26 


a  26 
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13 

24 

a24 

'^ 
{^) 

13 

24 

a24 

a24 


Wheat.  Corn. 


26 


a25 
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18 
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a24 

'^ 
C) 

13 

24 

a24 

.'^ 


To  Philadel- 
phia, Pa. 


To  Baltimore, 
Md. 


Wheat.  Com 


24 


a24 


17* 
12 
28 
a28 

12 

23 

a28 


Wheat.  Cora. 


-r 


28* 


17 
lU 
22* 
a  22* 
{^) 
22* 


11* 

«22* 

I    («>) 

a28*  1022* 


To  Newport 

News  and 

Norfolk.  Va. 


Wheat.  ICora. 


23* 


17 

114 

22i 

a22i 

(*) 
22* 


1      lU 

I      22* 

■  a22* 

,  («•) 

a28*  a22| 


DISTANCES. 


To 

Boston, 

Mass. 

To 

New  York, 

N.Y. 

Miia. 
1.406 
1,842 
1,422 

To 
Philadel- 
phU,  Pa. 

To 

Baltimore, 

Md. 

To                 To 
Newport      Norfolk. 
New8,Va.          Va. 

From — 

Omaha,  Nebr 

MiUt. 
1,499 
1,448 
1.616 

Miles. 
1,814 
1,261 
1,381 

Miles. 
1,296 
1,211 
1,812 

Miles. 
1.8T2 
1,270 
1,468 

Miles. 
1,884 
1,282 

Kansas  City,  Mo 

Sioux  City,'  Iowa 

1,476 

<i  Includes  chaives  for  delivery  on  board  vessel,  except  that  on  June  1, 1906,  shipments  to  Boston 
for  export  include  charges  for  delivery  on  board  vessels  only  when  shipments  are  consigned  via 
B.  and  M.  R.  R. 

b Through  published  rates  withdrawn. 

Chicago  Great  Western  Rwy,  I,  C.  C,  3018-Cor.  3026  and  3114 
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No.  10. — Rates  on  clauses  from  Cincinnati^  OhiOj  to  sotithern  basing  pointSy  Augi^ 

i,  1888,  to  date. 

[Rates  in  cents  per  100  pounds.] 

TO  ALBANY,  GA. 

[Distance  from  Cincinnati,  Ohio,  to  Albany,  Ga..  702  miles.] 


Dat«. 


Iflflfl. 


I, 


,lBtf9. 
,1889., 

,tau. 

klSTi. 

iRftS.,. 
ISM.., 

I,  im*. . 
I8M.. 

tm... 

t,  1«95., 
1897... 
1897... 
1899... 


i» 

160 

rja 

ViO 
120 

127 
127 
127 
127 

m 

VIJ 
127 
127 
1-27 
127 


.1900. 
,1900. 
1901.. 
1901. 
1905.. 
,1905. 


127 
127 
127 
127 
127 


141 

im 

141 
110 

no 

110 

110 
no 

109 

io» 

109 
109 
49 
109 
109 
109 
109 
IQO 
109 


127  I   loe 

127  ,     100 


3. 


loe 

109 
J09 
109  I 
109  I 


123  I     107  I 
123       107 


124 

in 

124 
12H 

% 
W 
9(1 

% 
9(i 
»S 
43 
96 

m 

96 
96 
90 
96 
9fi 
dO 
96  I 
96  I 
9ft  1 
96  ' 
90 
96 


I 


lOfV 

96  I 
106 
105 

H2 

82 

62 

H2 

Ml 

Bl  I 
ftl  ' 
37  , 
«1 
SI  I 
SI 
SI 

^1 

81 
bl 
Ml 
»l 
81 
SI 
81 
81 
7S 
78 


0. 


85 
BO 

a-s 

»5 

67 

67 

67 

67  1 

67 

67 

67 

67 

31 

67 

m 

07 
67 
67 
67 
57 
67 
67 
67 
67 
67 
67 
65 
65 


A, 


50 

«J 

50 

46 

40 

40 

46 

37 

37 

37 

37 

35 

S7 

37 

37 

37 

ST 

37 

37 

1*7 

3? 

37 

37 

37 

»? 

37  j 

37  ' 


B.  t    C. 


42, 

42  I 

42 

40| 

43 

10 

41  ' 

41 

41 

41 

41 

41 

36  < 

36  I 

41  I 

41  , 

41 

4L  I 

*t 

4t 

41  : 

41 

n 

39 
39 


^ 

35  I 

3C  ; 

61 

34 

31  I 

32 

2Ji  I 

23 

32 

32 

32 

32 

27 

27 

32 

32 

3U 

*2 

32 

20 

S3 

82 

321 

n ; 


SI 

31 
31 
31 
31 
27 
30 
27 
28 
21 
IB 
2S 
2S 
2& 
28 
2:j 
23 
^ 
23 
2« 


E. 


H. 


57  ' 

*^; 

,&e ' 

56  I 
56 

60  ! 


00 

m 

60 
60 
60  , 
60  ' 
60 
60  , 
60  I 
60  I 
60 
60 
40  ' 


F.« 


86 

62^ 

66 

62. 

»6 

«2 

S6 

62 

61 

62 

61 

W 

6t 

60 

61 

64 

65 

M 

65 

42 

66 

30 

06 

fin 

66 

56 

66 

56 

65 

56 

65 

46 

65 

46 

6& 

56 

65 

56 

6& 

m 

6& 

66 

tA 

66 

65 

66 

6fr 

66 

65 

66 

6iy 

66 

67 

56 

56 

56 

TO  ATLANTA,   GA. 
[Distance  from  Cincinnati,  Ohio,  to  Atlanta,  Ga.,  492  miles.] 


ism 107 

.isw lOl 

1K89 1  107 

1B91,. ..„.„'  107 

ii92 107 

,1«S.......  !  107 

IMM .'  107 

.IRN ,  107 

UB4 107 

WM. .:  sft 

WH '  107 

t8»6  ,,..„...!  107 

1895 107 

,l»i5....,..J  107 

.1995 I  107 

.IB9S 81 

1*96 '  107 

1897.. I  107 

ISB7 1  107 

B99 107 

1899. ..;  107 

1900,, .....J  107 

i«n 1  107 

tm ...J  107 

1901 107 

L9Df| 98 

190& '  M 


9a  ' 

84 

9a| 

92 
92 

92  ' 
92 
92 
S2 
92  I 

»2  ! 

92  •■ 

n 

92  I 

77  ' 

92  ; 

92 

92 

92 

92 

92  I 


87 
87  ' 


HI 

81 

SI 

81 

81 

81  , 

SI 

28 

SI  I 

81 

m 
81  ' 

81  . 

81 

81 

81 

81  I 

81 

81 

81 

81 

81 

78 

78  , 


I 


OS 

56 

61 

hi 

68 

56 

68 

56 

68 

66 

68 

56 

68 

56 

68 

66 

68 

56 

24 

20 

flS 

56 

68 

66' 

68 

36 

68 

6« 

68 

£6 

45 

87 

68 

50 

68 

56 

68 

^ 

m 

56 

68 

56 

68 

56 

68 

56 

68 

56 

m 

56 

63 

52 

63 

52 

46 

m 

4« 

28 

46 

28  1 

46 

2» 

4i 

m 

4A 

38 

46 

28 

46 

n 

46 

28 

16 

16 

46 

2S 

46 

28 

16 

28 

46 

-28 

46 

28 

35 

23 

46 

28  ' 

46 

^, 

46 

28  ! 

46 

38 

46 

28  . 

iB   I 

2B  ! 
28 
28  I 

28' 


*« 

31 

27 

4S 

GS 

96 

31 

27 

45 

58 

36 

31 

27 

48 

63 

3£ 

28 

24 

4^ 

58 

d& 

31 

27 

48 

53 

35 

28 

24 

4fl 

^ 

35 

21 

17 

48 

53 

^ 

18 

11 

*8 

5« 

36 

28 

24 

48 

53 

35 

2fl 

24 

48 

5S 

35 

28 

W 

48 

59 

ao 

28 

^ 

48 

53 

SO 

23 

19 

48 

53 

S5 

2& 

19 

4S 

fit 

35 

38 

24 

48 

58 

34 

28 

24 

41 

46 

35 

^ 

24 

48 

53 

m 

28 

19 

48 

53 

S5 

28 

24 

48 

^ 

35 

2S 

24 

48 

63 

35 

28 

24 

4S 

^ 

35 

2fi 

21 

48 

63 

35 

28 

24 

48 

58 

26 

'IB 

24 

48 

63 

35 

28 

24 

48  I 

53 

3» 

26 

22 

48 

46 

33 

26 

22 

48 

48 

54 
54 
54 
43 
54 
48 
S4 


4B 
46 
S8 
S8 

48 
48 
« 
4S 

4a 

48 
42 


48 

44 

44 


a  Per  barrel. 
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DIGEST   OF   HEARINGS   ON    RAILWAY   RATES. 


Itbm  No.  lO.—RcUes  on  classes  from  Cincinnati,  Ohio,  to  southern  basing  points,  Augwtt 
7,  1888,  to  (iate— Continued. 

TO  AUGUSTA,  GA. 

[DiiiUince  from  Cincinnati,  Ohio,  to  Augusta,  Ga..  663  miles.] 


Date. 


i... 


Aug.  1.1888 107  1 

Sept.  17,1889 101  , 

Oct.  16, 1889 107  ! 

Sept.  1,1891 107 

Oct.18.1891 107 

Sept.  6,1892 107  i 

Sept.  16,1892 107 

Mar.  6. 1894 107  > 

Mar.  28, 1894 107  ; 

Apr.  2, 1891 107  i 

June9,l894 88, 

Aug.  1,1894 107  . 

May?,  1896 107  , 

Bfay24, 1896 107  1 

Junel2,1896 107 

Sept  16, 1896 107 

Feb.  2, 1897 107 

Mar.  1,1897 107 

Oct.6,1899 107  ; 

Nov.  1,1899 107 

Feb.  28, 1900 107. 

Apr.  18, 1900 107 

Mar.  1.1901 '  107 

Apr.  22, 1901 107 

Feb.  1,1905 103 

Apr.  29.1905 103 


92 
84 
92 
92 
92 
92 
92 

92  ' 
92 
32  . 

92 : 

92  : 
92 
92 
92 
92  I 
92  ; 
92 
92  i 
92  , 
92  i 
92  . 
92 
90 
90 


3. 

4. 

81 

68 

76 

61 

81 

68 

HI 

68 

81 

68 

81 

68 

81 

68 

81 

68 

81 

68 

81 

68 

28 

'24 

81 

68 

81 

68 

81 

68 

81 

68 

81 

68 

81 

68  i 

81 

68  1 

81 

68  1 

81 

68 

81 

68 

81 

68 

81 

68 

81 

68 

81 

66 

81 

65 

A. 


B. 


56 

46 

•28! 

88  ; 

•33 

61 

46 

28 

88  1 

83  1 

56 

46 

28 

38 

33l 

66 

46 

28 

38 

31 

66 

46 

28 

37 

30  , 

56 

46 

28 

40 

33  ! 

56 

46 

28* 

37 

30 

56 

46 

28; 

37 

28 

56 

46 

28 

87 

20 

66 

46 

28 

87 

30 

20 

16 

16 

37  1 

30  , 

66 

46 

28  i 

37  ! 

30  ; 

66 

46 

28  1 

32 

30l 

56 

46 

28  1 

32 

26 

56 

46 

28  . 

37 

25 

56 

46 

28  1 

87  1 

30  • 

66 

46 

28 

37  1 

30 

66 

46 

281 

37 

.SO  1 

56 

46 

28  ; 

37 

30 

56 

16 

28 

37 

30 

56 

46 

28 

37 

27  j 

56 

46 

28 

37  , 

301 

66 

46 

28  1 

27  ' 

30  1 

66 

46 

28  1 

87 

30 

M 

48 

28  ; 

35 

28  . 

54 

4.S 

28 

35  , 

28, 

D. 


26 

26 

21 

21 

•26 

21 

26 

26 

2S 

'23 

26 

'26 

•26  j 

24 

24  ! 


H.       F.«i 


66 
66 
66  ; 

55  I 

65  . 

66  , 

56  ; 

65  . 
561 

66  ! 
55  ' 
66 
65 
65 
66 
66 
66 
66 
55 
66 
66 
66 
56 
65 
47 
50 


58 
58 
56 
54 
52 
68 
62 
88 
32 
52 
62 
82 
62 
42 
42 
68 
62 
62 
52 
62 
46 
62 
52 
52 
48 


TO  COLUMBUS.  GA. 
[Distance  from  Cincinnati,  Ohio,  to  Columbus.  Ga.,  618  milen.] 


Aug.  1.1888 117 

Nov.  16, 1888 '  117  : 

Jan.  16, 1889 107 

Feb.  1,  1889 117 

Mar.  1,1889 107 

May  16. 1889 117  : 

Sept.  17.1889 Ill 

Oct.  16,  1889 117 

Sept.  1,1891 117 

Aug.  1.1892 117 

Aug.  16. 1892 117 

Sept.  6.1892 117 

Sept.  16,1892 117 

<)ct.  18,  1898 117 

Dec.1.1893 117 

Feb.  16, 1894 117 

Mar.  6. 1894 117 

Mar.  18, 1894 117 

Apr.  2,1894 117 

Jane9, 1894 48 

Aug.  1,1894 117 

May  7, 1895 117 

May  24. 1895 117 

June  12, 1896 117 

Sept.  16,1895 117 

Sept.  16,1896 99 

Oct.  16,  1896 117 

Feb.  2.  1897 1  117 

Mar.  1.1897 117 

Oct.  6.  1899 117 

Nov.  1,1899 117 

Feb.  28.  1900 117 

Apr.  18,  1900 117 

Mar.  1.  1901 117 

Apr.  22, 1901 117 

Feb.  1.1905 113 

Apr.  29.  1906 113 


102 
102 

92 
102 

92 
102 

94 
102 
102 
102 
102 
102 
102 
102 
102 
102 
102 
102 
102 

42 
102 
102 
102 
102 
102 

94 
102 
102 
102 
102 
102 
102 
102 
102 
102 
100 
100 


91 

76 

63 

52  1 

32  , 

40 

35 

31 

64 

69 

62 

91 

76 

63 

52 

32' 

38 

33 

29 

64 

59 

58 

81 

68 

56 

46  i 

28 

38 

33 

•29 

69 

66 

68 

91  1 

76 

63 

52  1 

32 

40 

36 

81 

64 

59 

62 

81  1 

68 

66 

46  ' 

28  1 

38 

38 

'29 

69 

56 

58 

91 

76 

63 

62 

32' 

40 

35 

81 

54 

69 

62 

85 

69 

68 

62 

32 

40 

35 

31 

61 

69 

62 

91  1 

76 

63 

52 

32  1 

40 

35 

81 

64 

69 

62 

91  1 

76 

63 

52  1 

32  i 

38 

31 

•27 

64 

69 

64 

91 

76 

63 

52  1 

32 

38 

29 

25 

64 

60 

SO 

911 

76 

63 

52  1 

:«  . 

38 

31 

27 

64 

m 

64 

91  ' 

76 

63 

52  1 

32  i 

41 

34 

30 

64 

60 

60 

91  1 

7C) 

63 

52 

32  '■ 

38 

31 

•27 

64 

50 

64 

91 

76 

63 

•V2  1 

32  : 

:^ 

30 

26 

64 

60 

62 

91 

76 

63 

52  ' 

32  1 

39 

32 

•28 

64 

60 

66 

91  1 

76 

«a 

52 

32  1 

39 

30 

'26 

54 

60 

68 

91  ' 

76 

63 

52  1 

32 

39 

'25 

'21 

54 

60 

42 

91  ; 

76 

63 

52  ; 

32 

39 

•22 

18 

64 

60 

» 

91  1 

76 

63 

52 

32 

39 

32 

28 

64 

50 

56 

38  ' 

32 

27 

•22 

20 

39 

32 

'28 

54 

50 

56 

91 

76 

63 

5af 

:« 

39 

32 

'28 

64 

60 

M 

91  1 

76 

63 

52  i 

32 

M 

32 

28 

54 

60 

56 

91 

76 

63 

h2   1 

32  1 

34 

•27 

23 

54 

60 

46 

91 

76 

63 

52  1 

32  1 

M9 

27 

23 

64 

60 

46 

91  ' 

76 

63 

52  1 

32  . 

39 

:« 

28 

54 

60 

56 

73  1 

50 

46 

43  1 

28  i 

39 

32 

28 

60 

68 

66 

91  ; 

76 

63 

62  1 

32  ' 

39 

32 

28 

M 

50 

66 

91  1 

76 

63 

52  ; 

32 

39 

.S2 

28 

54 

69 

^ 

91  , 

76 

63 

52  ! 

32 

39 

32 

28 

54 

60 

56 

91 

76 

63 

52  1 

32 

39 

32 

•28 

64 

50 

M 

91  1 

76 

63 

52  1 

32  : 

39 

32 

28 

54 

50 

66 

91  1 

76 

63 

52 

32 

39 

29 

•26 

54 

60 

50 

91  1 

76 

63 

52  1 

32 

39 

32 

28 

54 

60 

56 

91  1 

76 

63 

52  1 

32  1 

•29 

32 

28 

64 

50 

56 

91 

76 

(» 

52 

32 

39 

32 

28 

64 

69 

56 

91 

73 

61 

49  j 

32 

37 

30 

26 

64 

51 

fa 

91  ' 

1 

73 

61 
IVr  b 

49  ' 
arrcl. 

32  ' 

37 

30 

26 

54 

61 

52 

DIGEST   OF   HEABINGS   ON    RAILWAY   KATES. 
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Item  No.  10. — Rates  on  classes  from  Oinrimutli^  Cfhh,  lumuthem  basing  points,  August 

i,  JSSSj  to  (f«ic— Continued. 

TO  MACON,  GA. 
[Distance  from  Cincinnati.  Ohio,  to  Macon,  Ga.,  679  milefl.] 


DAte. 


Amr.l,  iSi^.. 
Sept.  IT,  iSSfl. 
<X^t.  1(3.  ISSO.. 
S«pt.  MP»l.. 
Sept.  5.1tfP2.. 

Sept.  lej  era. 

June  ],lSBa.. 
Mar.  6,  1^„ 
Mar.  IB,  ISftl. 
Apr.2.l8W.„ 
June  9, 1«M. , 

irarT.iaflfi.. 

May  :>4, 1886. 
Jane  12,  ta»5. 

Sept.  te.  imxis. 

SepL  16,  IPS. 
Nov  Lia«,. 
Feb, '2,  i«rr„ 
Mar,  I,  im.. 
Oct,  6,  ItfW... 

ret,  2S.  IWO. 
Apr.  Ift.  J900, 
Mkr,  1.1W1.. 
Apr.  n,  1901 , 
Feb.  I.lSOfi.. 
Apr.2&,190&. 


lai 

107 
lOT 
107 
107 
107 
107 
107 
107  ' 

38  , 
1*17 
HYJ  I 
107  I 
107 
107  I 

ai 

107  I 
107 
107 
107 
107 
107 
107 
107 
107 
107 
107  ; 


B 

75  I 
HI  I 
ftl 
81 
SI  ' 
SI  1 
81 
81 

2a 
til 

SI 
SI 

ni 

fi7 
HI 
SI 

ftl 

SI 

Hi 

SI 
Al 
81 

*(1 

SI 
81 


68 
68 

m 
hi 

68 
6« 

68 
68 

eft 

68 
68 
68 
68 


B6 


4a 

56 

56  I 
56  I 

A6: 
ne  I 

56  I 


4fi 

4S 

46 

4A 

4A 

46 

4& 

^ 

4tf 

4ti 

Iff 

'Ui 

4<i 

46 

40 

4^ 

40  I 

4* 

4« 


A. 


B. 


=»1 
16 


*^  I 

2.-)  I 
-28  I 


40 

28 

46 

ZB 

4ti 

•IB 

46 

aft 

4A 

2H 

4ii 

28 

40 

2B 

46 

2N 

40 

28 

C. 

B. 

E. 

H. 

»a 

2» 

£0 

fifi 

33 

29 

47 

5S 

33 

2» 

AO 

5& 

'29 

25 

BO 

56 

;ia 

29 

fiO 

66 

■2» 

35 

SO 

56 

30 

26 

50 

55 

2S 

19 

CO 

56 

20 

16 

fiO 

&^ 

30 

20 

50 

56 

90 

'M 

AO 

55 

m 

2e 

50 

55 

ao 

2& 

£0 

56 

■-ifi 

21 

50 

56 

■25 

21 

60 

55 

ao 

afi 

50 

56 

30 

26 

46 

52 

30 

■^ 

50 

66 

30 

21 

50 

65 

SO 

Mi 

50 

56 

30 

2ft 

50 

56 

30 

26 

50 

56 

27 

23 

50 

56 

30 

2& 

50 

56 

m 

26 

fiO 

55 

m 

■^ 

50 

44 

28 

24 

50 

47 

'^ 

24 

50 

50 

F.a 


66 
Sfl 

5S 
5C 

58 
50 
53 

as 

82 

92 

52 
42 
42 

sa 

82 
&2 

52 
52 
512 


5a 

52 

4M 
48 


TO  CHARLESTON,  S.  C,  SAVANNAH.  GA..  AND  JACKSONVILLE,  FLA. 

[Distance  from  Cincinnati,  Ohio,  to  Charleston,  S.  C.  781  milefl;  to  Savannah,  Ga..  757  miles;  to 

JackHonville,  Fla.,  811  mUefi.] 


Aug.  1,1888 

Feb.  1,1880 , 

June  16. 1889 

July  1,1889 

Jan.  1,1890 

Sept.  1, 1891 

Sept.  5, 1892 , 

Sept.  16, 1892 

Mar.  6, 1894 

Apr.  2,  1894 

June  27,1894 

July  16. 1894 

Au».  1,1894 

May  7,  1896 

June  12. 1895 

Jan.  1,1896 

Sept.  1,1896 

Ffeb.2,1897 

Map.  1.1897 

Oct.  6.  1899 

Nor.  1.1899 

Feb.  28. 1900 

Apr.  18,  1900 

Mar.  1.1901 

Apr.  22, 1901 

May  27,1902 

Dec.  10, 1902,  to  date 


96 

80 

75 

70  1 

95 

80 

76 

70 

95 

80 

75 

70 

95 

80 

75 

70 

96 

80 

76 

70 

96 

80 

75 

70 

95 

80 

75 

70 

95 

80 

75 

70 

95 

80 

75 

70 

96 

80 

75 

70 

88 

82 

28 

26 

696 

l>80 

6  76 

670 

95 

80 

75 

70 

95 

80 

75 

70 

95 

80 

75 

70 

95 

80 

75 

70 

96 

80 

75 

70 

96 

80 

75 

70 

95 

80 

76 

70 

95 

80 

75 

70 

96 

80 

75 

70 

96 

80 

75 

70 

95 

80 

75 

70 

95 

80 

75 

70 

96 

80 

76 

70 

95 

80 

75 

70 

96 

80 

75 

70 

46 
46 
46 
46 
46 
46 
46 
46 
46 
46 
16 
646 
46 
46 
46 
46 
46 
46 
46 
46 
46 
46 
46 
46 
46 
46 
16 


85 

82 

24 

20 

40 

40 

85 

85 

30 

26 

40 

40 

35 

38 

33 

29 

40 

40 

85 

36 

30 

26 

40 

40 

35 

85 

32 

28 

40 

40 

35 

a5 

27 

23 

40 

40 

85 

38 

30 

26 

40 

40 

36 

85 

27 

23 

40 

40 

85 

85 

22 

18 

40 

40 

35 

35 

27 

•23 

40 

40 

16 

85 

27 

23 

40 

40 

85 

635 

627 

623 

640 

640 

85 

35 

27 

28 

40 

40 

85 

30 

27 

•23 

40 

40 

35 

86 

27 

23 

40 

40 

85 

85 

24 

20 

40 

40 

85 

35 

27 

23 

40 

40 

85 

35 

27 

18 

40 

40 

35 

85 

27 

23 

40 

40 

35 

86 

27 

28 

40 

40 

35 

86 

27 

23 

40 

40 

35 

85 

24 

•20 

40 

40 

35 

35 

27 

28 

40 

40 

85 

25 

27 

28 

40 

40 

85 

a5 

27 

28 

40 

40 

85 

85 

19i 

19i 

40 

40 

85 

35 

27 

23 

40 

40 

40 
62 
68 
62 
56 
46 
62 
46 
86 
46 
46 
646 
46 
46 
46 
40 
46 
46 
46 
46 
46 
40 
46 
46 
46 
89 
46 


S.  Doc.  244,  59-1- 


a  Per  barrel. 

6  Applies  to  Jacksonville  only. 

-15 
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DIGEST   OP   HEABINGS   ON   KAILWAY   RATES. 


Itbm  No.  11. — Differentials  above  and  below  Cincinnati,  Ohio,  from  the  following  poirU9 
applying  on  traffic  destined  to  aovthem  basing  points. 

[Rates  in  cents  per  100  pounds.] 
DIFFERENTIALS  ABOVE  CINCINNATI.  OHIO. 


rrom- 

1. 

a. 

A. 

4. 

fi. 

e. 

A, 

B, 

C. 

D. 

£. 

H. 

P.« 

Chicago.  HLi 

JncBl,  IHIS.  toFVba,  1905. 

Feb.  1,mO&,  toApr.29. 1906.. 

40 
40 

as 

n 

33 

34 

2ft 

17 
17 
17 
lA 

lb 

12 

la 

12 
10 

10 
6 

O 
12 
12 
12 

7 
7 

1 

11  1     7 

12  '  10 

13  10 

12  1  10 

8      7 
8      ^ 

7 
10 

la 

ly 

h 

IS 
IS 

la 

13 

% 

12 

15 

15 
14 

14 

Apr,ai,  Ifttft,  toMnyie,  190&...- *..**,.-„ 

U     25 
30  •  22 

I: 

•^     30 
1»     1"? 

^ 

Mftyie,  1*06,  todnte 

m 

91  U>uK  Mo-.  *n<i  Eiiflt  St.  Louts.  III.^ 

Aug.  1,1888,  to  Feb,  1,1905...,, 

U      12 

1£     10 

14 

F*E.],  190fi,  toddle „.„.,.,„ 

14 

DIFFERENTIALS  BELOW  CINCINNATI.  OHIO. 


Memphis,  Tenn.: 

Aug.  1, 1888.  to  date  . 


a  Per  barrel. 


4|    4       4       8 


Chicago  and  Ohio  River  Traffic  Association,  I.C.C.  11. 134.  117, 127;  Louisville  and  Nashville  R.  R.. 
■outheastem  tariffs. 

Item  No.  12. — Rales  on  ilie  follomng  commodities,  C.  L,,from  Missouri  River  points  to 
north  Pacific  coast  points;  also  distances. 

[Rates  in  cents  per  100  pounds.] 

TO  TACOMA   AND   SEATTLE,  WASH.,   PORTLAND,  OREO.,   SAN   FRANCISCO  AND   LOB 

ANGELES,  CAL. 


From— 

Apples. 

Poultry, 

^- 

Packing- 
Butter,       bouse 
products. 

Soap. 

Household  goods 

dressed.     '^«''- 

1 

C.L. 

LC.L. 

OmftbfL  Nphr 

130 

200 

200 

f 

200  1           160 

75 

a200 

Kanaas'Citv.Mo 

St.  Joseph,  Mo 

a  100 

Atchison,  Kans 

Leavenworth,  Kans 

TO  VANCOUVER,  WASH. 


Omaha,  Nebr 

Kansas  Citv,  Mo 

8t.  Joseph,  Mo 

Atchison,  Kans 

Leavenworth,  Kans. 


alOO 


DISTANCES. 


From— 


Omaha,  Nebr 

Kansas  City.  Mo 

St.  Joseph,  Mo 

Atchison,  Kans 

Leavenworth,  Kans. 


ToTa- 
coma. 


Miie.8. 
1,872 
2,014 
1,987 
1,966 
1,946 


To  Se- 
attle. 


Miles. 
1.913 
2,065 
2,028 
2,007 
1,986 


To  Port- 
land. 


Mile*. 
1,799 
1,909 
1,973 
1.952 
1,931 


To  Van- 
cover. 


MiU9. 
1,860 
2,068 
2,042 
2,021 
2,000 


'FrS^      ToLos 


Miieg. 
1,835  I 
2,035  ' 
2,009 
1,988  I 
2,014  ! 


Milet. 

1,966 
1,807 
1,8S2 
1,790 
1.8U 


a  Released  to  valuation  S5  per  100  pounds  in  cases  of  loss  or  damage. 
JVnwfcoDtiDeDUl  Freight  Bureau,  I.  C.  C.  376  and  375. 


DIGEST  OF  HEABIKOS  OTS  RAILWAY  RATES. 
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an  the  following  commoditieSt  C.  L.jfrom  Missouri  River  points  to  sotUhem  points 
named,  batted  on  East  St,  Louis,  HI. 
[Rates  in  cente  per  100  pounds.] 


From— 


lA 

ft,  Kebr I  d2 

adty.  Mo.. ..t 

leph.  Mo....... Ln 

on,  KAtu ,jp 

aworth,  Euie.....,^.  j 


To  WUroingtOTi*  K.  C. 

T"[" 


1:1 


c 

I 


AD 


CO' 


67 


43 


m 


To  Cbftrk*Fton»  8.  C,  and  SavaniiAh, 


90  aiaSf-lGSl  I         43 
90  |nmM52|  Wm3 


SSI 
33i 


m 
m 


From— 


Td 


Brumwick,  O^,  And  jAckAonTflle, 

FlA. 


I 


I 


I 


Tt>  PetisHColA,  Fk. 


5 


*■! 


» 


I4  Nebr ., 

BClty.Mo-., 

epb.  Mo  <...<H 
on,  Katii...,, 

iiwortb,  KftDS. 


aiaSHl.^1  ,H01-43 


83* 
A3| 


32i 


61  I  B2 


§1  '  82 


1171 
1171 


S7 


b34|-37 


an 


381 

2»4 


L  Kebr. .. 

itCtty,  Mo„.. 
epti,  Md 

on,  Kana..,.. 
1  worth,  Kaiu 


To  Mobile.  AUl, 


'O 

t 

& 

^s 

5 

^ 

£ 

87 

fia 

3fi 

sa 

107 
96 


30 


To  New  Orleuii,  Ia. 


*7 
B5 


58        S7 


52 


107 


95 


«^ 


ao 

6281^21 


<2 
37 


Ftom — 


Tti  Galveflton.  Tex. 


I,  Kebr.,...,..,.... 

i City,  Ho ..., 

pph.  Ho.... ....... 

[HI.  Kans 

1  worth  hK  AUK.,, 

a  Applies  on  eggs. 


ea 


133 

1(M 


lia 


5^ 


I 


121  '    35 

I 


m 


T(*  Bon  Arthur  and  Corpus  Cbrlnri, 
Tei. 


i 


I 

I 


list      113 

I 

1*1  I      7h 

I 


If    I    £ 

133 
121 


I, 


<40-S5 


60 


/>  When  orlKinating  beyond  KaTVftaRCVl^.'Ao. 
c Applies  to  Corpus  Chrirtl,  Tex. 
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DIGEST   OP   HEABINGS   ON   RAILWAY  RATES. 


ItaUs  on  the  following  commodities^  C.  L.,  from  Miftsouri  River  points  to  southerti  pointi 
immedy  based  on  East  fk.  IxmiSy  III. — Continued. 


DISTANCES. 


From— 


Omaha,  Nebr 

Kansas  City.  Mo 

St.  Joseph,  Mo 

Atchison,  Kans 

Leavenworth,  Kans . 


To  Wil- 
mington. 

Milet. 
1,416 
1,280 
1,341 
1,327 
1,306 


To  Charles- 1  To  Savan- 
ton.       •       nah. 


MOes. 
1,333 
1,197 
1,258 
1.244 
1,223 


Mika. 
1,318 
1,182 
1,243 
1.229 
1,208 


To  Bruns- 
wick. 


MUeti. 
1.298 
1.1G2 
1,223  . 
1.215  ' 
1,196  I 


I 


To  Jack- 
sonville. 


MiUt. 
1.S88 
1.221 
1,2S2 
1,268 
1,247 


From — 


To  Pen-     To  Mo-     To  New     To  Gal-     To  Port  ITo  Corpus 
sacola.        bile.     ;  Orleans,     veston.     Arthur.  I  Christi. 


Omaha,  Nebr 

Kansas  City.  Mo 

St.  Joseph,  Mo 

Atchison,  Kans 

Leavenworth,  Kan^. 


Miles. 

Milet. 

1,165 

1,060  ' 

994 

868 

1,055 

986  > 

1,041 

915 

1,020 

894 

Miles. 
1,080 
880 
949 
927 
906 


Miles. 
1,005 
805 
873 
852 
881 


Miles. 
986  I 
786 
854 
833 
812 


Miles. 
1,820 
1,120 
1,181 
1,167 
1,146 


Tariffs:  W.  T.  L..  I.  C.  C.  636:  Mo.  Pac.  Rwy..  I.  C.  C.  6031.  5610.  6032:  Southern  Rwy.,  I.  C.  C.  9194: 
L.  and  N.  R.  R.,  I.  C.  C.  .\-7486:  Southern  Freight  Association,  I.  C.  C,  245;  South  Western  Tariff 
Committee,  I.  C.  C.  411.  405.  408,  417. 

Rales  on  the  following  commodities,  C.  L.^from  Missouri  River  points  to  eastern  cities, 

based  on  East  St.  Louis,  III. 

[Rates  in  cents  per  100  pounds.] 


Pmin — 


I 


To  Montreal,  Quebec. 


To  Halifax,  Nova  ScoUa. 


Kkusiie  City.  Mo ..... 

St.  Josej^h.  M€>,..,.„ 
AtchiM>n,  Runs  ...... 

L^venwortb.  Kjiu«  . 


i    121 
lil 


120 

120 


110      110 

I 

110  j    110 


m 


i 

ill  i 

1 

< 

13*1 

140    I2S    1^  '       mk 

1 

m 

im 

144» 

138  1  128  ^-mk 

1          1 

n 

From— 


DmabSp  Nebr  .... 

KajtsasCtty.  Uo 

St.  Joseph,  Uo...... 

Atchison^  Kati» 

Learen worth,  Kans, 


To  Portland,  Oreg. 


131 


127 
127 


US      ll« 


116  ;   116 


I 


£3 
afiO|-63 


To 


121 


1S7 
137 


116 
US 


I 


ll&,a&0^63 


a  When  originating  beyond. 


DIGEST  OF  HEABIITOS  OK  BAILWAY  BATES. 
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IUUe9  on  the  following  commoditieSj  C.  L.,  from  Missouri  River  points  to  eastern  cUies^ 
based  on  East  St.  Louis,  III. — Continued. 


Fttim— 


OnAti»,  Nebr  , , 

EuMuatr.  Mo  .... 

St.Joi>epKHo 

Atefalflon.  Kutie 


ToMew  VOTk^N.  y. 


I 


120 
ISO 


110 

no 


no 

110 


io 


To  PhUidf?]p3i1ft,  P^ 


57      118 

57  I    US 


lis 
lis 


108 

log 


ice 


es 


4«( 


I 


From— 


Kanaoi^ City.  Ho  .... 

St  Jo«epb.  Mo 

Atclit?ioD,  Kan  I 


To  BaltimDri',  Md. 


To  Norfolk  and  Newport  Newt,  Va,. 


U7 


107 

107 


ief7 


47 


IDT?  044M7 


M  I    112 

Ml  m 


■D      ' 

1      1 

•O 

&  1 

t: 

1 

li 

1 

i 

1 

117  1 

107 

lor 

47 

H 

m, 

107 

J07  imM7 

M 

DISTANCES. 


Prom— 


Omaha,  Neb 

KangaaCity.  Mo 

St  Jofieph,  Mo 

Atchiaon,  Kans 

Leavenworth,  Kaiu 


To  Mon- 

To Hall- 

treal. 

fax. 

MUe». 

MiU9. 

1,334 

2,090 

1,277 

2,083 

1,338 

2,094 

1,805 

2,061 

1,308 

2,095 

T^o  Port-    To  Boa- 
land,  ton. 


1,581  I 
1,580  I 
1,591  ' 
1,558  I 
1.556 


Mile*. 
1,499 
1,448 
1,507 
1,476 
1,474 


To  New 
York. 


Miks. 
1,405 
1,842 
1,408 
1,896 
1,866 


From— 


Omaha,  Nebr 

KaiuaflCity,  Mo.... 

St.  Joseph,  Mo 

Atchiaon,  Kans 

Leavenworth,  Kans, 


To  Phila- 
dclphia. 


To  Balti- 
more. 


Milet. 
1,314 
1,251 
1,312 
1,804 
1,277 


To  New-   I 
port  News. ! 


To  Nor- 
folk. 


Milet.  MiUt. 

1,295  1,878 

1.211  1,270  I 

1,272  ;  1,881  I 

1,264  I  1,328  I 

1,237  I  1,296  ; 


MUea. 
1,884 
1,282 
l,d4& 
1,285 
1,806 


a  When  originating  beyond. 

Tariito:  W.  T.  L.,  I.  C.  C.  686;  Mo.  Pac.  Rwy..  I.  C.  C.  6031, 5610;  B.  and  O.  S.  W.  R.  R..  4181;  T.,  St  L. 
and  W.  R.  R.,  I.  C.  C.  810. 
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DIGEST   OP   HEABINGS   ON   BAILWAY  RATES. 


Item  No.  13. — Rates  on  dosses  and  commodities  from  and  to  the  points  named, 

[Rates  in  cents  per  100  pounds.] 

FROM  LOUISVILLE,  KY. 

[TarifliB:  Trans-Con tinental  Freight  Bureau,  I.  C.  C.  875  and  876;  Southwestern  Tariff  Committee,  I.  C.  C. 
405  and  417;  Louisville  and  NashvUIe  R.  R.,  I.  C.  C.  A-7158  and  7486;  Baltimore  and  Ohio  Southwestera 
R.  R.,  I.  C.  C.  8188  and  4181;  Kanawha  Dispatch,  I.  C.  C.  687  EB.] 


taooea. 

T&- 

1. 

£ 

s. 

*, 

A. 

f. 

A. 

B. 

C. 

B, 

E, 

H, 

F.« 

939 

Monlreal.  Qaebec^...... 

fT»lifai.  NoTft&ooaafr.,, 
roTtliuid.  Me.b.„. 

SI 
101 

7& 
73 
72 

Is 

95 

98 
90 

70 
8d 

71 

6S 
63 
63 

m 

68 

m 
m 

7* 

54 

70 

55 

60 
4» 
47 

88 

35 
33 
*9 

32i 
44* 

ao 

2S 
27 

23 

»2 

27 

S7 

27 

25 
23 
33 

IS* 
25 

ljO«) 
B67 

New  York.  N.  Y.& 

Philadflphin,  Pa.A.„..„ 
Baitimore.  Md.fc. „ 

776 

7D8 

71» 

NewiM^rt  N ewB,  Va.  b 

Norfolk,  Vii.*> 

401     ^^ 

781  1 

63 

73 
66 

41 
70 
54 

m 

184 

3a 

28 

83 

160 

24 

86 

27 
26 

7» 
125 

21 

27 

27 
26 

61 
lAn 

2d 

28 

22 
20 

49 
100 

36 
40 

41 
90 

12 
40 

67 

776 
736 

wnnangtoii.  X,  C.tf...... 

Charleston.  S.C.d 

Rnvannali.  Ga.  *'»*.* 

40 

749 

an 

Brunnwick.  Oa.  <i*, .  * , 

Jackson viUe,  Fla.*i.  — .. 
Peosacola,  flu."*, „, 

68      *is 

44   :  39 

40    1  35 

41 

67D 

MDblU%  Ala. J 

778 

1,085 

956 

New  Orlbans^  La.d.„ 

Gftlvt»l4>ti,Tex,* 

4( 

part  Arthur,  Tex.  f. 

CorpiiM  ClirlNU,  Tex.  ■ . ,  *  * 

Los  Angt^left,  Cal.  » 

San  FmmK'o,  CaL* 

Taoomn,  Wash.  * 

148   18Q 

309  mi 

no  :ioi 

! 

%ffi      100 

1,^1 
2,509 

2,528 
2,491 

3c'ttttk\  WiL**h,  [**.„* 

l*ortlAndL  i^rtu.  * 

! 

Vftncoarvr,  ^^  tt*ih. «. , .  _ . 

1 

FROM  EVAN8VILLE,  IND. 


[Tariffs:  Evansvilh?  and  Terre  Haute  R.  R..  I.  C.  C.  664  and  588;  Southwestern  Tariff  Committee, 
I.  C.  C.  417,  406;  L.  and  N.  R.  R..  I.  C.  C.  A-7153  and  7486;  Transcontinental  Freight  Bureau,  I.  C.  C. 
875  and  376:  Southern  Rwy..  I.  C.  C.  9194.] 


1,002 

(/) 
1,196 
1,184 
987 
896 
828 
841 


755 
740 
720 
810 
625 
642 
696 


1,175 
2,249 
2.418 
2,538 
2,497 
2,377 
2,385 


'.     92 


Mont-real,  Quebec  f* 824 

Halifax.  Nova  Scotia  b, . .    I02i 

Portland,  Me. «» I  oc. 

Boston,  MasH.6 /  **^ 

New  York,  N.Y.t 78i 

Philadelphia,  V&.h 76* 

Baltimore,  Md.  f> 

Newport  News,  Va.  b 

Norfolk,  Va.6 

Wilmington.  N.  C.d. 
Charle«U)n.  S.  C.d... 

Savannah.  Ga.rf 

Brunswick.  Ga.d 

Jacksonville,  Fla.rf  . 

Pensacola.  Fla.d :...     90 

Mobile.  Ala.rf 

New Orlean.«<.  La. d.., 

Galveston,  Tex. « 

Port  Arthnr,  Tex.  *. . . 
Corpus  ChriHti.  Tex. « 
Los  Angele}«,  Cal. «... 
San  FranciHco,  Cal. «. 

Tacoma.  Wash,  e 

Seattle,  Wash,  e 

Portland,  Oreg. « 

Vancouver.  Wa.sh.  «■ . . 


148 
}l48 


714 
89i 

74 

68 
66 

65 

78 


66  ]  m 

71       521 
67*  I  401 

mk   m 

bOk     B41 


95       80       75 


75 
72 


6A 
G2 


130    jllO     101 
130    :I10    ilOl 


^00     2(iO    1220     |J90 


45 

Mi 

31* 
291 

281 

38 

56 

40 
38 
78    J, 

7H    i. 

I 
165 


271 
571 


'JOl 

35 

25 
23 

,  m 

.160 


27        33 


25 
221 
61 
61 


41     38  1 


40     40      tf 


57 

H     40 


100    I  100 


41   . 
41  I. 


a  Per  barrel. 

ft  Governed  by  Official  Classificution. 

o  Water.  1.512  miles:  rail,  1.695  miles. 


d  Governed  by  Southern  Classification. 
«  Governed  by  Western  Classification. 
/Water.  1,632  miles:  raU.  1,758  miles. 
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Itbm  No.  13. — Rates  an  ckuaes  and  commodities  from  and  to  the  points  named — Continued. 

FROM  CAIRO,  ILL. 

[Tariffs:  C.  C.  C.  and  St.  L.  Rwy..  I.  C.  C.  807  and  2819;  N.,  C.  and  St.  L.  Rwy.,  I.  C.  C.  1120-A;  Southern 
Rwy.,  I.  C.  C.  9194;  Illinois  Central  R.  R..  I.  C.  C.  8260.] 


tances. 

To- 

1. 

2. 

8. 

4. 

b. 

8. 

A. 

B. 

c. 

u. 

K 

fi. 

F.« 

MUeM. 
1,143 

MontreaL  Qaebetr  fc . . . . , . 
Hiilifaic,  Nova  Scotia  ft.  „ 
Portland.  Me.6... , 

90| 

130 

90 
SS 

«7 

02 

9& 

W 
7fi 

■  1*7 
300 

7S 

U 
7ft 
76 

76 

7* 

m 

6S 

121 

aGO 

00 
84 
g& 

60 
5& 

67 
104 

220 

42 
gl 

46 

42 

40 

89 

49 

70 
fio 

42 

fl6 

100 

4& 
39 

34 

as 

58 

40 

38 

7ft 
Ifli 

80 
40 

32 

30 
2S 

27 

29 

40 

29 

1 

{I') 

1,3W 

1,241 
1,101 

Boflt4?ii,  Majvi>.. 

New  York,  N.Y.fr........ 

Hhilmlelphifl,  pft.fc 

Baltimore.  Md,ft.....,.„ 

1,010 

^4 

._..- 

1.007 

Newport  News,  Va,fr 

Norfolt,  Va.fr 

l,tH9 

gas 

799 
TIM 

m 
m 

79 
160 

2a 

70 
12S 

£4 

27 

Sfi 

SO 

iro 

28 

90 
16 

4«, 
100 

41 

40 

38 
28 

89 

IS 
40 

47 

WJImlfim™,  N.  G-d 

ClmrlesTijn,  9.  C.*t. ... 

^vHXitmh,  Ga,d ^.. 

41 

764 

Bruni^wlekj  GaA  ......... 

46 

K54 
597 

Jacksoiirilie,  Flft,^ 

PeiiAaetiLa,  Fla.d 

4^ 

492 

Mobile.  Aia,d 

A54 

775 

Xtiw  Orlcaos,  l*.** 

GhJ ve$U>n.  Ttx.« , 

86 

flG»t) 

Port  Arthur  Tei.p. , 

Corpw*  Chrlfltl,  Tex** .... 
Lofl  AiijTcicji,  Cal.*  ...,.„ 
8iin  FT4nclNC<j.€al. •.,...! 
Tficoiina.  Wash.* ..^...| 

9eU 

2,077 

2,870 

■  ■■■ 

Portland,  Oray.' 

VancouTer,  Wauh,  •  * 

FROM  CINCINNATI,  OHIO. 

[Tariffs:  Trans-Continental  Freight  Bureau.  I.  C.  C.  375  and  376;  Southwestern  Tariff  Committee, 
I.  C.  C.  405.  417;  Louisville  and  Nashville  R.  R.,  I.  C.  C.  A-7168  and  7486;  B.  and  O.  8.  W.  R.  R, 
I.  C.  C.  4181  and  3188;  Kanawha  Dispatch.  I.  C.  C.  687-E.  B.] 


834 

990 
92fi 
757 
666 

698 

655 

667 

771 

731 

7*7 

750 

841 

768 

7*16 

829 

1,149 

1,070 

1,3»^ 

2,425 

2,5fia 

2.663 

%^£ 

2.516 

2.524 


Montreal.  Quebtie  *  w . . 

Halifax,  Kova  Sf;otlaft. 

Pimlaiid.  Me.b..„,..„ 

Bfwton,  ila^.ft 

I  New  Ytjrk.  N.  Y.fr 

Philarlelpbia,  Pa> 

I  BaUtmon.sMiL'*,,.-.,.. 

Nt'wport  Ncwp.  Va.ft 

,  Nofftjlk,  ViiL.6  .»»„.,.., 
'  WilmifiKton.  N.  C.rf 

CKftHettUm,  3,  C.rf , 

I  SlBvannah.Ga.^. 

I  Brup«wl(*k,Ga.<f ....... 

Jacksofiville,  Fla.*' 

Petaacolft,  Fla.rf 

Mobile,  Ala. ■< 

I  New  Orli^iin,  La.** ...... 

tialvejiton.  Tex.' 

Port  Arthur.  Tex^'**.*. 
I  Corpufl  Chri-«tl ,  Tei.  * . . , 

Loft  Angeles,  Cat* ...... 

Stan  FTantrlseo,  Cal.«... 
I  Tacotna,  Wash.*  ...,^... 
'  St^attle.  Wash.* 

Ptjrtland,  Orep.*- 

Vaneouver,  Wash.? 


Tl 
91 

&> 
63 
«2 
62 
62 
82 

96 

n 

lOT 

157 


300  aco 


56i 
Mi 

63i 
681 


HO 

83 
83 

m 

187 


47t 

631 

4B| 

434 

41* 
401 
404 
40i 
53 

75 

73 

n 
lie 

116 


220 


70 
54 

lOfl 
106 


190 


53 


m 


165 


I8|  :    2* 

36        35 


*>8        78 


160       125 


I 


100 


m 


lOO 


40 

46 

49 
49 


a  Per  barrel. 

b  Governed  by  Official  Classiflcation. 

c  Water,  1.746  miles;  rail,  1,899  miles. 


d  Governed  by  Southern  Classiflcation. 
«  Governed  by  Western  Cla«siflcation. 
/  Water,  1.402  miU»;  rail.  1.580  miles. 
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DIGEST  OP   HEABINGS   ON   RAILWAY  RATES. 


Item  No.  14. — Rates  on  classes  from  and  to  the  points  named;  also  distances. 

[Rates  in  cents  per  100  pounds.] 

FROM  DUBUQUE.  IOWA. 

[rarilb:  C.  B.  and  Q.  Rwy.,  I.  C.  C.  5664;  Transcontinental  Freisrht  Bureau,  I.  C.  C.  875  and  376. 
Southwestern  Tariff  Ck>mmittee,  I.  C.  G.  405  and  417;  Mississippi  Valley  Freight  Committee,  I.  C.  C: 
B-66.1 


Dla- 
talMieB. 

To- 

1. 

2. 

3. 

4. 

6, 

& 

A. 

B. 

c. 

D. 

B. 

B. 

f.« 

1*764 

Montreal,  Queb«^* 

Hn I i Tax,  Xovft Scotia b... 
rortland,  Me. ft  .„.„.... 

W4 
1164 

[l03[ 

116 
115 

157 
300 

841 
102^ 

m 

841 

m 
m 

*5 
137 

260 

OS 
82 

71 

m 

64 

79 
lt« 

220 

61 
fit 

106 
100 

391 
5U 
424 

3Si 
37 
364 

}  pub 

4« 
4» 

165 

S21 
424, 

344 

32 

mi 

llHhe^ 

43 
4S 

.....L-,., 

i           1 

1,255 

1 

! '"" 

1J7S 
1,07T> 

Boston,  Um^,i> 

New  York.  N.Y.fr... 

Fh»adelpblft,Pa.fc 

Htldmon-  Md  ft 

1 

!'■", "': 

; 

IMQ 

1 

H 

Hewport  News.  Va.  ft 

Ki>ri5lk,Va.ft...- I 

ihrtj 

S3 
33 

88 

m 

1 

i 

] 

U336 
1,177 
1,162 
1*142 

Cliarie*ton,  S.  C.  p ! 

Sa^annfth,  GiL.e _ 

Brunswick,  Ga.  ^ ..^^j 

ii«rhi 

83 
7S 

litee. 

as 

100 

l,Wft 

IpOOi 

1.205 
l.IW 

i.m 

2,2S7 
2,168 
2.100 

JaekdOBvUle,  Fla,  *^ ., 

Penaacola,  Fla,  * 

New  Oriearta,  La.  c ' 

Mobile,  ALii.^ I 

GalTe>tor*,Te3i.rf ..J 

Port  Arthur,  Tei.rf ., 

Corpus  Cb  ri  hU  ,  Tei .  d .,_  1 

Los  Aiiffoks,  Cal.  rf. 

San  Fraiie]^M,  Cat  <* 

TAOiHiia,  Wiish.  ^ 

1 

i 
100  :  90 

' 

2.05© 
2,132 
2,140 

I^jrtlaiid,  Ore^.  f* 

Vancouver,  Wash.  rf. , . . . . 

1 

FROM  MILWAUKEE,  WIS. 


[Tariffs:  Pere  Marquette  R.  R..  I.  C.  C.  62;  Mississippi  Valley  Freight  Committee.  I.  C.  C,  B-€6;  C.  and  0. 
R.  Traffic  Association,  I.  C.  C.  127;  Trans-Continental  Freight  Bureau,  I.  C.  C.  875 and  376;  Kanawha 
Dispatch.  I.  C.  C.  087  E.  B.] 


ftOB 

Montreal,  ytjebec  ft 

/7A 

*6a 

/so 

'34 
/35 

*3» 
/«) 

1,6*U 

Halllai.  Ki»v*S*otlaft... 

/9a 

*ai 

/8S 

eti4  1^48^41 
/64    /49  1/42 

1,173 

PortlamUMi.ft ,. 

ir70 

#^ 

e53|#3§     ifSa 

1,0W 

907 

Boston,  Mu^.b 

r82 

/Tl 

/fi5  '/SO    /33 

New  York,  N.  \\b 

/75 

e63 
/65 

e48  1*34  '^29 
/50  '/S5    /^ 

906 

Philadelphia,  Pa.fr ., 

'70 
113 

/63 

e4fl 
/46 

#3-2    *a7 

/BS    /2« 

887 

Baltlmons  Md.ft 

f72 

#60 

/aa 

#4B 
/47 

^♦31    *2fl 
f&2    127 

1.031 

Newport  News.  Va.ft 

€m 

*60 

*45 

^m     «'26 

l.€65 

Norfolk,  Vii, ft  ,.„, 

fT2 

tm 

/47 

m  f^ 

1,118 

Wilmington,  N,  C.p(?.-... 

m 

103 

7^ 

f^       4T 

1,114 

Charleaton,  y.  C.pp 

1*112 
1.092 

Savannah,  Uii.*^  b.  , ... 

136 

n£ 

im 

88      7n 

1,182 

Jack soti villi*,  Fla.ftf  ..... 

W6 

Peu»tLi:ohi .  PI a,c  ff .,..,.. . 

131 

no 

91 

m     M 

mi 

942 

Now  Orl<?an*.  La,e 

Mobile,  Ala  e  .,..,. i 

116 

95 

79 

111 

49 

1,235 

Galveston,  fox.'*  , ^ 

1,157 

Fort  Arthur,  Tex.d  .._.. 

157 

m 

116 

106 

l$2 

1,444 

Corpus  C  h  ri  St  i .  Teit  .<*,„ . 

2,350 

U»  AQffel*H!H  CaLd 

2.345 

SanFtanclpeo,  C*Ld 

2.UW 
2  180 

Tftcoma,Waah.d  ........ 

Seattio  WftHb  ri       .     ..... 

300 

2)fl0 

220 

100 

165 

2,309 

Portland.  Oreg.  <* 

2,317 

Vancouver,  W  mhjt 

5S 


49 


88 


.160 


I 


38      33 


49      10 


38       87 
U      83 


&7|    SC 

57 ;  W 


82     43     74      0» 

28     3fi     68  I    fL 


12fi 


IDO  :  100 


a  Per  barrel. 

ft  Governed  by  Official  Classification. 
0  Governed  by  Southern  Cla.vifloAtlon. 
(( Governed  by  Western  Classification. 
0  Breaking  bulk  on  both  sides  of  Lake  Michigan. 
/Through  all  rail  without  breaking  bulk. 

9  Based  on  Jeffersonville,  Ind.    When  classes  I  to  6,  inclusive,  as  follows,  46, 39. 29, 20, 17, 14,  bj  use  of 
the  Official  Classification  produce  lower  rates,  such  rates  may  be  applied. 


DIGEST  OF   HEABINOS  ON  BAILWAY  RATES. 
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a  14. — Rates  on  dcLssesfram  and  to  ihe  poinis  named;  also  diskmces—Conimned. 

FROM  SPRINGFIELD,  ILL. 

Kanawha  Dispatch.  I.  C.  C.  687  E.  B.;  B.  and  O.  8.  W.  R.  R..  I.  C.  C.  8188;  L.  and  N.  R.  R., 
\:  C.  and  O.  R.  Traffic  AasoclaUon,  I.  C.  C.  127;  Central  Freight  Aasociation,  I.  C.  C.  9;  Miih 
1  Valley  Freight  Association  I.  C.  C.  B>66:  Trans-Continental  Freight  Bureau,  I.  C.  C.  375  and 


To- 

L 

2- 

s. 

4. 

B. 

e. 

A, 

B. 

C. 

D. 

s. 

H. 

F.a 

lloutreal,  Quebec  ^  * . », .. 

87 
107 

87 
@5 

64 

117 

■m 

12& 
157 

300 

St 

m 

^1 

m 
uo 

106 
S3 

m 

300 

74 

m 

56 
76 

m 

»7 
73 

lie 

390 

m 

541 

m 
m 

m 

54 
100 

190 

47 
3S 
35 

45 

71 

105 

3fi 

SI 

29 
27 

5(t 
46 

Ualffaje,  NovaScotiafr.., 

Portland.  Me.> 

Botitoti,  MssH. ft. .-..., 

-<... 

'" 

ISew  York,  N.y.b ,, 

Philivdclphiiv,  i'a>„„„ 

Baltimore,  Md,  ft 

Newport  Nl'wi",  Va.  ft 

Norfolk.  Vfk.tf ...,. 

WUmlnFtoti,  N.  C.*?  <*.... 
CharlcstonH  S-  C,«  ..,**** 

BnjDflwi*  k,  <ift.  fl 

Jatkhtfinvllle,  Fla, *...... 

SHvuudah,  Ga.  <}  , 

|-  ' 

30i 

47 

87 
28 

as 
leo 

36 
47 

37 

71 
1^ 

*7 

JJ5 

27 

65 

100 

SO 

3S 

30 
22 

fie 

too 

49 

53 

41 

44 

96 

65 

PensAColfl,  Flu.** 

^ 

NcwUrleiinB.  Ia.  <? 

Mobile,  Alii.  *-.,.,..»..... 

4» 

OaJ  vestoti,  Tex.  * 

port  Arthur,  Te%.  e 

Con^tmChrifiti,  Tei.*.... 

Lo«  Angt'les,  ral.« 

San  Fniiicifico.  CaI.  *.  „  „ 

B^attlff^  WaHh.  ' 

Portlnrjd.  Ofi^g.  • 

Vatioouver.  VV  nuh. ' 

FROM  GRAND  RAPIDS,  IND. 

Grand  Rapidu  and  Indiana  Rwy.,  L  C.  C.  382,835;  Central  Freight  Association.  I.  C.C.  9; 
nrestem  TanfT  Committee,  I.  C.  C.  405, 417;  Trans-Continental  Freight  Bureau,  I.  C.  C.  375, 376.J 


Montn^AL  Quebec  ft »., 
Halifiix,  Nova  Scotia  K . . 

BoHtcm ,  Mii«{.ft , . 

New  York,  N\  V.ft 

Pliil»d*.'lphl»i.l^ft.ft...... 

Baltimon^Md>......... 

Newport  NfWs.  Va.ft 

Norfolk,  Vft/i  ..„. 

Wilminifton.  N.C.v 

Cfa*irU'*ton .  S.  C.C .  * . 

BsvHiitjnh.Ga,*? ,......., 

JflclL!)on  ville,  Fla.tf. ..... 

BmnHwlct,  Ga.c ..,.,.  _ 
PeiiKiacolA,  FlflLP  .,,..... 

Mobile,  Ala.*? ., 

Ntrvv  Orleans,  La,c  ...... 

Gal  ve«tOJi.Tf3(. '*,»....» 

port  Arthur,  Tei.* 

DjrptiM  Cbhmtl, Tex.'  ... 

Lw  AnfEe]««;,C^1.F 

Sfi»  FmndwTo,  CbJ.*  .... 

Tacoma,  Wash.* 

BeHtUc,  Wajih,' ,., 

Portland,  Orea,  * 

Vancouver,  Wkah.*  ,  * . .  * 


m 

1021 

m 

I3fi 
149 
144 

kifi 


177     I6fi 


'H»0    OOO 


77i 

Hi 
691 

m 
im 

1254 

12(H 
95 


55 
71 

GO 
5S 

62 
874 

lOOt 

m 

79 

llHl 


74 
61 

[113 


190 


33     27i 
46     37i 

36   -m 


30 


166 


27i 
25i 

341 

41 


61 


To  OhloRtvcr.  Ofllciftl  Claadfiea- 
tlou, 

TO  OhioRWer.OfllclnI  Clw^Jka- 
tlon. 


lao 


125 


100 


Ofi 


100 


n 


Mtrrel. 

med  by  Official  Claariflcation. 

nied  by  Southern  Claariflcation. 

i  on  Jeffenonyille,  Ind.   When  classes  1  to  6.  inclusive,  as  follows,  40,  84,  25, 17, 15, 12,  oy  use 

ffidal  Classiflcation  produce  lower  rates,  sucn  rates  may  be  applied. 

m«d  by  Western  Classification. 


284 


DIGEST  OF  HBABINGS  ON  BAILWAY  BiLTBB. 


Item  No.  14.— Rales  on  dcMesfrom  and  to  the  points  named;  also  dutonces— Continued. 

FROM  INDIAJff APOUS,  IND. 

[TuifflB:  Trans-Continental  Freight  Boreau,  I.C.C.875  and  876;  Southwestern  Tariff  Oommittee, 
1. 0.  C.  417  and  405;  Kanawha  Dispatch,  I.  C.  C.  687  E.  B.:  T.  H.  and  I.  R.  R..  I.  C.  C.  1Q17;  C.  C.  C. 
and  St.  L.  Rwy.,  I.  C.  C.  2819;  Chicago  and  Ohio  River  Traffic  Association,  I.  C.  C.  127.] 


To- 

1. 

^    ! 

S. 

4. 

«. 

t. 

A, 

B. 

c. 

D. 

E. 

H. 

ffi 

Mm. 

Montreal,  Quebec  t...... 

HAMiai,  NovaScotijib.,, 
Portland,  Me.fr.. 

101 

m 

U*7 

120 

115 

157 

3oa 

70 
664 

St 

102 
97 

lil7 
260 

M 

m 

841 
116 

22Q 

SB 
52 

361 

301 

m 
m 

M 

lOB 

190 

324 

m 

n 

28 
26 

2& 

414 

«| 

4»4 
44 

m 

165 

27 
87 

21 
20 
as 

M 

39 

UBS 

Boston,  Mam,  *»,..,.„ 

NewYork,N.Y,fc 

Pbnna^1phla,P4.6 , 

BaUlmora.Md.  b..,, 

734 

"" 

TfM 

766 

Newport  NeWff,Va.& 

Norfolk,  Va,  ft 

7?a 

43 

S3 
28 

88 
IW 

32 

48 

S3 
27 

n 

3S 

32 

SO 
27 

06 
106 

as 

29 

26 

22 

100 

4S 

ar7 

91 
44 

96 

4B 

49 

66 
61 

' 

S42 
8» 

Mi 

7S1 

Wnitiliiron.N,C.ed...., 
CharlejJtoD ,  SX'.  c  d„  _  _ . 

Savannab.Ga.  (?<f 

Brunswick, Qa.4i<i  *....., 

JaeksoiiTlUe.Fla.  tfd 

pensacoJii,  Fla.  <f  **. , , ,  * ... 

NewOrleaiiBpLA.fl 

MobUe.Aln.^ 

49 

I.IOT 

r,ai6 

2441 
31,448 

GAlveston,  Teac.  *. 

j 

port  Arthur.  Tex.  e , .  ^ . . , . 
Ortrptis  Chrlsti.  Tex.  '  . .  „ 
Lrw  AiiKelt^,  CaL  a  ...... . 

Sail  FratiriHco.  Cal,  * , . . ,  J 
Tiiconitt,  WuBb.  * ..... 

' 

1 

£407 
a^40& 

S«ittie.  WiiBb.  * , 

Portland,  On!f.  *.......-. 

2:418 

Vancoover^  Wi*Kh.  '*.„.. 

FROM  RICHMOND,  IND. 
[Tariffs:  G.  R.  and  I.  Rwy.,  I.  C.  C.  386  and  882.J 


801 

1,667  . 

976  ; 

012 
7^ 

711 
733 
ItST 

797 
823 
806 

mfr 

8M 

817 

1,119 
i«CHO 
1,S2S 
2,867 
2,806 
2,409 
2,448 
2.468 
2,461 


I 


MotHreal,  Quebec  &,„,*, 
Httlilax,  Nova  Scotia fr... 

Poniftiid,  Me.fr ,*.. 

Bf}<!!ton ,  MiuiB.  fr 

N*fW  Yofk.  N,  Y.fe , 

PhlltMlelphIa,  Pft> 

BalUmofe.  Mil. t »...,.... 

Newport  Xe w»,  Vft,  *», 

NorfuIkH  Va.6... , 

Wilmington.  N,  C.c/.,,. 

Cbarlerion^  S.  C.c/ 

Savannab.  Gn,  ■*/ 

BninJjwiet ,  tJft.  I? /....., . 
JaekBonvlIlc,  Pla,*;..... 
FeiiMiU!ol&,  Fla,  «-/.,.*».., 


Mobile.  Ala. -^^ _....... 

New  Orltmiu,  Lft.*^ 

Oal  vesttmn  Tex.  e. . . . . . 

Ftjrt  AJibur  Tex,  c . .  „ 
Corpai  GbrLit).  Tex.  * . 
Low  AugiJltffi,  CaJ.'..-- 
6an  FnLiiet!*eo,  Cal.r., 

Tacomftt  Wash.  ^. . 

SeHtUe.Wwph.  *'.....„ 

FortUnd,  *>reff.  e. . . . . . 

Vancouver,  Wafb.''.,, 


781 
S31 

}n 

66 
64 

136 

149 
144 

157 


800 


57 
56 

M 

1134 

l^i 
120i 
88 
187 


19 

6S 
49 

44 

42 

41 
*74 

1091 
73 


65 

94 
74 
64 
106 

190 


7« 
60 
44 
82 

166 


62 


SB 


To  Ohio  River,  DfflciaJ  cnaMifi- 
CAllon. 

FTo  Ohio  ^rer.  Official  Clatfifi- 
L    cation. 

I         I         I         I       i      J 
To  Ohio  River,  Official  €!*■»- 
cation. 


160 


27 


78 


12s 


27 


66 


100 


^ 


fi2 


100 


81 


61 


a  Per  barrel. 

6 Governed  by  OflRcial  Classification. 
©Governed  by  Southern  Classification. 

d Based  on  Cincinnati,  Ohio,  and  Jeffcrsonville,  Ind.,  on  classes  1  to  6,  inclusive,  as  follows:  26.22, 
194, 124, 94,  and  8,  by  use  of  the  Official  Classification,  produce  lower  rates;  such  rates  may  be  ^plied. 
•  Governed  by  Weiitem  Classification. 
/  Based  on  Cincinnati,  Ohio  and  Jeffersonville,  Ind. 


DIOBST   OF   HBABINOS  ON  lUULWAY  BA.TES. 
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No.  14. — Boies  on  dosses  from  and  to  the  points  named;  also  distances — Ck>ntiniied. 

FROM  COLUMBUS,  OHIO. 

Tariffs:  Trans-Continental  Freight  Bureau,  I.  C.  C.  875  and  876;  Southwestern  Tariff  Committee,  LC. 
C.  406  and  417;  C.  C.  C.  and  St.  L.  Rwy.,  I.  C.  C.  2819,  807, 1682;  Norfolk  and  Westfem  Railway,  I.  C.  C. 
2656:  Centml  Freight  AiisociaUon.  I.C.C.9.1 


Din- 


Ta— 


#. 


E.  m   F.a 


747 
1.503 

m* 

§20 
637 
£46 
511 
635 

Boe 

647 
S47 
i73 

006 
967 

m% 

H5 
001  , 
lp296  ' 
1.216  I 
1,HM  I 
a,  479 

2,588  I 
2,5^  I 
2.^^  I 


Montreal  .Quebec  & 

HalilaK,  Nctva  t^otlai^... 

Portland.  Me> 

Boston,  Haw.b..^,^...... 

f!ew  York.  N.  Y.* „. 

Philadelphia.  P*.b. 

Bakiroore.Mn^fr., 

NewjiHDrt  N^ws,  Va. *---,- 

Korfollt,Vn.6,„ 

Wllmlnjrton.  N'.C.tf 

Charle?ti>tj.  g,  C.  <r , . ; 

BavauDah.  Oa.  r , .  „ . , 

BTtiUMWkk*  Ga. fl„ „ ; 

JactBonvtlle.  Fla.  <? 

F^DJm<:ola,  Fk* « ..... 

New  (Jrleaufi,  La.  c 

Mobil*?.  Aln-<^ 

Galvpi9tan»  Tei."  ^....... 

Purt  Arthur,  Tex.« 

Corpiu  ChrislI,  Tex.  ^ . . . . 

U*i  Angelen.  Cal,  • 

San  Francisico,  Cal.  *,.,.. 

Tiiooma.  Wiufli,  -? , , 

Beattle,  Wrtuh.  f ......... . 

POrtUnd,  oreff.  * .■. . 

Vancouver,  WaAh.  •..„., 


109 

}«* 

57* 
5&I 

Ml 

91 


120 


no 


177 


.800 


50 
4B 

76 
260 


75    !  5« 
131     115 


itgo 


16& 


m 


ao 


ao 


<il« 


42 


37 


ro  Ohio  RlTer.  omclal  cWlfica* 
tion  beyond. 


41     31 

-„.   95 


i 


.160 


Uft 


SI 

7n 

26 
100 

33 
50 

96 

«fi 

67 

iflr> 

"'" 

FROM  MADISON.  WIS. 

Tarifl(«:  Chicago  and  Ohio  River  Traffic  A-Hwciation,  I.  C.  C.  127;  Southwestern  Tariff  Committee. 
I.  C.  C.  405  and  417;  MiKiissippl  Valley  Freight  Committee,  I.  C.  C.  B-66;  Trans-Continental  Freight 
Bureau.  I.  C.  C.  375  and  376.] 


980 
1,736 
1.227 
1,145 
1,061 
960  , 
941 
1,092 
1,1M 
1.172 
1.168 
1.166  ' 
1.146 
1,236 

i.(^ ; 

996  ' 

1.285  I 
1.156 
1,444 
2.801  i 
2,298  ' 
2,126 
2.065 
2,262  ; 
2,270 


Montreal,  Quebec  bf 

1   .... 

f 

Halifax.  Nova  Scotia  bf  , 

1   —  * 

Portland   Me  hf 

1 

1 

Boston,  Maw.  f*f 

New  York.  N.  Y.b/ 

1 

Philadelphia.  Pa.  ft/ 

:       t    ;:::: 

BiUtimore.  Md.ft/ 

f    ' 

Newport  News.  Va.  ft/ . . . 

::"::.:::'"::i. ::.:::: 

Norfolk,  Va.ft/ 

Wilmington.  N.  C.  *•</... . 

Charleston,  S.  C. «!; 

Stivannah.  Ga.  eg 

Brunswick.  Gh.  rg 

Jacksonville.  Fla. eg 

Pensacola.  Fla. eg 

New  Orlean.«.  La.  <• 

Mobile,  Ala.  c 

12:^  ;  103 
i  136  '  115 

131    no 

;  116  '    95 
157  1  137 

300     260 

79     m 

101       £§ 

79      01 
116     106 

Z3i)     190 

i 
1 

47 

a* 

165 

87 

47 
48 

m 

83 

39 

33  1    82,51     S7 

39      35  1  Vi     57 

1 
37       32  ,  43     74 

Si       28     85  1  OR 

70 

64 
€1 

Galveston.  Tex.  « 

Port  Arthur  Tex.  < 

leu 

1          1 
65  ,    52  1  44 

! 

100     ICU  1  9fi 

C«»rpu8  Christi.  Tex.  «. . . . 

Lf»s  Angeles,  Cal.  « 

San  Francisco,  Cal.  « 

Tacoma,  Wash.  « 

Seattle,  Wash.  « 

Portland.  Oreg.  « 

Vancouver,  Wash.  < 

a  Per  barrel. 

6 Governed  by  Official  Classification. 

0  Governed  by  Southern  Cla.vification. 

«( Grain,  18  cents  per  100  pounds.    Flour  per  barrel, :%  centn. 

•Governed  by  Western  Classiflcation. 

/No  published  through  rates.  Rates  governed  by  Western  Classiflcation  wc}>t  of  Chicago,  111.,  and 
)IBciaI  Claaaifleation  beyond. 

ffBaaed  on  Cincinnati,  Ohio,  and  Jefferson ville,  Ind.,  when  classes  1  to  6,  inclusive,  as  follows:  46, 
8. 29,  20, 17. 14,  by  usic  of  the  Official  Cla.'isiflcation,  produce  lower  rates,  such  rates  may  be  applied. 


28t) 


DIGEST   OF   HEABINGS   ON   RAILWAY  RATES. 


Item  No.  14. — Rates  on  classes  from  and  to  the  paints  named;  also  distances — Continued. 

'   FROM  CHICAGO,  ILL. 

[TarifflH:  Tranfl-Contiuental  Freight  Bureau,  I.  C.  C.  375  and  876;  MLsHisBippi  Valley  Freight  Committee . 
L  C.  C.  B-66:  Grand  Trunk  Rwy..  I.  C.  C.  A-860:  Kanawha  Dispatch,  I.  C.  C.  687-EB;  Chicago  and 
Ohio  River  Traffic  Association,  i.  C.  C.  127;  Southwestern  Tariff  Committee,  I.  C.  C.  405  and  417.] 


Dls- 
tanoea. 

To- 

1. 

2. 

3. 

4. 

& 

& 

A. 

B. 

0, 

J>, 

e,'h. 

F.fl 

841 

Montrealn  Quebec  & 

Haliffti.NovftScotUe'... 
Fortknd.  Me,* ,.*.. 

7A 

7fi 
in 

72 

m 

130 

uo 

157 
300 

«5 

m 

71 
65 
A3 

m 
m 

uo 

106 
90 

137 
2G0 

SO 

m 

66 

50 
48 

47 

7ft 

97 

S7 

lie 

220 

S5 
49 

39 

3.S 

32 
66 

68 
106 

190 

42 
S3 
30 

27 
46 

71 

53 

47 

8a 
ICfi 

35 

n 

25 
23 

2£ 

35 

06 

45 

« 



lj6W7 

.m.~* 

""i"  "" 

1,068 

1,044 

913 

EHUsion,  Kn^.Er . 

Nt^wYork,  N.Y>„ 

PhUrtdelphlii,  Pa.b -. 

Baltimore,,  Md^6..,.*»,*„ 

i 

821 

ma 

96G 

N  f  w  port  News,  Va,* 

Norf(3lk,  Vft,&,.„. 

905 

aoi 

4(7 

a? 

81 

B8 

300 

30 

47 

37 
31 

73 

m 

SI 

36 

41 

100 

80 
33 

30 

ao 

m 

ao    sa 

33     56 

41      72 
33  <  6» 

44  '.... 
9&  ■-... 

1,(K^9 
l.(W7 

WJljiJingtoEi,  N.  C.'srf..-.. 

C]iJiirk^flU>ti.  9.C**fd 

Savannah,  Ga."^**. 

ea 

1,007 

1.097 

012 

912 

857 

Bruii.^  wick,  U6.,ca,  ,,.,,„ 
Jackson vllkv  Fla.^rf..... 

Petiajicola.  Kla.^tf 

New  Orlealiis  La.tf 

MoUlle,  Ala,c 

66 
57 

Ll&l 

GalT'fiston,  Tex.*,, ., 

Port  Arthur,  Tei.t 

CwpOB.  Chrifltl.Tex.*'..,. 
Los  Angele*,  Cai.«. . ...,,. 
San  F™mi3wx>,  CaL«..**. 
TacnEutL  Wftnh**. ^.. 

2,224 

8«aitk^  Wiiith.* , , . , 

.... 

2,292 

Pttrtland,  Oreg.^ .  „...„. 

1 

im 

VanfODTer.  Tft^h.' 

a  Per  barrel. 

b  Governed  by  Official  Classitlcation. 
tf  Governed  by  Southern  Classification. 

d  Based  on  Cincinnati.  Ohio,  and  Jeffersonville,  Ind.    When  classes  1  to  6  inclusive,  as  follows,  40, 34, 
25, 17, 15, 12,  by  the  use  of  the  Official  Classification,  produce  lower  rates,  such  rates  may  be  applied. 
«  Governed  by  Western  Classiflcation. 


Itkm  No.  16. — Rates  on  grain,  grain  products^  packing-hotAse  products,   and  dressed 
meats  to  ports  on  the  Atlantic  Ocean. 

[Rates  in  cents  per  100  pounds.] 


1 

To  New  ' 

I 

k'ork,  N.Y.                    ToB 

oston, 

Mass., 

f 

and  PorUand,  Me. 

' 

'i 

M!  1 

1 

II! 

From- 

if 

I 

8 

1 

t 

1 

1 

Hi  i! 

liiril 

lliil 

1 
i 

i 

j 

s 

o 

O 

c 

a. 

G             ,  ^ 

O 

o 

a 

Chlouo^ll  ...*,...... 

171 

131 

H 

1* 

30 

46  >    191 

m 

30 

13 

30 

45 

OraiidiUpldi,"Mich" 

13m 

10 

U 

10 

23t 

3^       154 

10 

II 

10 

t»| 

36 

17 

13 

13* 

12  1 

!H 

43       19 

13 

131 

St 

aa 

43 

Sooth  Bend.  Ind  „..„ 

17 

18 

131 

m 

29 

43       19 

13 

13* 

32 

43- 

Tariff:  Grand  Trunk  Rwy.,  I.  C.  C.  A-«60,  708.  and  1008. 
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:  No.  15. — Rates  on  grainy  grain  products^  packing-house  jtroductSj  and  dressed  meats 
to  ports  on  the  AtUmtic  (kean — Continued. 


To  Montreal,  Quebec. 


J.U 

S      ' 

"a 

^ 

t 

a 

From — 

a 

^ 

82  . 

11 

a 

1 

1 

M 

c  § 

G 

c 

1.1 

gS.  : 

t 

g 

5 

o 

o 

c; 

^ 

igo.in 

m  1 

121 

12 

12 

ilt.  Mich 

15i 

d  Rapids.  Mich... 

19 

12 

lU 

m 

1  Bend. Ind 

19 

12 

lU 

lU 

«  on  commodities,  C.  L.yfrom  the  foUowing  points  to  Pacific  coast  points,  via  all  rail, 
[Rates  in  cent«i  per  100  pounds.] 


From- 


.ul.Minn... 
as  Citv,  Mo 

igo.lll 

3t.Louifl.IlI 


To  San  Francisco,  Cal. 


To  Portland,  Oreg. 


Wheat. 


76 


Packing- ,    w-^^i.    , 
Uoni.  I    houHc       *;j^i*    !  Wheat. 
I  products.-   ™«»«'- 


65 

80  I 
75 


160  I 

160  ' 

.  170  I 

165  I 


200 
200 
200  , 
200  ' 


Com. 


160  I 
160  , 
170  ! 
165  I 


200 
200 
200 
200 


To  Seattle,  Wash. 

To  Tacoma,  Wash. 

From— 

Wheat. 

Com. 

products.    "«**«• 

Wheat. 

Com. 

Packing- 
house 
products. 

Fresh 
meats. 

.ul.Minn 

70 
70 
80 
75 

50 
70 
80 
75 

160             200 
160             200 
170  '           200 
165  1           200 

70 
70 
80 
75 

50 
70 
80 
75 

160 
160 
170 
166 

200 

asCity.Mo 

200 

IffO.Ilf 

200 

S.  Louis,  111 

200 

iff:  Trans-Continental  Freight  Bureau,  I.  C.  C.  375  and  876. 


REGULATION  OF  RAILWAY  RATES. 


DIGEST  OF  THE  HEARINGS 

EFORE  THE  COMMITTEE  ON  INTERSTATE  COMMERCE, 

SENATE  OF  THE  UNITED  STATES, 

HELD  FROM  DECEMBER  16,  1904,  TO  MAY  23,  1906, 

INCLUSIVE, 

TOGETHER  WITH  CERTAIN  DATA 

IN  RESPONSE  TO  A  LETTER  OF  INSTRUCTIONS  OF 

THE  CHAIRMAN  OF  THE  COMMITTEE, 

DATED  JULY  3,  1905. 


COMPILED  BY  ORDER  OF  THE  COMMITTEE 
BY 

HENRY  C.  ADAMS, 

flTATISTICIAN  TO  THE  UNITED  STATES  IMTEB8TATE  COMUBBCE  COMMI8BION, 
AND 

H.  T.  NEWCOMB. 


AI^I^EIVDIX    III. 

LONG  AND  SHORT  HAUL  RATES. 

DECEMBER  19,  1905. 


239 


APPENDIX  111. 


LONG  AND  SHOE!  HAUL  EATE8. 

ctober  20,  1887,  the  auditor  of  the  Interstate  Commerce 
sion  addressed  to  the  railway  carriers  subject  to  its  jurisdic- 
rcular  letter  of  which  the  following  is  a  copy : 

Interstate  Ck)MMEBCE  Commission, 

Dkpabtment  of  Statistics, 
Washington,  October  20,  1887. 
m :  Are  there  any  points  upon  the  railroad  of  your  company,  or  upon 
)ad  operated  by  your  company,  under  lease  or  otherwise,  to  or  from 
erstate  rates  for  passengers  or  freight  are  made  by  your  road  alone,  or 
lation  with  other  roads,  which  are  greater  than  the  rates  to  or  from 
ant  points  in  the  same  direction  over  the  same  line? 
please  state  what  points  are  so  treated.    Also  state  the  rates  so  made 
n  such  points,  respectively,  showing  the  higher  and  the  lower  rates 

egoing  information  could  probably  be  collected  from  the  tariffs  on  file 
Ice  of  the  Commission,  but  not  without  great  labor  and  an  enormous 
f  comparison  and  revision.    Every  manager  can,  of  course,  state  at 
lis  own  knowledge,  how  the  fourth  section  of  the  act  to  regulate  com- 
iractically  applied  at  the  stations  on  his  own  line, 
rk  of  the  Commission  will  be  greatly  facilitated  by  prompt  answers  to 
questions,  which  are  asked  under  the  twelfth  section  of  tlie  act 
itement  which  you  may  see  fit  to  make  concerning  the  circumstances 
Itions  of  the  trafi9c,  if  any,  conducted  in  opposition  to  the  short-haul 
of  the  law  will  be  considered,  and  such  explanation  will  probably  be 
il  assistance  to  the  Commission  in  the  performance  of  its  duties. 
I  Commission. 
ry  respectfully,  yours,  C.  C.  McCain,  Auditor. 

ponse  to  the  foregoing  a  large  number  of  railway  companies, 
•  chief  rate-making  cmicers,  stated  that  in  no  instance  were 
terstate  rates  so  adjusted  as  to  establish  greater  charges  for 
iiate  hauls  than  for  longer  hauls  over  the  same  line  ana  in  the 
•ection. 

ollowing  list  of  carriers  making  this  statement  is  copied  from 
\8  to  140,  inclusive,  of  the  First  Annual  Report  of  the  Inter- 
mmerce  Commission : 


md  Pennsylvania  Rwy. 
ck  Rwy. 

,  Prescott  and  Lumpkin  R.  R. 
I,  Washington  and  Baltimore 

md  New  Mexico  Rwy. 

and  Louisiana  Rwy. 

Midland  Rwy. 
y>SL\  and  Iron  Co. 
ind  North  Carolina  R.  R. 
Qlbson  and  Sandersville  R.  R. 
i  and  Delaware  Bay  R.  R. 
i  and  Ohio  R.  R. 


)oc  244,  59-1- 


-16 


Bangor  and  Portland  Rwy.  and  Mar- 
tins Creek  Branch. 
Bangor  and  Piscataquis  Rwy. 
Beech  Creek  R.  R. 
Bells  Gap  Rwy. 
Bennington  and  Rutland  Rwy. 
Boston  and  Albany  R.  R. 
Boston  and  Lowell  R.  R. 
Boston  and  Providence  R.  R. 
Bridgton  and  Saco  River  R.  R. 
Brighthope  Rwy. 
Brunswick  and  Western  IC.  R. 
Buffalo,  Rochester  and  Pittsburg  Rwy. 
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Burlington  and  Lamoille  R.  R. 

Burlington  and  Northwestern  Rwy. 

Calro»  Vlncennes  and  Chicago  Line. 

Canada  Atlantic  Rwy. 

Gape  Girardeau  Southwestern  Rwy. 

Carthage  and  Adirondack  Rwy. 

Catsklll  Mountains  Rwj*. 

Central  Iowa  Rwy. 

Central  R.  R.  of  New  Jersey. 

Central  Vermont  R.  R. 

Centreville,  Moravia  and  Albla  R.  R. 

Charleston,    Cincinnati    and    Chicago 

R.  R. 
Cheshire  R.  R. 

Chesapeake  and  Nashville  Rwy. 
Chicago  and  Alton  R.  R. 
Chicago  and  Atlantic  Rwy. 
Chicago  and  Ohio  River  R.  R. 
Chicago  and  West  Michigan  Rwy. 
Chicago,     Burlington     and     Northern 

R.  R. 
Chicago,  Kansas  and  Nebraska  Rwy. 
Chicago,  Milwaukee  and  St.  I*aul  Rwy. 
Chicago,  Rock  Island  and  Pacific  Rwy. 
Chicago,  Santa  Fe  and  California  Rwy. 
Chicago,  St.  Louis  and  Pittsburg  R.  R. 
Cincinnati     and     Muskingum     Valley 

Rwy. 
Cincinnati,  Indianaiwlis  and  St.  Louis 

and  Chicago  Rwy. 
Cincinnati,     Lebanon     and     Northern 

Rwy. 
Cincinnati,     Wabash     and     Michigan 

Rwy. 
Cincinnati,  Washington  and  Baltimore 

R.  R. 
Clarksburgh,    Weston    and    Glenvllle 

R.  R. 
Clearfield  and  Jefferson  Rwy. 
Cleveland,  Akron  and  Columbus  Rwy. 
Cleveland  and  Marietta  Rwy. 
Cleveland.  Lorain  and  Wheeling  Rwy. 
Cleveland,    Columbus,    Cincinnati    and 

Indianapolis  Rwy. 
Colorado  Midland  R.  R. 
Colimibus  and  Eastern  Rwy. 
Columbus     and     Cincinnati     Midland 

R.  R. 
Columbus,  Hocking  Valley  and  Toledo 

Rwy. 
Concord  R.  R. 
Connecticut  River  R.  R. 
Cornwall  and  Lebanon  R.  R. 
Coudersport  and  Port  Allegheny  R.  R. 
Council  Bluffs  and  St.  Ix)uis  Rw^y.  I 

Cresson    and    Clearfield    County    and  ' 

New  York  Shore  Route  R.  R. 
Crown  Point  Iron  Co.'s  R.  R.  ' 

Cumberland  and  Peimsylvania  R.  R.      \ 
Cumberland  Valley  R.  R.  i 

Danville  and  New  River  R.  It.  ' 

Delaware  and  Hudson  Canal  Co. 
Delaware,    Lackawanna    and   Western 

R.  R. 
Denver.  Utah  and  Pacific  R.  R. 
Denver,  TeY««  and  Gulf  Rwy. 


Des  Moines,  Osceola  and  Southern 
R.  R. 

Detroit  and  Cleveland  Steam  Naviga- 
tion Co. 

r>etroit,  Bay  City  and  Alpena  R.  R. 

Detroit  Lansing  and  Northern  R.  R. 

Duluth  and  Iron  Range  R.  R. 

Duluth,  South  Shore  and  Atlantic  Rwy. 

Dunkirk.  Allegheny  Valley  and  Pitts- 
burg R.  R. 

East  Broad  Top  R.  R.  and  Coal  Co. 

East  Coal  Steamship  Company. 

East  Tennessee  and  Western  North 
Carolina  R.  R. 

Eastern  Kentucky  Rwy. 

Elmira,  Cortland  and  Northern  R.  R. 

Erie  and  Wyoming  Valley  R.  R. 

Evansvllle  and  Terre  Haute  R.  R. 

Eureka  and  Palisade  R.  R. 

Eureka  Springs  Rwy. 

Eutawville  R.  R. 

Fall  Brook  Coal  Co. 

Fall  River  Line. 

Fitchburg  R.  R. 

Florida  Midland  Rwy. 

Florida  Southern  Rwy. 

Fonda,  Johnstown  and  Gloversville 
R.  R. 

Fort  Madison  and  Northwestern  Rwy. 

Fort  Worth  and  Denver  City  Rwy. 

Fort  Worth  and  Rio  Grande  R.  R. 

Fort  Wayne,  Cincinnati  and  Louisville 
R.  R. 

Fremont,  Elkhorn  and  Missouri  Vall^ 
R.  R. 

Franklin  and  Megantic  R.  R. 

Fulton  Co.  Narrow  Gauge  R.  R. 

Georgia  R.  R. 

Georges  Creek  and  Cumberland  R.  B. 

Gettysburg  and  Harrlsburg  R.  R. 

Grand  Trunk  Rwy. 

Green  Bay,  Winona  and  St.  Paul  R.  R. 

Greenwich  and  Johnsonville  Rwy. 

Gulf,  Colorado  and  Santa  Fe  Rwy. 

Hannibal  and  St.  Joseph  R.  R. 

Hancock  and  Calumet  R.  R. 

Harrisburgh  and  Potomac  R.  R. 

Housatonic  R.  R. 

Herkimer,  Newport  and  Poland  R.  R. 

Huntington  and  Broad  Top  Mountain 
K.  R. 

Hunieston  and  Shendandoah  R.  R. 

Illinois  and  St.  Louis  R.  R. 

Indiana,  Bloomington  and  Western 
Rwy. 

Indiana,  Illinois  and  Iowa  R.  R. 

Indiana  and  Illinois  Southern  R.  R. 

Indianapolis.  Decatur  and  Springfield 
Rwy. 

Iron  Kwy. 

Jacksonville  and  Atlantic  R.  R. 

Jacksonville,  Tampa  and  Key  West 
Rwy. 

Joliet,  Aurora  and  Northern  R.  R. 

Kansas  City,  St  Joseph  and  Council 
Bluffs  R.  R. 
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rhn.  and  Ohio  Rwy. 

2ky  Union  Rwy. 

k  and  Western  R.  R. 

ille  and  Augusta  R.  R. 

vanna  and^  Pittsburgh  R.  R. 

Srie  and  Western  R.  R. 

Crie,  Alliance  and  Southern  Rwy. 

de  and  Marblehead  R.  R. 

Superior  Transit  Co. 

Shore   and   Michigan    Southern 

I  and  Lackawanna  R.  R. 

I  and  Hudson  River  Rwy. 

I  Valley  R.  R. 

sland  R.  R. 

ille,   Evansville   and    St.    Louis 

ester  and  Lawrence  R.  R. 
ta  and  North  Georgia  R.  R. 
ta,  Columbus  and  Northern  R.  R. 
City  and  Fort  Dodge  R.  R. 
ille  and  Linesville  Rwy. 
il  Range  R.  R. 
iikee,  Jjake  Shore  and  Western 

ipolis  and  Pacific  Rwy. 

apolis  and  St  Louis  Rwy. 

ipolip.    Sault    Ste.    Marie    and 

ntic  Rwy. 

3ota  and  Northwestern  R.  R. 

siquoi  Valley  R.  R. 

sippi    River    and    Northwestern 

na  Union  Rwy. 

A.lto  R.  R. 

ur  R.  R. 

Blier  and  Wells  River  R.  R. 

>se  Rwy. 

msett  Pier  R.  R. 

M  and  Vicksburg  Packet  Com- 

1  Central  Rwy. 

1  County  Narrow  Gauge  R.  R. 

1  and  California  R.  R. 

irg,    Dutchess    and    Connecticut 

York,    Florida    and    Charleston 

mship  Company. 

'ork  Central  and  Hudson  River 

ork,  Chicago  and  St.  Louis  Rwy. 
ork,  Lake  Erie  and  Western  R.  R. 
ork,  Ontario  and  Western  Rwy. 
ork  City  and  Northern  Rwy. 
York,    Pennsylvania    and    Ohio 

ork,  Providence  and  Boston  R.  R. 
ork  and  Massachusetts  Rwy. 
'ork,  Susquehanna  and  Western 

Pacific  Coast  Rwy. 

m  Adirondack  R.  R. 

m  California  R.  R. 

!h  and  New  York  Transportation 

nd  Mississippi  Rwy. 


Ohio  and  Northwestern  R.  R. 

Ohio  River  R.  R. 

Ohio  Southern  R.  R. 

Ohio  Valley  R.  R. 

Old  Colony  R.  R. 

Olympla  and  Chehalis  Valley  R.  B. 

Orange  Belt  Rwy. 

Oregon  and  California  R.  R. 

Oregon  Pacific  R.  R. 

Pacific  Coast  Rwy. 

Peachbottom  Rwy. 

Pennsylvania  Company. 

Pennsylvania  R.  R. 

Peoria  and  Pekln  Union  Rwy. 

Peoria,  Decatur  and  Evansville  Rwy. 

Perk  i  omen  R.  R. 

Philadelphia  and  Atlantic  City  R.  R. 

I'hiladelphia  and  Reading  R.  R. 

Philadelphia,  Ne\vton  and  New  York 
R.  R. 

Pittsburgh  and  Western  R.  R. 

Pittsburgh.   Cincinnati   and   St   Louis 
Rwy. 

Pittsburgh,  Marion  and  Chicago  Rwy. 

Portland  and  Ogdensburgh  R.  R. 

Portland  Steam  Packet  Co. 

Port  Huron  and  Northwestern  Rwy. 

Potomac,  Fredericksburg  and  Piedinont 
R.  R. 

Providence  and  Springfield  R.  R. 

Providence,  Warren  and  Bristol  R.  R. 

Providence  and  Worcester  R.  R. 

Quincy,  Missouri  and  Pacific  R.  R. 

Richmond  and  Allegheny  R.  R. 

Rome  R.  R. 

Rome  and  Carrollton  R.  R. 

Rome  and  Decatur  R.  R. 

Rock  Island  and  Peoria  Rwy. 

Rumford  Falls  and  Buckfleld  R.  R. 

Sharps  vine  R.  R. 

St  Johns  and  Halifax  R.  R. 

St.  Joseph  and  Grand  Island  R.  R. 

St  Joe  Rwy. 

St  Ixjuis  and  Chicago  Rwy. 

St.  I^uis  and  Hannibal  R.  R. 

St.  Louis,  Alton  and  Terre  Haute  R.  R. 

St  Louis,  Des  Moines  and  Northern 
Rwy. 

St.  Louis,  Kansas  City  and  Colorado 
R.  R. 

St.  Paul  and  Duluth  R.  R. 
I  St   Paul,    Minneapolis   and   Manitoba 
'      Rwy. 

I  Saginaw,  Tuscola  and  Huron  R.  R. 
I  San  Francisco  and  North  Pacific  R.  R. 
I  Saratoga,  Mount  McGregor  and  Lake 
I      George  R.  R. 

Scioto  Valley  Rwy. 

Shenandoah  Valley  R.  R. 

Shenango  and  Allegheny  R.  R. 

Shepaug,  Litchfield  and  Northern  R.  R. 

Silver  Lake  R.  R. 

Sinnemahoning  Valley  R.  R. 

Southern  Kansas  Rwy. 

South  Florida  R.  R. 

Syracuse  and  Baldwlnsville  R.  R. 
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Syracuse,  Ontario  and  New  York  Rwy.  I   Waldens  Ridge  R.  R. 

Talladega  and  Coosa  Valley  R.  R.  Walidll  Valley  R.  R. 

Tennessee  and  Coosa  R.  R.  |  Waynesburgh  and  Washington  R.  R. 

Tennessee  and  Ohio  Rwy.  Western  and  Atlantic  R.  R. 

Terre  Haute  and  Peoria  R.  R.  I  Western  Mar^iand  R.  R. 

Tionesta  Valley  R.  R.  '  Western  Rwy.  of  Florida. 

Toledo  and  Ohio  Central  R.  R. 

Toledo,  Columbus  and  Southern  Rwy. 

Toledo,  Peoria  and  Western  Rwy. 

Toledo,    St    Louis    and    Kansas    City 

R.  R. 
Tonawanda  Valley  and  Cuba  R.  R. 
Tockerton  R.  R. 
Ulster  and  Delaware  R.  R. 
Utah  and  Nevada  Rwy. 
Utah  Central  Rwy. 
Valley  Rwy. 

Vaca  Valley  and  Clear  Lake  R.  R. 
Wabash  Western  Rwy. 


West  Shore  R.  R. 

West  Virginia  Central  and  Pittsburgh 

Rwy. 
White  River  R.  R. 
Wichita  and  Western  R.  R. 
Wilkesbarre  and  Western  Rwy. 
Wilmington  and  Northern  R.  R. 
Wilmington.   Chadboum   and   Conway 

R.  R. 
Woodstock  R.  R. 
Youghiogheny  R.  R. 
Zanesville  and  Ohio  River  Rwy. 


Other  railways  reported  that  for  varying  reasons  certain  traffic  was 
carried  over  their  lines  for  intermediate  distances  under  circum- 
stances and  conditions  so  substantially  dissimilar  from  those  affecting 
longer  hauls  over  the  same  lines  and  in  the  same  directions  as,  in  the 
opinion  of  their  officers,  to  justify  greater  charges  for  the  former  than 
for  the  latter.  The  carriers  reporting  such  exceptional  conditions 
generally  set  them  forth  in  detail  in  their  replies,  quoting  sp^ific 
rates  and  explaining  the  conditions  at  considerable  length.  These 
replies,  published  in  full  on  pages  141  to  232  of  the  First  Annual 
Report  of  the  Interstate  Commerce  Commission,  have  been  made  the 
basis  of  an  investigation  which  has  had  for  its  purpose  the  setting 
before  the  committee  of  the  present  adjustments  of  rates  as  between 
the  intermediate  hauls  and  tne  longer  hauls  described  in  the  fourth 
section  of  the  act  to  regulate  commerce,  and  the  historical  develop- 
ment of  these  adjustments  during  the  years  from  1887  to  1905-— 
that  is,  duriiig  the  operation  of  tfie  Interstate  Commerce  law.  To 
this  end  the  Chairman  of  the  Committee  sent  to  each  of  the  officers 
now  holding  the  relations  to  the  railway  properties,  in  behalf  of 
which  greater  charges  for  intermediate  hauls  were  reported  in  1887, 
which  were  held  in  that  year  by  the  officers  signing  the  responses 
to  the  Commission's  inquiry,  a  copy  of  the  reply  then  made,  together 
with  the  following  letter  of  inquiry  : 

Senate  of  the  United  States, 

Ck)MMITTEE  on  INTEBSTATE  COMMEBCX. 

Deab  Sm:  You  are  no  doubt  aware  that  the  Committee  on  Interstate  CJom- 
merce  of  the  Senate  was  directed  by  the  Senate  to  investigate  and  consider  tiie 
question  of  additional  legislation  to  regulate  Interstate  commerce,  eta,  and 
tiiat  a  report  of  its  investigations  is  to  be  prepared  for  presentation  during  the 
coming  session  of  the  Congress. 

For  the  purposes  of  this  report  I  desire  certain  information,  and  shall  be 

obliged  if  you  will  read  the  inclosed  copy  of  a  letter  from  Mr. ,  in  charge 

of  traffic  of  the Railroad,  to  Mr.  C.  C.  McCain,  at  that  time  anditor  of 

the  Interstate  Commerce  Commission.  This  letter,  of  which  I  am  nnable  to 
gfive  you  the  date,  was  in  response  to  a  circular  letter  of  Mr.  McCain's  whldi 
bore  date  as  of  October  20,  1887.  Mr.  McCain's  circular  letter  appears  on 
page  138  of  the  First  Annual  Report  of  the  Interstate  Commerce  CommissioDf 

and  Mr. 's  response  appears  in  full  on  page of  the  same  volume. 

1  understand  that  as  of  the  Railroad  the  matters  fbrmerly  In 

charge  of  Mr.  are  now  under  your  supervision.    If  I  am  not  correct,  I 

shall  be  obliged  if  you  will  refer  this  inquiry  to  the  proper  officer. 
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Having  read  Mr. 's  letter,  will  you  please  inform  me,  in  detail,  whether 

the  conditions  described  by  him  have  changed,  and  if  so,  how  and  when? 
Please  give  the  rates  now  in  effect  between  the  points  referred  to  in  his  letter, 
and  all  changes  which  have  occurred,  with  the  dates  on  which  they  were 
made.  Please  add  explanations  of  the  reasons  for  the  changes,  if  any  which 
have  occurred,  and  any  comment  upon  the  present  situation  by  way  of  expla- 
nation that  occurs  to  you. 

In  addition  to  the  foregoing  I  shall  be  gratified  if  you  will  refer  me  to  as 
many  typical  instances  as  you  can  of  greater  charges  for  intermediate  than 
for  longer  hauls  over  the  same  line  and  in  the  same  direction,  whether  the  line 
is  that  of  a  single  carrier  or  is  over  a  route  composed  of  the  lines  of  two  or 
more  carriers,  either  wholly  by  rail  or  partly  by  rail  and  partly  by  water,  over 
which  freight  is  carried  under  an  arrangement  for  continuous  transportation. 

Assuring  you  of  my  appreciation  of  your  cooperation  in  this  matter  and 
requesting  the  favor  of  an  early  response,  I  remain, 
Very  respectfully,  yours, 

S.  B.  Elkins,  Chairman. 

The  following  pages  contain  the  responses  received  by  the  Commission  to 
Mr.  McCain's  letter  of  October  20,  1887,  and  after  each  the  letters  from  the 
companies  now  controlling  the  same  properties  that  have  l)een  received  by  the 
ChaiiTuan  of  the  Committee  on  Interstate  Commerce.  Responses  to  the  present 
Inquiry  are  printed  in  larger  type  than  those  to  the  Commission's  inquiry  of 
the  year  1887. 

ATLANTIC   AND    PACIFIC    RAILROAD    COMPANY    (WESTERN    DIVISION).* 

Dbab  Sib:  Replying  to  your  circular  favor  of  the  23d,  which  was  addressed  t6  me  at 
Topeka,  I  presume  that  the  circular  letter  to  which  you  refer  was  similar  to  the  one  ad- 
dressed to  me  as  vice-president  of  the  California  Southern  and  California  Central  Rail- 
road companies,  which  I  have  forwarded  to  our  traffic  manager,  Mr.  W.  F.  White,  for  In- 
formation, and  I  am  advised  by  Mr.  White  that  he  replied  to  a  similar  letter  addressed 
to  htm  In  the  following  langua;^ : 

"  So  far  as  these  lines  are  concerned,  we  have  been  accepting  our  proportion  of  rates, 
which  are  less  than  intermediate  rates  on  business  between  Los  Angeles  and  San  Diego 
on  the  west,  and  tbe  Mississippi  River  and  points  east  thereof  on  the  east,  which  rates 
were  made  necessary  by  the  competition  of  water  carriers  and  foreign  railroads. 

"  With  this  exception  we  have  no  knowledge  of  having  deviated  from  section  4  of  the 
aet  to  regulate  commerce/*  and  as  this  statement  of  the  facts  applies  as  well  to  the  At- 
lantic and  Pacific  Railroad,  western  division,  as  to  the  California  Southern  and  California 
Central  roads,  I  presume  tbis  is  all  that  you  require. 
Tours,  truly, 

C.  W.  Smith. 

C.  C.  McCain.  Esq.. 

Auditor  Interstate  Commerce  Commiesion,  Washington,  D.  C. 


SANTA     PE     ROUTE.     CALIFORNIA     SOUTHERN     RAILROAD     COMPANY.     CALI- 
FORNIA   CENTRAL   RAILWAY   COMPANY.* 

Dbab  Sir:  I  have  your  circular  letter  of  October  20.  addressed  to  me  as  traflSc  man- 
ager of  the  California  Southern  and  California  Central  Railroad  companies. 

So  far  as  these  lines  are  concerned,  we  have  been  accepting  our  proportions  of  rates, 
which  are  less  tban  the  intermediate  rates,  on  business  oetween  Los  Angeles  and  San 
Diego  (on  the  west)  and  the  Missouri  River,  and  points  east  thereof  (on  the  east),  which 
rates  were  made  necessary  by  the  competition  of  water  carriers  and  forelRn  railroads. 

With  this  exception,  we  have  no  knowledge  of  having  deviated  from  the  requirements 
of  section  4  of  the  act  to  regulate  commerce. 

We  have  filed  a  complete  set  of  our  tariffs  with  Mr.  Moseley,  secretary  of  your  Com- 
mlflsion,  and  will  take  pleasure,  if  you  so  desire,  in  filing  with  you  a  duplicate  set.  This 
will  give  yon  the  required  information  in  better  shape  than  could  be  done  in  a  state- 
ment. 

Very  truly,  yours,  W.  F.  White, 

Traffic  Manager  C.  8.  and  C.  C.  R.  R*9. 

C.  C.  McCain,  Esq.. 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


•  This  property  is  now  operated  by  the  Atchison,  Topeka  and  Santa  Fe  Rail- 
way.   See  the  response  of  that  company  to  the  present  Inquiry. 
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THE  ATCHISON,  TOPBKA  AND   SANTA  PB  RAILWAY  SYSTEM. 

Chicago,  September  14,  1905. 

Deab  Snt:  Replying  to  your  inquiry  regarding  departures  from  section  4  of 
the  Interstate-commerce  act : 

The  conditions  described  by  Mr.  W.  F.  White  and  Mr.  C.  W.  Smith  in  their 
replies  to  letter  October  20,  1887,  from  C.  C.  McCain,  auditor  Interstate  Com- 
merce Commission,  have  not  changed,  so  far  as  the  adjustment  of  freight  rates 
on  transcontinental  traffic  is  concerned.  We  are  still  confronted  with  the  com- 
l)etitlon  of  water  carriers  and  foreign  railroads,  and  this  competition  has  kept 
pace  with  the  rapid  development  of  the  Pacific  coast  country.  The  situation, 
however,  has  changed  with  our  company  to  the  extent  that  we  now  reach  San 
Francisco  and  other  California  terminal  points,  as  well  as  Los  Angeles  and 
San  Diego,  the  only  points  referred  to  by  Messrs.  White  and  Smith.  The 
through  rates  in  both  directions  between  these  California  terminal  points,  viz: 
San  Francisco,  Antioch,  Richmond,  Stockton,  Los  Angeles,  San  Diego,  and 
National  City  on  the  one  hand,  and  eastern  defined  terminals  on  the  other, 
as  shown  in  Sante  Fe  tariffs  5769-A,  I.  C.  C.  318,  and  5970-B,  I.  C.  C.  375, 
have  gone  through  many  revisions  since  1887. 

I  am  sending  you  under  separate  cover  copy  of  tariff  5970-B.  Our  supply  of 
the  other  tariff  is  exhausted,  but  the  Interstate  Commerce  Commission  file  num- 
ber will  enable  you  to  locate  copy  in  the  office  of  the  auditor  of  the  Commission. 
You  will  see  from  these  tariffs  that  several  hundred  commodity  rates  are  pro- 
vided to  apply  on  various  articles,  and  it  would  be  practically  impossible  to 
compile  a  statement  which  would  answer  your  inquiry  as  to  changes  which  have 
occurred  in  these  rates  since  1887,  and  such  statement,  if  prepared,  would,  we 
think,  by  reason  of  its  voluminous  size,  fail  to  serve  any  particular  purpose.  It 
Is  possible,  however,  to  prepare  such  an  exhibit,  but  by  reason  of  the  Ions  term 
of  years  and  hundreds  of  commodities  covered  considerable  time  would  be 
required  for  its  compilation.  I  will  not  undertake  this  work  until  I  hear  from 
yon  further  on  the  subject. 

Our  rates  l)etween  El  Pnso,  Tex.,  and  Missouri  River  and  eastern  defined 
territories,  as  shown  in  our  tariffs  571 2-H,  I.  C.  C.  416,  and  571^ J,  I.  C.  C. 
412  (copies  to  you  under  separate  cover)  show  many  instances  of  rates  lower 
than  charged  to  intermediate  points.  This  is  Justified  by  the  fact  that  El 
Paso,  Eagle  Pass,  and  Laredo.  Tex.,  are  the  gateways  to  the  Republic  of 
Mexico.  The  rates  to  El  Paso  must  be  kept  on  a  parity  with  those  at  the  other 
gatewajrs.  The  rates  to  these  gateways  apply  largely  on  Mexican  traffic,  and 
the  rail  rates  between  Mexico  nnd  the  Unite^l  St;ites  are  affected  by  water  com- 
Iietition,  there  being  regular  lines  of  steamers  engaged  in  the  service  between 
Mexican  ports  and  the  ports  of  this  country.  The  dissimilarity  of  conditions 
thus  created  as  between  El  Paso  and  points  intermediate  thereto  was  recog- 
nissed  by  the  Interstate  Commerce  Commission  in  its  early  days.  (See  Inter- 
state Commerce  Commission  Reports,  vol.  1.  p.  30.) 

Another  case  of  greater  charges  for  intermediate  than  for  longer  hauls  over 
the  same  line  and  in  the  same  direction  occurs  in  our  tariff  between  Galveston, 
Tex.,  and  Phoenix,  Ariz.  You  will  note  by  referring  to  the  map  of  our  system 
that  our  route  between  these  points  is  somewhat  circuitous,  running  through 
the  States  of  Kansas  and  Colorado,  and  our  distance  2,049  miles,  while  the 
lines  of  our  ctmiijetitors  run  practically  direct,  their  distance  being  1,313  miles. 
The  dissimilarity  of  conditions  at  our  intermediate  points  Justity  nonobserr 
ance  of  Galveston-Phoenix  rates  as  maximum  at  intermediate  points. 

Corresponding  conditions  are  found  in  our  rates  between  Galveston,  Tex., 
and  California  terminals,  and  between  Galveston,  Tex.,  and  El  Paso. 

Also  between  Galveston.  Tex.,  and  Kansas  Citj-,  Chicago  and  the  East  the 
latter  being  justified  by  water  competition.  There  is  a  certain  relation  between 
the  freight  rates  from  eastern  points  to  Texas  points  via  the  water  routes  by 
way  of  New  York  and  Galveston,  and  in  fixing  all-rail  rates  from  these  defined 
territories  to  Galvc^ston  those  water  rates  are  taken  into  consideration. 

I  shall  be  please^l  to  give  you  any  further  information  on  the  subject  which 
you  may  desire. 

Yours,  truly,  J.  E.  Gorman. 

Hon.  S.  B.  Elkins. 

Chairman  Committee  on  hitcrstatc  Commerce, 

Washington,  I).  C. 
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>BAB  Sib  :  Replying  to  your  circular  of  October  20,  1887.  As  a  rule,  we  have  between 
iits  on  our  line  no  rates  that  are  lower  for  a  long  than  a  short  distance,  the  following 
ig  the  exceptions : 
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The  rates  from  eastern  cities  to  TarborouRh  are  controlled  by  the  water  lines  to  Nor 
folk  and  thence  by  water  and  water  and  rail  to  Tarborough,  our  rates  being  no  lower  at 
anytime  than  the  rates  so  made  by  the  lines  referred  to. 

The  rates  to  Wilmington  are  controlled  by  the  ocean  lines,  our  rates  being  alwayi 
bi^er  than  the  ocean-line  rates. 

The  rates  to  Fayetteville  are  controlled  by  the  ocean  lines  to  WllmlnRton.  in  connec- 
tion with  the  rates  of  the  lines  on  the  Cape  Fear  River,  our  rates  being  higher  than  tb« 
rates  of  the  water  lines. 

The  rates  to  Charleston  are  controlled  by  the  ocean  lines,  our  rates  being  higher  than 
the  rates  of  the  ocean  lines. 

The  rates  to  Columbia  are  controlled  by  the  ocean  lines  to  Charleston  and  the  rateB 
from  Charleston  to  Columbia  authorized  by  the  South  Carolina  Railway  Commission,  our 
rates  being  the  same  as  by  that  line. 

The  rates  to  Wadesborough  are  controlled  by  the  ocean  rates  to  Wilmington,  plus  the 
rates  of  the  Carolina  Central  road  from  Wilmington  to  Wadesborough. 

The  rates  to  Goldsboro  are  controlled  by  the  ocean  lines  working  via  New  Berne,  N.  C, 
and  the  Atlantic  and  North  Carolina  Railroad  thence  to  Goldsborough. 

While  Goldsborough  at  present  is  not  one  of  the  points  to  which  lower  rates  are  made 
for  the  long  than  the  short  distance,  it  Is  mentioned  here  because  it  is  likely  to  become 
one  at  any  moment,  as  the  competition  created  by  the  lines  via  New  Berne  seriously 
threatens  the  maintenance  of  our  rates  to  Goldsborough,  which  are  all  much  higher  tliSD 
the  rates  In  use  by  the  line  via  New  Berne. 

Wherever  the  rates  are  lower  from  eastern  cities  for  long  distances  than  short,  they 
are  also  lower  from  Richmond  and  Wilmington. 

Wilmington,  by  long  usage,  which  is  regarded  as  equitable,  has  used  the  same  rates  sf 
Charleston,  the  Charleston  rates  being  fixed,  in  most  part,  by  the  line  leading  directly 
through  Augusta,  to  wit.  the  South  Carolina  Railway,  the  rates  from  Richmond  being 
always  the  same  as  the  rates  from  Norfolk  or  Portsmouth,  these  two  points,  in  the  terri- 
tory we  reach,  having  relatively  the  same  commercial  position  as  well  as  equality  of  dis- 
tance. 

The  above  seems  to  embrace  all  points  on  the  system  of  the  Atlantic  Coaat  Line,  Its 
branches,  and  leased  lines  where  the  rates  are  less  for  a  long  than  a  short  distance  In 
the  same  direction — the  shorter  being  within  the  longer. 

There  are,  of  course,  many  points  oeyond  our  termini  to  which  we  have  lower  rates  for 
long  distances  than  intermediate  points,  such  as  Savannah.  Jacksonville,  Augusta,  At- 
lanta, Montgomery,  Mobile,  etc.  These  rates  are  made  by  other  lines  for  causes  which 
we  do  not  control,  and  in  the  making  of  which  rates  we  can  not  necessarily  haye  a  Yoloe. 
We  either  adopt  them  as  our  rates  or  withdraw  from  competition  in  case  we  find  tlie 
rates  unremunerntlve. 

We  have  endeavored  to  so  adjust  our  rates  as  to  conform  strictly  to  the  requirementi 
of  the  law,  as  we  understand  it.  and  in  accordance  with  decisions  rendered  by  your  Com- 
mission from  time  to  time.  We  find  occasionally  errors  in  our  rates,  which  we  correct 
whenever  they  appear  or  when  our  attention  is  called  to  them. 

Yours,  respectfully,  SOL.  Haas, 

T,  M. 

C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commitaion,  Washington,  D.  C. 
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CAPE  FEAR  AND  YADKIN  VALLEY  RAILWAY  COMPANY.* 

»BAB  Sir:  Id  my  letter  of  Noyember  Ist  I  made  a  mistake  in  the  wording.  Pleaie 
Btitute  this  letter  in  the  place  of  that  one. 

liere  Is  only  one  point  on  our  road  to  and  from  which  the  intentate  ratei  are  ISM 
Q  the  rates  to  or  from  less  distant  points  in  the  same  direction  over  the  same  line, 
t  place  referred  to  is  Fayetteville,  N.  C,  and  the  rates  are  less  to  and  from  that  point 
>raer  to  compete  with  lines  of  steamboats  on  the  Cape  Fear  River. 

Yours,  truly, 

J.  W.  FBt, 
General  Superintendent. 
!.  C.  McCain,  Esq., 

Auditor  Jnteretaie  Commerce  Commiieion,  Washington,  D.  C. 


ATLANTIC  COAST  LINE  RAILROAD  COMPANY. 

Wilmington,  N.  C,  September  IS,  1905. 
)eab  Sir:  Referring  further  to  your  letter  without  date,  covering  copy  of 
:er  from  Mr.  Sol  Haas,  formerly  traffic  manager  of  this  line,  dated  in  1887, 
ing  certain  information  in  regard  to  rates,  I  beg  to  say  that  I  have  gone  over 
9  matter  very  carefully  and  have  shown  on  the  copy  of  Mr.  Haas's  letter 
1  red  ink)  the  present  rates  between  points  covered  by  said  letter.  From 
ae  you  will  note  there  has  been  a  material  decrease  in  the  rates  which  has 
:en  place  from  time  to  time,  and  in  many  cases  you  will  note  that  inter- 
dlate  rates  have  been  brought  nearer  into  line  with  rates  to  water-competi- 
s  and  similar  points.  The  situation  as  outlined  by  Mr.  Haas  has  not 
inged  In  other  respects. 

n  reply  to  the  last  clause  of  your  letter  I  would  state  that  there  are  many 
nts  in  Georgia  Icnown  as  commercial  centres,  such  as  Atlanta,  Macon,  etc^ 
ich  have  for  years  and  continue  to  enjoy  lower  rates  than  intermediate 
►rter  distance  points,  but  few  of  the  important  ones  are  located  on  our  line, 
1  I  presume  you  will  get  such  data  as  you  desire  in  relation  to  them  from 
terminal  lines. 

shall  be  very  glad  to  furnish  you  with  any  additional  information  you  may 
ire. 

I  beg  to  remain,  very  truly,  yours,  T.  M.-  Emebson. 

Third  Vice-President. 
Ion.  S.  B.  Elk  INS, 

Committee  on  Interstate  Commerce, 

Washington^  D.  C. 
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This  property  Is  now  controlled  by  the  Atlantic 
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Statement  showing  the  rates  now  in  force  hetween  the  points  covered  hy  Mr, 
Haas's  letter  of  iSST— CouUnued, 
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Wilmington,  N.  C,  September  fS,  1905. 
Deab  Sib:  Referring  to  your  favor  of  the  9th,  covering  copy  of  letter  from 
J.  W.  Fry,  formerly  general  superintendent  of  the  Cape  Fear  and  Ya<lkin 
Valley  Railway  Company,  in  regard  to  rates  on  that  road,  I  beg  to  say  that  that 
part  of  this  road  between  Sanford-and  Wilmington,  N.  C,  and  the  branch  from 
Fayetteville,  N.  C.  to  Bennetsville,  S.  0.,  are  now  part  of  the  Atlantic  Coast 
Line  Railway  Company,  and  Fayetteville  is  the  only  point  thereon  where  the 
rates  are  less  for  the  longer  than  for  the  shorter  distances;  this  being  caused 
by  water  competition  via  the  Atlantic  Ocean  and  the  Cape  Fear  River. 

I  inclose  sheet  showing  rates  from  New  York,  Baltimore,  and  Richmond  to 
Wade,  N.  C,  the  first  station  north  of  Fayetteville  and  also  to  Fayetteville, 
which  shows,  with  the  exception  of  a  very  few  classes,  that  the  rates  even  In 
this  case  are  not  higher  for  the  longer  than  for  the  shorter  distances. 
Yours,  very  truly, 

T.  M.  Emebson, 
Third  Vice-President. 
Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Washington,  D.  C. 

(The  statement  referred  to  in  the  foregoing  is  as  follows :) 
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BALTIMORE   AND   OHIO   RAILROAD  COMPANY. 

Dbar  Sib  :  In  reply  to  your  circular  letter  of  the  20th  ultimo,  I  beg  to  say : 

(1)  That  between  points  upon  the  railroads  owened  or  operated  by  this  company,  under 
lease  or  otherwise,  there  is  no  interstate  rate  for  passengers  or  freight  greater  for  the 
shorter  than  for  the  longer  distance. 

(2)  The  "  Joint-tariff '*  rates  on  interstate  passenger  and  freight  made  by  this  com- 
pany, and  in  combination  with  other  roads,  are  In  no  case  greater  for  the  shorter  than  for 
the  longer  distance. 

This  company,  upon  freight  destined  to  points  south  of  the  Chesapeake  and  Ohio  Rail- 
road and  the  Ohio  River,  or  to  interior  points  on  the  Pacific  roads,  does  name  its  regular 
rates  from  the  point  of  shipment  to  the  iK>lnt  of  Junction  with  the  connecting  lines,  and 
the  connecting  fines  name  tneir  rates  from  point  of  Junction  to  destination,  and  the  com- 
bined rate  thus  fixed  is  In  some  Instances  greater  thnn  the  Joint  through  rate  to  more 
distant  points  beyond,  the  lines  lying  south  of  the  Ohio  River  and  the  Pacific  roads  claim- 
ing the  right  to  thus  name  this  greater  rate,  but  this  company  itself  in  no  case  partici- 
pates In  the  addition. 

Very  respectfully,  S.  Spencer. 

VicePiTsUlvnt. 
Mr.  C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission.  Washington.  D.  C. 


THE    BALTIMORE    AND    OHIO    RAILROAD    COMPANt. 

October  ♦>,  1905. 

Deab  Sib:  Answering  your  letter  to  Mr.  C.  S.  Wight,  our  manager  freight 
traffic,  with  respect  to  long  and  short  haul  rates  over  the  Baltimore  and  Ohio 
Railroad,  and  calling  his  particular  attention  to  letter  of  Mr.  S.  Spencer,  vice- 
president  of  the  Baltimore  and  Ohio  Railroad  Company,  to  Mr.  C.  C.  McCain, 
auditor  of  the  Interstate  Commerce  Commission,  in  response  to  the  latter's 
circular  letter  of  October  20,  1887,  I  l>eg  to  say  that  the  conditions  in  1887  cov- 
ering rates  to  southern  and  Pacific  coast  points,  as  described  by  Mr.  Spencer,  are 
practically  the  same  to-day,  except  that  there  have  been,  in  some  cases,  changes 
In  the  bases  for,  and  extensions  of  the  divisions  with,  southern  and  western 
lines,  this  feature  not  afTecting  the  rate  situation  so  far  as  shippers  are  con- 
cerned, but  being  merely  a  matter  of  divisions  between  the  railroad  companies. 

With  reference  to  the  request  for  all  changes  in  rates  between  such  southern 
and  Pacific  coast  points,  with  the  dates  on  which  they  were  made,  1  x^t^  \& 
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Bay  that  the  fire  of  February  7,  1904,  destroyed  our  records,  making  it  Impossi- 
ble to  furnish  this  information.  Moreover,  in  the  eighteen  years  since  1887  the 
rate  changes  have  been  so  numerous  that  it  would  be  a  work  of  great  magni- 
tode  to  extract  and  furnish  them  all.  All  such  changes,  however,  were  duly 
filed  with  the  Interstate  Commerce  Commission,  a^  no  doubt  are  now  among 
its  records. 

Answering  the  request  in  the  latter  part  of  your  letter  for  as  many  typical 
Instances  as  possible  of  greater  charges  for  intermediate  than  for  longer  hauls 
over  the  same  line  in  the  same  direction,  I  beg  to  attach  hereto  a  statement 
of  a  number  of  such  instances,  covering  both  class  and  commodity  rates.  I 
may  add  that  the  fact  that  in  order  to  participate  in  the  business  at  the  long- 
haul  point  we  meet  the  rate  already  established  there  by  the  competing  water 
line  or  short-line  railroad  in  no  way  disturbs  the  existing  rate  situation  at  that 
or  intermediate  points,  except  in  some  instances  to  effect  a  reduction  to  inter- 
mediate points  from  combinations  based  upon  the  competitive  rate  to  the 
long-haul  point  plus  the  local  back. 

With  respect  to  our  passenger  rates,  I  beg  to  advise  that  the  situation  de 
scribed  by  Mr.  Spencer  remains  unchanged,  there  being  no  interstate  passen- 
ger rates.  Joint  or  local,  for  passengers  of  the  same  class,  and  under  like  condi- 
tions, greater  for  the  shorter  than  for  the  longer  distance. 
Yours,  very  respectfully, 

Geo.  F.  Randolph, 
First  Vice-Presidetit 

Hon.  S.  B.  Elkins, 

U,  fif.  Senate,  Washington,  D.  0. 

(The  statement  referred  to  in  the  foregoing  is  as  follows :) 

INSTANCES   OF   GREATER   CHARGES    BEING    MADE   FOR   INTERMEDIATE   THAN    FOB   LONG 

HAULS. 

Chicago,  III.,  to  Kane,  Pa.,  over  Baltimore  and  Ohio  rails  direct. 

Rates    55i        48        37        26        22        18* 

These  rates  were  put  in  effect  December  5,  1904,  to  meet  the  competition  of 
the  Erie  Railroad,  these  being  the  rates  applicable  over  their  line  from  Chicago 
to  Kane,  we  having  prior  to  December  5,  1904,  ignored  tills  fact,  but  found  that 
the  Erie  were  taking  shipments  not  only  to  Kane,  but  to  local  points  on  our 
line  west  of  Kane,  at  lower  rates  than  our  tariffs,  the  situation  being  that  as 
their  rates  to  Kane  were  considerably  lower  than  we  applied,  they  could  make 
a  combination  of  their  rates  to  Kane,  plus  our  local  rates,  which  would  make 
lower  through  rates  than  via  our  own  line  direct.  We  therefore  reduced  our 
rates  to  the  same  as  theirs  to  Kane,  and  reduced  the  rates  to  intermediate 
points  affected  to  the  same  figures  as  would  apply  on  the  Kane  combination; 
that  is,  use  the  rate  to  Kane,  plus  the  local  rate  back,  this  arrangement  extend- 
ing back  to  our  local  stations  west  of  Kane  until  the  point  is  reached  where  our 
regular  basis  from  Chicago  was  less. 

The  highest  rates  to  intermediate  points 
are 58        51*        41*        30        251        21* 


yenc  York  and  Philadelphia  to  Kane, 


Rates  are - 39  33  28      JW  16  13 

Highest  rates  to  Intermediate  points —  ^^^ 

From  New  York 53*  46*  38        28*  231  19* 

From  Philadelphia 49*  43*  38        27  231  19 

The  conditions  are  the  same  as  previously  explained  in  the  case  of  rates  from 
Chicago  to  Kane. 

Hagerstoxcn,  Md.,  to  Cherry  Run,  W.  Va„  in  both  directions. 

Rates    12        10         9         8  7         « 

Highest  rates  to  intermediate  points 18        14        13        10  8         7 

These  rates  were  first  established  July  20,  1903,  and  were  made  to  meet  com- 
petitive rates  via  the  Western  Maryland  Railroad,  the  short  line. 
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9ton,  D.  C„  and  points  east  to  Lancaster,  Pa,,  via  Park  Junction  (PfMh 
delphia)  and  Philadelphia  and  Reading  Road, 

'ollowing  rates  from  Wilmington,  Del.,  to  Lancaster  via  this  roqte  are 
LS  an  illustration : 

25 

rates  to  intermediate  points 27 

i  rates  were  first  established  July  14,  1900,  and  are  necessary  to  meet  the 
tive  rates  of  the  Pennsylvania  Railroad,  the  short  line. 

rk  to  Richmond,  Va.,  via  Anacostia  Junction,  D,  C,  Washington  Southern 
Railway,  and  Richmond,  Fredericksburg  and  Potomac  Railroad, 

37 

:  rates  to  intermediate  points 38 

)  rates  were  established  February  1,  1904,  and  are  necessary  to  meet  the 
tion  of  the  all- water  routes. 

rg  to  New  York  via  Painesville,  New  York,  Chicago  and  8t.  Louis  or 
Lake  Shore  and  Michigan  Southern,  and  Buffalo,  and  lines  east, 

45 

Prom  Youngstown,  Ohio,  an  Inter- 
ite  point,  via  same  route 50 

i  rates  have  been  established  for  a  number  of  years,  but  I  can  not  give 
i  exact  date.  They  were  first  published  by  the  Pittsburg  and  Weston 
rhlch  we  did  not  commence  operating  until  1902.  The  rates  are  the 
I  applied  via  the  direct  lines  of  the  Baltimore  and  Ohio  and  Pennsylyania 
Is. 

Washington,  D,  C,  to  New  York, 

37        31        26        20        15J      18 

:  rates  to  intermediate  points 38        33        27        21        10|      14 

»  rates  were  first  made  effective  June  26,  1900,  and  are  necessary  to  meet 
ipetition  of  the  all-water  route. 

Fertilizers,  carload,  Baltimore,  Md„  to  Philadelphia,  Pa, 

11.10  per  2,000  pounds.    Highest  rate  to  intermediate  point,  $1.75  par 
)unds.    Rate  was  first  made  effective  November  6,  1900,  and  is  necessary 
the  competition  of  the  all-water  route. 

Hovm,  Pa,,  to  Harrishurg,  Pa,,  on  billets,  blooms,  borings,  etc.,  carloads. 

,  11.70  per  ton.  Highest  rate  to  intermediate  points,  |1.90  per  ton.  First 
Dfective  December  13, 1901. 

route  is  via  Cherry  Run,  W.  Va.,  Western  Maryland  Railroad  and  Phlla- 
and  Reading  to  destination,  thereby  making  traffic  via  our  line  subject 
interstate-commerce  law,  and  the  lower  rate  is  published  to  meet  the 
Ition  of  the  direct  line,  viz,  the  Pennsylvania  Railroad,  which  route  Is 
r  intrastate. 
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OHIO  AND  MISSISSIPPI  RAILWAY  COMPANY.* 

Sn:  Your  letter  of  the  20th  Instant  is  at  hand.  All  our  tariffs,  as  I  believe^ 
en  made  up  in  strict  compliance  of  the  law,  whether  State  or  Interstate.  I  la- 
that  copies  of  all  tariffs  should  be  forwarded  to  the  commissioners,  which  I 
IS  been  made.  No  complaint  has  been  entered,  to  my  Imowledge,  with  the  Inter- 
•mmerce  Commission  or  any  railroad  commissioners  of  anv  States,  nor  do  any  oom- 
reach  my  ears  with  regard  to  rates  for  traffic  on  the  Onio  and  IClMissippl  Ball- 
lie  position  of  the  Ohio  and  Mississippi  Railway  is  a  peculiar  one.    It  has  ter- 

g  company  is  now  controlled  by  the  Baltimore  and  Ohio  Southwestern, 
ponae  of  that  company  to  the  present  Inquiry. 
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mlnal  points  at  ClDcinnatl,  LoaisvlUe.  and  Bhawneetown,  on  the  Ohio  Blyer,  Bast  Saint 
Louis  on  the  Mississippi,  and  Beardscown  on  the  Illinois  River,  all  on  navigable  water. 
Under  such  conditions  onr  rates  are  necessarily  low,  and  it  has  been  felt  that  It  is  a  hard- 
ship for  the  Ohio  and  Mississippi  Railway  to  be  compelled  to  apply  the  short-haul  prin- 
ciple of  the  law  to  this  railway  under  such  conditions.  Notwithstanding  this  fact,  we 
have,  as  we  believe,  fully  compiled  with  the  law  in  carrying  out  the  short-haul  principle. 
Tours,  truly, 

J.  F.  Baxsamd, 
President  and  Oeneral  Manager, 
C.  C.  McCain.  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


THE   BALTIMORE    AND    OHIO    SOUTHWESTERN    RAILROAD    COMPANY. 

Cincinnati,  Ohio,  October  23,  1905. 

Deab  Sir:  Your  two  letters,  one  of  no  date  (Jbut  evidently  written  about 
September  3)  and  the  other  dated  October  11,  were  duly  received.  An  answer 
to  same  has  been  delayed,  first,  by  reason  of  my  prolonged  absence  on  my  vaca- 
tion, and,  second,  on  account  of  an  overpress  of  business  since  my  return.  I 
hope  the  delay  has  caused  you  no  inconvenience. 

I  have  tried  to  locate  the  records  of  the  old  Ohio  and  Mississippi  Railway, 
of  which  Mr.  J.  F.  Barnard  was  president  during  the  period  of  the  previoitf 
correspondence  passed  between  Auditor  McCain  and  Mr.  Barnard  in  1887. 
This  road  was  consolidated  with  the  Baltimore  and  Ohio  Southwestern  Rail- 
road in  November.  1893.  The  records  of  the  old  Ohio  and  Mississippi  Railway 
were  stored  in  tlie  warehouse  at  East  St.  Louis,  which  warehouse  burned 
down  in  1897,  the  records  being  completely  destroyed.  I  am  therefore,  be- 
cause of  this,  unable  to  trace  back  the  rate  situation  prior  to  March,  1896,  this 
being  the  date  of  my  incumbency  as  general  freight  agent  of  the  consolidated 
roads. 

I  attach  hereto  a  memorandum,  in  which  is  given  an  outline  of  the  con- 
ditions as  existing  during  the  period  1896  up  to  the  present  time,  this  paper 
having  been  prepared  by  my  chief  rate  clerk,  who  is  more  familiar  with  the 
general  detail  of  this  branch  of  the  service  than  I  am  myself.  In  tliis  memo- 
randum I  think  he  gives  examples,  etc.,  which  will  serve  fully  to  explain  to 
you  the  conditions  on  our  road  as  they  exist  at  the  present  time.  If,  after 
reading  it  over,  there  is  anything  further  desired,  I  shall  be  glad  to  do  the 
needful  in  any  and  every  respect  possible. 

Again  apologizing  for  the  delay  in  answering  you,  I  am. 
Very  truly,  yours, 

S.  T.  McLaughun,  Oeneral  Freight  Agent, 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

United  States  Senate,  Washington,  D.  C 

(The  memorandum  referred  to  in  the  foregoing  follows:) 

Referring  to  Senator  Elkins's  letter  without  date,  with  regard  to  operation  of 
the  long  and  short  haul  of  the  interstate  commerce  law. 

As  I  look  at  the  matter,  the  operation  of  the  long  and  short  haul  clause  may 
be  divided  into  five  different  phases,  as  follows : 

First.  Observance  of  low  rates  at  Intermediate  local  points  because  of  com- 
petitive conditions  governing  at  a  more  distant  terminal  point. 

Second.  Observance  of  higher  rates  to  local  points  than  in  effect  at  more 
distant  points. 

Third.  Observance  of  terminal  point  rates  at  directly  intermediate  local 
stations. 

Fourth.  Observance  of  higher  rates  to  intermediate  points  via  indirect  routes 
to  certain  terminal  points,  the  rates  to  the  terminal  points  being  fixed  by  the 
direct  rail  lines. 

Fifth.  Observance  of  higher  rates  to  intermediate  points  than  in  effect  to 
more  distant  points,  the  latter  being  forced  by  water  competition. 

Ever  since  the  interstate-commerce  law  took  effect  we  have,  in  constmcting 
our  tariffs,  observed  one  or  the  other  of  the  above  situations,  excepting  the 
second. 

As  examples  of  the  several  situations  above  outlined,  will  cite  the  followinf 
rates  in  effect  via  Baltimore  and  Ohio  Southwestern : 

First  Class  rates  Cincinnati  to  East   St   Louis  in  effect  at  present  and 
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which  have  been  operative  since  the  interstate-commerce  law  took  effect,  or 
at  least  since  1896 :  40,  34,  25,  17,  15,  12. 

These  rates  were  established  to  East  St.  Louis  to  meet  the  rates  current 
from  Cincinnati  to  Chicago,  the  idea  being  to  keep  Chicago  and  St.  Louis  on 
a  parity.  If  we  were  to  use  the  Central  PYeigbt  Association  scale  and  our 
actual  distance  (336  miles)  tbe  rates  Cincinnati  to  East  St.  Louis  would  be  42, 
36,  27,  18i,  15i,  13. 

As  you  are  aware,  we  apply  the  East  St.  Louis  rates  fli-st  mentioned  (40-cent 
scale)  as  maximum  rates  to  intermediate  points.  Prior  to  the  time  the  inter- 
state-commerce law  took  effect  our  rates  to  intermediate  local  points  were 
liigber  than  to  East  St.  Louis,  and  if  tbe  same  condition  were  to  be  observed 
now  our  class  rates  from  Cincinnati  to  Lebanon,  111.,  for  instance  (if  we  were 
to  use  our  actual  distance — 314  miles — and  Central  Freight  Association  scale 
of  rates),  would  be  41,  35,  26,  18,  15, 12. 

Second.  As  to  the  second  condition  above  mentioned,  we  have  not  made  it  a 
practice  to  construct  any  of  our  rates  on  this  basis,  and  at  the  present  time  have 
only  one  rate  in  effect  that  I  can  recall  that  has  been  so  established,  and  that  is 
our  rate  of  5  cents  per  100  pounds  on  cement  from  Mitchell,  Ind.,  to  Chicago. 
This  rate  was  made  because  of  rates  in  effect  to  Chicago  from  other  producing 
points  of  similar  distance;  but  in  making  the  5-cent  rate  to  Chicago  to  meet 
competition  of  the  other  producing  points  we  have  not  applied  same  as  maximum 
rate  to  intermediate  points,  but*  have  held  Intermediate  points  at  higher  figures. 

Third-  As  an  Example  of  the  third  proposition,  would  refer  to  our  class 
rates  from  Aurora,  Ind.,  to  Sandusky,  Ohio,  the  present  rates  being  351,  30^,  23, 
151,  13,  lOh 

These  are  the  same  rates  as  in  effect  from  Aurora  to  Toledo  and  are  deter- 
mined by  use  of  short-line  mileage  to  Cincinnati,  plus  Cincinnati,  Hamilton  and 
Dayton  mileage  Cincinnati  to  Toledo,  the  practice  being  to  hold  same  rates  to 
Sandusky  as  in  effect  to  Toledo.  Sandusky  rates,  as  above,  are  likewise  applied 
as  maximum  rates  to  Baltimore  and  Ohio  points  intermediate  to  Sandusky, 
whereas  if  we  were  to  use  our  actual  distance  via  Baltimore  and  Ohio  system 
to  Kimball,  for  instance  (282  miles,  this  point  being  10  miles  south  of  San- 
dusky), our  class  rates  would  be  40,  34,  25,  17,  141,  Hi- 

As  an  additional  example  of  this  condition,  would  cite  matter  of  rates  on 
lumber  from  our  Indiana  stations  to  Chicago.  The  rate  from  Seymour  and 
North  Vernon  via  the  direct  lines  to  Chicago  is  10  cents  per  100  pounds.  We 
met  this  rate  at  these  competitive  points  and  applied  same  from  all  of  our 
intermediate  points  east  of  Seymour,  we  routing  the  business  to  Chicago  via 
the  Baltimore  and  Ohio  system  rails  rather  than  via  the  more  direct  routes 
(i.  e.,  via  Mitchell  or  Vincennes),  so  as  not  to  pull  down  the  rate  of  12  cents  per 
100  pounds  which  we  have  in  effect  from  our  local  stations  west  of  Seymour, 
this  latter  rate  being  operated  via  Mitchell  and  Vincennes. 

Fourth.  As  an  example  of  this  condition,  would  refer  to  our  rates  from  Cin- 
cinnati to  Havana,  111.,  which  point  is  intermediate  to  Peoria,  III.,  when  the 
business  is  handled  via  Springfield  and  Chicago,  Peoria  and  St  Louis  Railway, 
which  is  one  of  our  natural  routes  for  Peoria  business.  Class  rates  Cincinnati 
to  Peoria  are  40,  34,  25,  17.  15,  12,  these  being  established  by  the  Cleveland,  Cin- 
cinnati, Chicago  and  St.  Louis  Railway,  which  is  the  direct  line  Cincinnati  to 
Peoria.  We  hold,  however,  from  Cincinnati  to  Havana  the  following  class  rates : 
44,  371,  281,  191,  17,  14,  from  which  it  will  be  noted  that  we  do  not  observe  the 
Peoria  rate  as  maximum  rate  to  intermediate  points,  the  distance  from  Cincin- 
nati to  Peoria  via  our  line,  Springfield  and  Chicago,  Peoria  and  St  Louis  being 
438  miles,  as  compared  with  distance  via  Cleveland,  Cincinnati,  Chicago  and  St 
Louis  Railway  direct  of  322  miles.   • 

Fifth.  As  examples  of  the  fifth  condition,  would  cite  our  class  rates  from  Cin- 
cinnati to  Louisville,  Ky.,  same  at  present  being  25,  22.  17,  12,  9,  8,  which  rates 
are  made  account  competition  of  Ohio  River  boats,  but  are  not  applied  to  our 
intermediate  local  points,  our  rate  Cincinnati  to  Charlestown,  Ind.  (17  miles 
east  of  Louisville)  being  25,  22,  191,  121,  91,  8. 

In  addition  to  the  above  class  rates  there  are  quite  a  number  of  commodity 
rates  in  effect  from  Cincinnati  to  Louisville  which  are  not  applied  at  the  inter- 
mediate points,  these  commodity  rates  being  carried  in  our  tariff  H-1809. 

We  also  publish  a  special  rate  of  71  cents  per  1(X)  pounds  on  manufactured 
Iron,  C.  L.,0  Portsmouth,  Ohio,  to  Louisville,  Ky.,  same  being  made  to  meet 
water  competition  and  not  applied  to  intermediate  points,  the  rate  from  Ports- 


0  Shipped  in  carloads. 
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month  to  North  Vernon  and  intermediate  points,  for  instance,  being  12  cents  per 
100  ponnds,  which  is  the  rate  we  would  naturally  apply  to  Louisville  were  It 
not  for  the  water  competition. 

Senator  Elkins  in  his  letter  asked  that  all  changes  which  have  been  made  in 
rates  since  President  J.  F.  Barnard's  advice  to  him  be  noted  in  detail,  but  to  do 
this  would  require  a  mass  of  figures  that  I  can  not  see  would  be  of  any  benefit 
to  the  Senate  committee.  The  changes  which  have  been  made  are  rather  imma- 
terial ;  that  is,  there  have  been  no  decided  changes  in  our  rates  one  way  or  the 
other. 

Again,  our  records  covering  rates  in  eflfect  prior  to  1896  have,  to  a  consider- 
able extent,  been  destroyed,  same  having  been  stored  in  our  warehouse  at  East 
St,  Louis,  which  was  destroyed  by  fire  some  years  ago. 

In  next  to  last  paragraph  of  Senator  Elkins's  letter  he  asked  that  we  refer  to 
as  many  instances  as  we  could  of  where  greater  charges  are  made  for  inter- 
mediate than  for  longer  hauls,  and  in  addition  to  the  examples  mentioned  under 
the  fourth  section  above  I  would  refer  to  the  following : 

(a)  Agreed  rates,  Louisville  to  Princeton,  Ind.  (established  by  Southern 
Railway,  direct  line),  are  29,  25,  21,  15,  12i,  10. 

We  apply  these  rates  from  Louisville  via  our  line  to  Vincennes,  thence  Evans- 
ville  and  Terre  Haute  to  Princeton,  but  hold  higher  rates  to  Vincennes  and  to 
the  Evansville  and  Terre  Haute  points  between  Vincennes  and  Princeton,  the 
latter  rates  being  32^,  28,  22^,  15,  12i,  10. 

(h)  Class  rates  in  effect  from  Louisville  to  Oakland  City,  Ind.  (established 
by  Southern  Railway,  direct  line),  are  28,  25,  21,  14i,  12,  10. 

We  operate  these  rates  via  our  line  to  Washington,  thence  Evansville  and 
Indionapolis,  but  to  Washington  we  apply  rates  as  follows :  31,  27,  22,  14i,  12, 10. 

(c)  Present  class  rates,  Louisville  to  Fairfield,  111.  (established  by  Southern 
Railway,  direct  line),  are  35,  301,  20,  17,  14,  11^. 

These  rates  we  operate  via  our  own  line  to  Fairfield,  through  Flora,  but  hold 
a  number  of  our  intermediate  points  at  higher  figures,  our  rates  to  Flora,  for 
instance,  being  36^,  31^,  24,  161,  14,  Hi. 

(d)  Present  class  rates,  Louisville  to  Columbus,  Ohio  (established  by  direct 
line),  are  391,  34,  251,  171,  15,  12. 

We  would  naturally  operate  these  rates  via  our  own  line,  but  in  the  event  we 
should  be  asked  to  send  the  business  via  Norfolk  and  Western  we  would  observe 
such  routing,  sending  the  business  via  Chillicothe,  and  in  so  doing  would  send 
it  through  Circleville,  Ohio,  to  which  point  established  class  rates  from  Louis- 
ville are  41,  85,  26,  18,  151,  121. 

(e)  Class  rates  from  North  Vernon,  Ind.,  to  Peoria,  111.  (established  via  direct 
route),  are  381,  33,  241,  161,  14,  11. 

We  operate  these  rates  to  Peoria  via  our  long  route,  i.  e.,  through  Springfield, 
but  our  established  rates  at  the  latter  point  are  40,  34,  25,  17,  141,  HI* 

(f)  Class  rates,  Columbus,  Ohio,  to  Peoria,  111.  (established  via  the  direct 
line — Cleveland,  Cincinnati,  Chicago  and  St  Louis),  are  43,  361,  271,  19,  16,  la 

We  operate  these  rates  via  our  line  and  Springfield,  111.,  but  to  Springfield  we 
hold  our  rates  at  45,  39,  30,  21,  18,  14. 

(ff)  Rate  on  line  from  Mitchell,  Ind.,  to  Chicago,  111.,  is  7  cents  per  100 
pounds,  same  being  established  by  the  Chicago,  Indianapolis  and  Louisville  Rail- 
way, which  is  the  direct  route.  We  also  operate  this  rate  via  Vincennes,  Ind, 
through  Terre  Haute  and  Chicago  and  Eastern  Illinois  Railroad,  but  to  Mo* 
mence,  111.,  a  point  on  the  Chicago  and  Eastern  Illinois  50  miles  south  of  Chi- 
cago, we  hold  rate  of  8  cents  per  100  pounds. 

Quite  a  number  of  additional  instances .  of  where  we  hold  higher  rates  to 
intermediate  points  than  to  common  points  beyond  (we  meeting  rates  of  tbe 
direct  lines  at  common  points)  could  no  doubt  be  given  if  we  were  to  make  a 
more  thorough  search  of  our  tariffs.  I  believe,  however,  that  the  above  ^efe^ 
ences  will  be  sufficient. 

E.  B.  T. 


BOSTON  AND  LOWELL  RAILROAD.* 

DiAB  Sib:  In  reply  to  your  valued  favor  of  the  20th,  our  passenger  rates.  I  iMllffCi 
are  In  all  cases  in  conformity  with  section  4  of  the  interstate  law,  ana  since  the  d^dilfli 
at  Rutland  by  the  Commission  on  through  freight  rates  against  the  Central  Vermont  9m 
this  company  we  have  readjusted  our  rates.    1  now  believe  our  whole  system  Is  In  lH^ 

a  This  property  is  now  controlled  by  the  Boston  and  Maine.  See  reqwnie  of 
that  company  to  the  present  inquiry. 
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f  With  the  decision  of  the  CoxnmiBsioners*  with  the  exception  of  the  line  between 
land,  Maine,  and  the  West,  where  I  am  bringing  it  in  as  fast  as  clerical  work  will 
: ;  probably  within  a  week. 

Tiating  that  this  information  will  be  satisfactory,  I  remain. 
Yours,  very  tmly, 

H.   N.   TUBNBB, 

General  Traffic  Manager, 
C.  McCain.  Esq., 
Auditor  Inter$taie  Commerce  Commieeion,  Waefiington,  D.  O, 


BOSTON  ft  MAINE  RAILROAD. 

Boston,  Mass.,  September  H,  1905, 
EAB  Sib:  Your  letter  of  September  10,  addressed  to  Mr.  M.  T.  DonoYan, 
ght  traffic  manager,  has  by  bim  been  referred  to  me,  and  in  reply  thereto  I 
say  that  we  have  no  instances  where  our  passenger  rates  are  greater  for 
rmediate  than  for  longer  hauls  over  the  same  lines  in  the  same  direction, 
he  freight  rates  between  Portland,  Me.,  and  the  West  are  now^  and  have 
1  for  many  years,  in  conformity  with  section  4  of  the  interstate  commerce 
.  I  can  not  give  the  dates  of  the  changes  contemplated  in  Mr.  Turner's  letter 
LUditor  McCain,  but  you  will  notice  that  Mr.  Turner  was  at  work  upon  these 
ages  and  expected  to  complete  them  within  a  week  from  the  date  of  his  letter, 
egular  lines  uf  steamers  run  from  Boston  to  such  points  as  Portland,  Me., 
ports  upon  the  Kennebec  and  Penobscot  rivers.  To  meet  this  water  compe- 
m  our  freight  rates  from  Boston  to  such  points  are  somewhat  lower  than  to 
rmediate  points  not  affected  by  such  water  competition. 

Yours,  truly,  W.  F.  Bebbt, 

Second  Vice-President  and  General  Traffic  Manager. 
:on.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

United  Stales  Senate,  Washington,  D,  C. 


[Second  letter.] 

Boston,  Mass.,  October  $,  1905, 
>EAR  Sir:  On  looking  over  your  letter  of  the  lOth  ultimo,  addressed  to 
ight  Traffic  Manager  Donovan,  which  he  referred  to  me  and  to  which  I  re- 
d  under  date  of  the  14th  ultimo,  it  occurs  to  me  that  I  did  not  furnish  you 
b  as  many  typical  instances  of  greater  charges  for  intermediate  points  than 
longer  hauls  over  the  same  lines  in  the  same  direction,  whether  the  line  is 
a  single  carrier  or  is  over  a  route  composed  of  the  lines  of  two  or  more 
riers,  either  wholly  by  rail  or  partly  by  rail  and  partly  by  water,  over  which 
ght  is  carried  under  an  arrangement  for  continuous  transportation,  and  I  now 
e  pleasure  in  submitting  the  following : 

'  1.  I  2.  '  8. 
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class  rates  published  by  the  Boston  and  Maine  Railroad  between 

«ton  and  Portland  are  the  same  as  are  publifihed  by  the  Eastern         i       ' 

eamship  Ck>.,  viz 20  ,  15  i  12i 

le  the  rates  from  Boston  to  Saco  and  Biddeford,  Me.,  intermediate 

lnts,are 20  '  16  1  16 

claas  ratespublished  by  the  Boston  and  Maine  Railroad  between         i.      | 

0ton  and  Kennebec  River  points,  viz:  Augusta,  Bath,  and  Gardi- 

r.  Me.,  are  the  same  as  are  published  by  the  Eastern  Steamship         * 

».,Tiz 30    25    20 

reen  Boston  and  Penobscot  River  points,  viz:  Bangor,  Belfast,  and  ' 

icksport.  Me.,  are  the  same  as  published  by  the  Eastern  Steamship 

L,Tte. 30    25  '  a) 

He  the  rates  published  from  Lawrence  and  Haverhill,  Mass.,  inter-         | 
sdiate  pointslare— 

To  Augusta.  JBath,  and  Gardiner,  Me 30    25  ,  20 

roBangor,Me 48    40    :i2 

ToBeUast^Me 48  i  40    31  , 

To  Bucksport,  Me 53    44}    33 

class  rates  published  between  Boston  and  Eastport,  Mo.,  by  the 
iston  and  Maine  Railroad  are  the  same  as  are  published  by  the 

tftern  Steamship  Co.,  N-iz 40    :«    25 

to  the  rates,  say  from  Lawrence  and  Haverhill,  intermediate  points,  i 

» 54     46     37 

I 

S.  Doc.  244,  5^1 17 
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The  Boston  aud  Maine  Railroad  publishes  a  commodity  tariff  from  Portland, 
Me.,  to  Harlem  River,  New  Yorli,  via  Northampton,  providing  rate  of  12  cents  per 
100  pounds  on  cuimed  goods  in  carloads  aud  10  cents  per  100  ix)unds  on  roofing 
slate  in  carloads,  to  meet  the  rotes  published  by  tlie  Maine  Steamship  Company. 
Portland  to  New  York  ;  while  the  rates  from  intennediate  points  between  Boston 
and  Portland  to  Harlem  River,  New  York,  via  Northampton  would  be,  canned 
goods  17i  cents  and  roofing  slate  15  cents  per  100  pounds. 

We  have  quite  a  number  of  instances  where  coal  rates  from  Mechanicsville  to 
points  near  Boston  are  lower  than  to  shorter-haul  intermediate  points.  The 
lower  rates  to  points  near  Boston  have  been  made  to  meet  water  competition  to 
Boston,  plus  the  low  inland  rate  from  tide  water  to  short-haul  points.  For 
instance:  The  rate  on  bituminous  coal  from  Mechanicsville  to  Waverly,  Mass.,  is 
$1  per  gross  ton,  while  the  rate  for  the  shorter  haul,-  Mechanicsville  to  Fitch- 
burg,  Mass.,  is  I?  1.20  per  gross  ton. 

Yours,  truly,  W.  F.  Berry, 

Second  Vice-President  and  General  Trafjtc  Manager. 

Hon.  S.  B.  Elkixs, 

Chairman  Committee  on  Interstate  Commerce, 

United  States  Senate,  Washington,  />.  C. 


HARTFORD  AND  CONNECTICUT  WESTERN  RAILROAD.* 

Dbab  Sib:  Replyine  to  your  circular  letter  dated  October  20,  1887,  would  say  that  the 
only  exception  we  maice  to  the  short-haul  principle  of  the  iDterstate-commerce  hill  is  on 
ooal  from  Rhinebeck  consigned  to  Hartford,  Conn. 

On  this  the  rate  to  Hartford  Is  less  than  to  manv  points  nearer  Rhlnebeck. 
We  make  this  exception  for  the  reason  that  at  Hartford  we  come  in  direct  competition 
with  the  water  route,  and  it  is  necessary  for  us  to  make  the  concession  or  giyt  up  tlie 
business. 

In  doing  this,  we  believe  we  are  acting  in  accordance  with  the  intention  of  the  law. 
Yours,  truly, 

B.  McNbil, 
General  SuperintefuUnt. 

.C  C.  McCain.  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington. 


CENTRAL  NEW  ENGLAND  RAILWAY  COMPANY. 

Hartford,  Conn.,  September  20,  1905, 

Dear  Sir:  I  beg  to  acknowledge  receipt  of  your  favor  of  the  11th  instant 
inclosing  copy  of  letter  from  former  General  Superintendent  B.  McNeil,  of 
the  Hartford  and  Connecticut  Western  Railroad,  and  to  advise  that  the  con- 
ditions are  somewhat  changed  since  the  writing  of  Mr.  McNeil's  letter. 

There  is  no  anthracite  coal  handled  via  Rhinecllff  at  the  present  time,  as 
all  anthracite  coal  reaching  our  territory  comes  all  rail  direct  from  the  mines 
via  Maybrook  and  Campbell  Hall,  N.  Y. 

The  present  rate  to  Hartford  is  lower  than  to  intermediate  points  in  view  of 
water  competition  at  Hartford. 

There  are  also  instances  where  our  rates  from  New  York  via  our  western 
terminus  to  Hartfprd  are  lower  than  to  intermediate  points  on  account  of  water 
and  short-line  competition. 

Trusting  this  is  what  you  desire,  I  beg  to  remain, 

Yours,  truly,  W.  H.  Sebxbt, 

General  Freight  A4ient 

Hon.  S.  B.  Elkins, 
Chairman  Committee  on  Interstate  Commerce, 

Senate  of  the  United  States,  Washington,  D.  0. 


a  This  property  is  now  controlled  by  the  Central  New  England  Railway.    See 
response  of  that  company  to  the  present  inquiry. 
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CHESAPEAKE  AND  OHIO  RAILWAY. 

Deas  Sir  :  Your  letter  of  December  12,  coveriDg  jour  circular  of  October  20,  reached  « 
me  this  morning. 

In  reply  thereto  I  will  Bay  that  the  Newport  News  and  Mississippi  Valley  Company 
(eastern  division)  was  composed  of  the  Chesapeake  and  Ohio  Railway  Company  and  the 
Elizabethtown,  Lexington  und  Big  Sandy  Railroad  Company ;  that  for  the  past  two 
months  the  Chesapeake  and  Ohio  Railway  Company  has  been  withdrawn  from  its  connec- 
tion and  placed  in  my  hands  as  receiver ;  that  so  far  as  this  road  is  concerned  there  are 
no  points  to  or  from  which  interstate  rates  for  passengers  or  freights  are  made  by  our  road 
alone  which  are  greater  than  the  rates  to  or  from  more  distant  points  in  the  same  direc- 
tion over  the  same  line ;  but  In  connection  with  the  Newport  News  and  Mississippi  Valley 
Company    (Elizabethtown,   Lexington  and   Big  Sandy   division)    there  are  a  points 

between  Ashland,  in  Kentuclty,  and  Mount  Carbon,  in  West  Virginia,  both  inclusive,  to 
which  are  charged  lower  rates  than  nre  charged  to  certain  points  west  of  Ashland. 

I  inclose  you  joint  tariff  B  12,  and  have  connected  with  it  joint  tariff  B  191,  and  also 
ioizit  tariffs  B  18  and  B  189,  which  will  be  a  full  answer  to  your  inquiry,  and  will  place  it 

fore  you  more  clearly  than  I  could  In  a  letter. 

The  reason  for  this  difference  is  that  tariffs  B  12  and  B  18  are  issuetl  to  meet  water 
competition,  which  we  believe  to  be  allowable  under  the  interstate-commerce  bill,  and 
which  I  am  advised  is  the  construction  placed  upon  it  by  all  roads  simllarlv  situated. 

Hoping  that  this  will  be  satisfactory,  I  am,  very  respectfully,  your  obedient  servant, 

W.  C.   WlCKHAM, 

Receiver, 
Mr.  C.  C.  McCain, 

Auditor  Interstate  Commerce  Commiasion,  Waahingtoitt  D.  C. 


CHESArEAKE   AND  OHIO   RAILWAY   COMPANY. 

Richmond,  Va..  October  10,  1905. 

Dear  Sir:  Referring  to  your  recent  letter  addressed  to  Mr.  H.  B.  Walker, 
vice-president  Old  Dominion  Steamship  Company,  with  respect  to  Information 
regarding  rate  construction  under  the  act  to  regulate  commerce,  in  connectioD 
with  a  circular  letter  written  by  Mr.  C.  C.  McCain,  then  auditor  for  the  Com- 
mission, dated  October  20,  1887,  to  a  large  number  of  transportation  lines.  As 
the  company  I  represent  is  a  connection  of  the  Old  Dominion  Steamship 
Company,  a  copy  of  your  letter  has  been  sent  us,  although  our  company  was  not 
directly  addressed  by  Mr.  McCain.o 

So  far  as  rates  to  points  on  the  Chesapeake  and  Ohio  Railway  are  concerned 
from  the  west,  there  are  no  higher  rates  from  Chicago,  East  St  Louis,  Indl- 
anaix)lis.  Cincinnati,  Louisville,  or  other  i)oints  to  points  on  our  line  than  the 
rates  applying  to  Richmond,  Norfolk,  Newport  News,  and  other  terminal 
points.  In  other  words,  the  rates  are  strictly  in  conformity  with  the  long-and- 
short-haul  clause. 

On  business  from  southern  territory,  i.  e.,  New  Orleans,  and  points  south  of 
the  line  of  the  Southern  Railway,  Chattanooga,  Tenn.,  to  Memphis,  Tenn.,  the 
latter  not  included,  we  are  party  to  through  rates  to  the  Virginia  common 
points  through  our  western  gateways,  Louisville,  Lexington,  Cincinnati,  etc, 
that  are  known  as  the  Virginia  cities  rates,  which  do  not  apply  to  intermediate 
local  stations.  These  rates  are  based  on  the  direct  short  lines  entering  Rich- 
mond, Norfolk  Lynchburg,  etc.,  from  the  south.  We  are,  therefore,  meeting 
short-line  rates,  and  as  we  understand  it,  are  not  in  conflict  with  the  law. 

WESTBOUND. 

From  points  on  our  own  line  to  the  west  we  adhere  strictly  to  the  long-and- 
Bhort-baul  clause,  and  there  are  no  rates  either  to  Cincinnati  or  Louisville 
(Chesapeake  and  Ohio  western  termini)  or  to  points  west  that  are  lower  than 
the  rates  to  intermediate  points. 

From  Pennsylvania  points  on  commercial  cement  we  are  party  to  rate  to  com- 
mon points,  Charleston,  Huntington,  Kenova,  Central  City,  W.  Va. ;  Catletts- 
burg.  Ashland,  Newport,  Covington,  Ky.,  and  Ironton  and  Cincinnati,  Ohio,  of 
$2.38  per  ton  of  2.000  pounds,  published  to  meet  direct  competition.  We  do  not 
apply  this  rate  to  our  local  stations,  but  add  locals  from  common  points.  For 
example,  to  Spring  Hill,  W.  Va.,  Just  west  of  Charleston,  the  rate  would  be 
$3.08  per  ton,  the  local  from  Charleston  being  70  cents  per  ton. 

From  eastern  cities  to  points  on  our  line  we  publish  in  connection  with  the 

o  This  letter  appears  on  page  — . 
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water  routefi.   viz,  from   New  York,  the  Old  Dominion  Steamship  Company; 
from  Philadelphia,  the  Clyde  Steamship  Company;  from  Baltimore,  the  Mer- 
chants and  Miners'  Transportation  Company,  the  following  rates : 
To  stations  west  of  Staunton,  Va.,  to  Kanawha  City.  W.  Vn.,  incluslTe : 
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2.       3. 


57        44  I      30 
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These  being  the  all-rail  New  York  to  Cincinnati  rates. 

While  to  stations  Charleston,   W.   Va.,  to  Cincinnati,   Ohio,   inclnsive,   we 
publish : 
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Being  the  authorized  water-and-rail  differentials  below  the  trunk-line  scale 
from  these  points  to  Cincinnati. 

From  Baltimore,  Philadeli^hia,  and  New  York,  we  carry  to  Cincinnati.  Ohio, 
and  intermediate  west  of  Staunton,  Va.,  the  trunk  line  New  York  to  Cincinnati 
rates,  viz: 
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And  no  rates  for  shorter  distances  are  higher  than  for  points  beyond. 

In  charging  higher  rates  lo  our  local  i)olnts  east  of  Charleston  from  eastern 
cities  than  we  charge  to  the  competitive  points  Charleston  and  west,  we  do  not 
feel  that  we  are  working  a  hardship  on  the  local  people,  since  the  rates  estab- 
lished are  reasonable,  and  were  we  to  charge  higher  than  the  present  adjust- 
ment to  the  common  points  wo  could  not  hope  to  secure  any  considerable  amount 
of  traflSc,  because  of  distance,  time,  and  the  necessary  extra  handling  by  reasop 
of  transfers,  etc. 

If  there  is  any  further  information  I  can  give  you,  or  if  you  desire  more 
detailed  Information,  I  shall  be  glad  to  furnish  on  receipt  of  your  advicee. 
Yours,  very  truly, 

E.  D.  HOTCHKISS, 

General  Freight  Agent. 
Hon.  Stephen  B.  Elkins, 

United  States  Senate,  Washington,  D,  C. 


CHICAGO   AND   ALTON    RAILROAD   COMPANY. 

Dbab  Sib:  I  am  in  receipt  of  your  circular  letter  of  the  20th  instant,  and  In  reply 
will  say : 

1.  That  there  are  no  points  upon  the  line  of  railroad  owned,  operated,  leased  or  con- 
trolled by  the  Chicago  and  Alton  Railroad  Company  between  which  Interstate  rates  for 
passengers  or  freight  are  made  which  are  greater  than  the  rates  to  or  from  more  distant 
points  In  the  same  direction  and  on  the  same  line. 

2.  There  are  no  points  to  or  from  which  interstate  rates  for  passengers  or  frel|rtit  are 
made  in  combination  with  other  roads  which  are  greater  than  to  or  from  more  distant 
points  in  the  same  direction  and  on  the  same  line  except : 

(1)  In  combination  with  the  Mobile  and  Ohio  Railroad  to  certain  points  upon  said 
Mobile  and  Ohio  and  its  connections,  as  per  tarifT  No.  78  and  supplements  No.  1  and  2 
to  No.  78,  copies  herewith  attached. 

(2)  In  combination  with  the  Kansas  City,  Fort  Scott  and  Gulf  Railroad  to  oertmhi 
points  In  Kansas  and  Missouri,  as  per  tariff  No.  10  and  No.  Ill,  copies  herewith  attached. 

3.  In  combination  with  Pacific  coast  roads  and  their  eastern  connections  as  per  tariff 
No.  4,  herewith  attached.     I  also  herewith  inclose  tariff  No.  105,  in  comblnanon  wttli 
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Mobile  and  Ohio,  which  shows  the  mazlmam  rates  charged  to  Intermediate  or  lea«  dls- 
tant  points  than  those  named  In  No.  78. 

The  rates  to  intermediate  points  on  the  Kansas  City,  Fort  Scott  and  Gulf  Ballroad 
are  arrived  at  by  adding  the  local  to  Kansas  City  to  the  local  beyond.  (See  page  2  of 
southwestern  tariff  No.  147,  inclosed.)  I  will  say  that  In  all  the  exceptions  speclfled, 
our  company  in  joining  in  tariffs  not  in  conformity  with  the  short  haul  principle  luui 
done  BO  upon  the  solicitation  of  the  companies  herein  named,  all  of  which  assumed  that 
under  a  proper  Interpretation  of  the  law  they  were  justified  in  their  action. 

I  will  not  undertake  to  specify  the  reasons  advanced  by  the  Mobile  and  Ohio  and  Pa- 
cific coast  lines  in  justification  of  their  action,  as  these  points  have  been  ably  argaed 
before  your  honorable  Commission  by  able  representatives  of  the  lines  named;  bat  I 
think  it  proper  to  name  the  reasons  for  the  action  of  the  Kansas  City.  Fort  Scott  and 
Gulf  Railroad.  An  examination  of  the  maps  of  Missouri  and  Kansas  will  show  that  all 
the  points  named  in  tariff  No.  Ill  of  the  combined  tariff  of  the  Chicago  and  Alton  and 
Kansas  City,  Fort  Scott  and  Gulf  are  junction  points  with  either  the  Saint  Louis  and  San 
Francisco,  or  Missouri  Pacific  Railroads,  and  In  some  cases  both.  These  lines  being  the 
shortest  and  most  direct  fix  the  rates.  A  combination  of  the  local  Chicago  or  Saint  Louis 
rate  to  Kansas  City  with  the  local  from  that  point  results  in  a  rate  much  higher  than 
that  fixed  by  the  direct  route.  This  condition  necessitates  on  the  part  of  the  lines  Tla 
Kansas  City  one  of  three  things : 

(1)  Surrendering  the  business  to  the  direct  line,  thus  depriving  the  people  of  the 
benefit  of  competing  lines  and  the  roads  forming  the  long  line  of  valuable  revenue. 

(2)  Putting  down  rates  to  intermediate  points,  thus  sacrificing  revenue  secured  from 
competitive  business. 

(8)  Meeting  the  rates  made  by  the  short  lines  to  competitive  points,  at  the  same  time 
keeping  in  force  the  higher  rates  to  Intermediate  local  points,  thus  Ignoring  the  short 
haul  principle. 
All  of  which  is  respectfully  submitted. 

Yours,  truly,  C.  H.  Chappbll, 

General  Manager. 
C.  C.  McCain,  Esq., 

Auditor  Jnteratate  Commerce  Oommiaaion,  Waahinffton,  D.  C. 


THE  CHICAGO  AND  ALTON  RAILWAY  COMPANY. 

Ohicago,  October  1$,  1905. 

My  Dear  Senator  :  Acknowledging  yours  of  the  5th,  and  replying  to  your 
previous  communication  without  date. 

With  few  exceptions,  the  situation  Is  practically  the  same  as  it  was  in  1887. 
The  rates  to  Kansas  City,  Fort  Scott,  and  Memphis  points  referred  to  in  Mr. 
Ghappell's  communication  in  1887  were  canceled — ^the  exact  date  at  present 
unknown.  The  rates  published  at  present  to  Kansas  City,  Fort  Scott,  and  Mem- 
phis points  are  not  in  violation  of  the  fourth  section  of  the  interstate-commerce 
law. 

I  forward  you  under  separate  cover  copy  of  Chicago  and  Alton  tariff  GFD- 
5605,  showing  the  through  rates  to  points  on  the  Mobile  and  Ohio  Railway. 
These  rates  are  based  on  the  rates  to  Cairo  or  other  Junction  points  and  the 
rates  beyond  those  junction  points.  Rates  to  same  points  on  the  Mobile  and 
Ohio  Railway  are  higher  to  intermediate  points  than  they  are  to  several  Junction 
points,  as  shown  In  the  following  tariffs,  which  I  am  sending  you,  viz : 

Mississippi  Valley  through  freight  tariffs  Nos.  9  and  103. 

Mississippi  and  Tennessee  Junction  tariff  No.  3. 

Except  in  a  general  way,  we  are  unable  to  account  for  the  higher  rates  to 
intermediate  points.  The  rates  in  the  territory  covered  by  the  tariffs  are  fixed 
by  the  railroads  serving  that  territory. 

I  am  also  mailing  you  the  following  tariffs : 

Trans-Missouri  Joint  11-D  and  20-C,  showing  rates,  respectively,  to  Colorado 
and  Utah  points.  Some  rates  are  higher  to  intermediate  i)olnts  than  to  termi- 
nals. In  most  cases  rates  are  higher  to  Intermediate  points  than  to  transconti- 
nental terminal  points.  The  reason  for  this  Is  that  rates  to  Pacific  coast  termi- 
nals are  regulated  by  the  competition  of  the  water  routes,  and  frequently  rates 
to  Interior  points  Intermediate  are  constructed  on  the  carload  rate  to  tide  water 
plus  the  less  than  carload  rate  from  tide  water  to  the  interior.  For  Illustration, 
^e  carload  rate  to  Spokane,  Wash.,  in  many  cases  Is  based  on  the  carload  rate  to 
Portland,  Oreg.,  plus  the  less  than  carload  rate  on  the  same  commodity  from 
Portland  to  Spokane.  I  think,  however,  recently  there  has  been  some  modifica- 
tion in  Spokane  rates.  Transcontinental  tariffs  can  be  had  on  application  to  the 
transcontinental  freight  bureau. 

I  am  also  forwarding  you  copy  of  Chicago  and  Alton  GFD  No.  14246,  giving 
rates  from  Chicago,  Joliet,  etc.,  to  Hannibal,  Mo.,  via  Bowling  Green.  Rates  to 
Intermediate  points  on  this  railroad  are  higher.    The  rates  published  to  Hannl- 
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bal  in  tariff  mentioned  are  those  in  effect  via  the  short  line,  namely,  the  Chicago, 
Burlington  and  Quincy  Railway. 

I  am  also  forwarding  copy  of  Chicago  and  Alton  GFD  No.  14511,  showing  rates 
to  points  on  the  St.  Louis  and  Hannibal  Railway  via  Bowling  Green,  based  on 
short-line  rates,  the  rates  to  intermediate  points  on  this  railroad  being  higher. 

I  am  also  forwarding  copies  of  Chicago,  Milwaulvee  and  St  Paul  tariffs  GFD 
43978,  455G0.  and  455G1,  showing  rates  on  grain  products,  grain,  and  lumber, 
respectively.  These  are  terminal  rates,  the  rates  to  intermediate  points  being 
higher. 

Trusting  this  will  serve  to  answer  satisfactorily  all  the  questions  contained  in 
your  favor  above  acknowledged,  I  beg  to  remain. 

Yours,  very  truly,  Jos.  W.  Blabon. 

Hon.  Stephen  B.  Elkins, 

United  States  Senate,  Washington,  D,  C, 


CHICAGO  AND  EASTERN  ILLINOIS  RAILROAD  COMPANY. 

Dbab  Sib  :  Your  circular  letter  of  the  20tb  instant  was  duly  receive<L  I  herewith  in- 
close a  freight  tariff  to  points  south  of  the  Ohio  River.  This  is  the  onlv  tariff  we  pab* 
lish  to  any  point  south  of  ETansvillc.  Freight  destined  to  other  points  than  those  men- 
tioned in  this  tariff  are  charged  the  local  rate  between  Chicago  and  Evansville  and  the 
local  rate  south  of  the  latter  point.  In  some  cases  these  two  local  rates  added  together 
are  greater  than  the  through  rate  to  a  point  beyond,  as  indicated  in  this  tariff  sheet. 

The  Illinois  Central  Railroad  making  lower  rates  to  points  embraced  in  this  sheet  than 
the  two  local  rates  combined,  as  indicated  above,  renders  it  necessary  for  us  to  make  the 
same  through  rates  to  these  competitive  points  or  withdraw  from  the  business  altogether. 
The  lines  south  of  Evansville  will  not  accept  the  proportion  which  they  allow  us  In  the 
charges  to  points  named  in  this  tariff  on  freight  to  any  other  Intermediate  points.  This 
Is  the  only  instance  where  we  are  a  party  to  any  through  rates  which  are  greater  to  points 
on  the  same  line  for  a  shorter  tlian  a  longer  distance.  Our  passenger  rates  are  in  no  case 
more  for  a  short  than  for  a  Ions:  distance  In  the  same  direction  and  over  the  same  line. 

I  trust  this  explanation  will  be  satisfactory  to  the  Commission. 
Yours,  truly, 

O.  S.  Lyfobd, 
General  Manager. 

C.  C.  McCaIxV,  Esq., 

Auditor  Interstate  Conimvrcc  Commission,  Washington,  D.  C. 


CHICAGO  AND   EASTERN  ILLINOIS  RAILROAD  COMPANY. 

Chicago,  III.,  September  19,  1905. 

Dkab  Sib:  Referring  to  yours  of  September  11,  iu  which  you  ask  me  to  give 
you  information  in  detail  as  to  the  difference  between  the  rates  that  existed  on  the 
Chicago  and  Eastern  Illinois  Railroad  Company,  wherein  the  fourth  section  of 
the  interstate-commerce  law  was  not  observed  by  this  company,  as  indicated  !n 
General  Manager  Lyford's  letter  dated  at  some  period  between  October  20  and 
October  31,  1887.  and  the  conditions  wliich  prevail  at  the  present  time,  beg  to 
state,  so  far  as  the  local  conditions  between  points  on  the  Chicago  and  Eastern 
Illinois  Railroad  Company's  rails  are  concerned,  the  fourth  section  of  the  inter- 
state-commerce law  is  not  observed  in  making  rates  between  Chicago  and  La 
Crosse,  Ind.,  this  company  undertaking  to  meet  the  short-line  rates  of  the  Pan 
Handle  road  to  that  point,  and  carrying  higlier  rates  at  intermediate  points 
located  between  Percy  Junction  and  La  Crosse.  On  all  other  interstate  rates 
betweeen  points  on  the  Chicago  and  Eastern  Illinois  Railroad  Company  the 
fourth  section  of  the  interstate-commerce  law  is  rigidly  observed. 

The  conditions  surrounding  traffic  beyond  the  rails  of  this  company,  as  indi- 
cated in  Mr.  Lyford's  letter  previously  referred  to,  are  the  same  to-day  as  they 
were  in  1887.  I  feel  that  it  would  l^  impossible,  however,  to  undertake  to 
advise  you,  in  detail,  the  differences  in  the  rates  themselves,  or  furnish  any 
adequate  explanation  of  the  changes  that  have  been  made.  None  of  the  records 
Indicating  the  rates  in  effect  in  1887  are  available  at  this  time.*  But  when  I 
say  to  you  that  tlie  present  tariff,  showing  tlie  through  rates  from  Chicago  to 
conunon  points  in  the  Mississippi  Valley — i.  e.,  Mississippi  Valley  through  freight 
tariff  No.  9,  issued  January  2,  1905,  and  which  consists  of  about  (30  closely 
printed  pages — is  the  ninth  issue  of  this  kind,  together  with  voluminous  sup- 
plements, since  date  of  September  26,  189<3 ;  and,  again,  when  I  refer  you  to  tariff 
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which  provides  rates  from  Chicago  to  the  Ohio  River,  applying  on  business  to 
points  in  the  Southeastern  States,  and  which  is  covered  by  through  freight  rate 
basis  Na  14-GL,  published  September  1,  1905,  and  which  is  the  fourteenth  issue 
since  January  6, 1897,  it  will  readily  occur  to  you  that  it  would  take  an  army  of 
clerks  and  a  lifetime  to  furnish  detailed  information  as  to  the  changes  that 
have  been  made  within  a  period  of  nineteen  years  in  this  particular  territory, 
and  the  causes  therefor. 

In  a  general  way,  where  the  fourth  section  of  the  interstate-KX>mmerce  law  is 
not  observed  by  our  company  we  are  actuated  by  a  principle  which  has  been 
established  by  the  Supreme  Ck>urt  of  the  United  States,  and  from  which  I  quote 
as  follows : 

"  Where  actual  competition  exists  at  the  more  distant  point  which  does  not 
obtain  at  the  intermediate  or  nearer  point,  and  where  such  competition  has 
actually  produced  a  lower  rate  at  the  more  distant  point  which  the  carrier  can 
not  control  and  must  meet  to  obtain  a  share  of  the  business,  neither  the  third 
nor  the  fourth  section  of  the  act  to  regulate  commerce  prohibits  the  disparity  in 
rates  at  the  shorter  and  longer  distance  points,  provided  the  longer  distance 
competitive  rate  is  remunerative  and  the  shorter  distance  rate  is  reasonable." — 
Decision  of  the  United  States  Supreme  Court  in  Interstate  Commerce  Commls- 
Bion  V.  Alabama  Midland  R.  Co.  (168  U.  S.,  144 ;  42  L.  ed.,  414-^18),  and  which  is 
to  be  found  on  page  534  of  the  Interstate  Commerce  Report,  volume  9,  Novem- 
ber 9,  1903. 

Req)ectfully,  yours,  J.  A.  Middlston. 

Mr.  S.  B.  Blkins, 

Chairman  Senate  of  the  United  States 

Committee  on  Interstate  Commerce^  Wa^hinffton,  D.  C, 


CHICAGO  AND  NORTHWESTERN  RAILWAY  COMPANY. 

Deab  Sib  :  The  circular  from  your  department  of  statistics,  under  date  of  October  20, 
addressed  to  J.  M.  Whitman,  general  manager  of  this  company,  has  been  handed  to  me, 
snd  In  replv  to  the  inquiry  therein  made  I  would  state  that  tnis  company  is  a  party  to 
pablished  through  tariffs  between  the  Pacific  coast  and  Chicago  and  points  east  in  con- 
Election  with  the  Northern  Canadian,  and  Union  Pacific  railways.  On  traffic  moved 
under  such  through  tariffs  this  company  accepts  as  its  proportion  rates  which  are  lets 
than  the  charges  between  Council  Bluffs  or  Saint  Paul  and  Chicago,  or  points  east  of 
[Hilcago,  on  like  commodities. 

This  company  is  also  party  to  sundry  contracts  entered  into  prior  to  the  passage  of  the 
Interstate-commerce  law  with  merchants  and  shippers  located  at  Hancock,  Houghton, 
Kegaunee,  and  Ishpeming,  and  other  points  In  the  peninsular  of  Michigan,  at  rates  made 
aecessary  by  the  competition  of  steamboat  lines  on  Lakes  Michigan  and  Superior,  which 
wntracts  provide  for  lower  rates  than  the  published  tariffs  of  the  company,  and  copies 
>f  the  same  have  been  previously  filed  with  your  honorable  board. 

With  these  exceptions  there  are  no  points  on  the  line  of  this  company  to  or  from  which 
Interstate  rates,  passenger  or  freight,  are  made  by  it  or  in  connection  with  others  that 
ire  greater  than  the  rates  to  or  from  more  distant  points  In  the  same  direction  over  the 
lame  line. 

We  do  not  wish  it  understood,  however,  that  this  Is  the  settled  policy  of  this  company. 
We  have  deemed  this  course  a  prudent  one  to  pursue  until  an  authoritative  interpreta- 
tion of  the  fourth  section  of  the  act  Is  had.  This  course  works  a  peculiar  hardship  to 
this  company  with  respect  to  its  northeastern  traffic.  The  traffic  of  that  territory,  al- 
ready very  large.  Is  increasing  rapidly.  Its  chief  commercial  centers  are  the  cities  of 
Saint  Paul  and  Minneapolis.  The  distance  from  these  cities  to  the  chief  ports  of  Lake 
kflcblgan  (Milwaukee  and  Chicago)  Is  approximately  200  miles  greater  than  to  the  porta 
>f  Diiluth,  Washburn,  etc..  on  Lake  Superior.  To  meet  this  competition  involves  the 
making  of  extremely  low  rates  to  the  Lake  Michigan  ports,  from  which  the  railroad  lines 
srhlch  first  reached  the  cities  and  territory  named  were  originally  projected.  We  feel 
that  the  law  should  be  so  construed  or  so  amended  as  to  permit  us  to  meet  this  compe- 
tition by  establishing  rates  to  and  from  Saint  Paul  and  Minneapolis  and  the  cities  of  Mll- 
iraukee  and  Chicago,  which  will  work  an  equality  of  rates  to  and  from  Saint  Paul  and 
kflnneapolls  and  eastern  seaboard  cities  and  foreign  ports  via  Lakes  Superior  and  Michi- 

Kn,  and  that  we  be  permitted  to  do  so  without  prejudice  to  the  rates  established  by  us 
and  from  intermediate  points  between  Saint  Paul  and  Minneapolis  and  Chicago  and 
kfUwaukee,  or  to  the  rates  made  by  us  upon  the  same  commodities  for  similar  distances 
ipon  other  divisions  of  our  systems,  provided  the  same  are  reasonable. 
Very  truly,  yours, 

Henry  C.  Wickbb, 

Traffic  Manager, 

Hon.  T.  M.  CooLET, 

Chairman  Interatate  Commerce  Commtsaion,  Waahington,  D.  C. 
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CHICAGQ  AND  NORTH  WESTERN  RAILWAY  COMPANY, 

Ohicago,  October  12,  1905, 

Deab  Sib:  Acknowledging  receipt  of  your  favor  of  September  11,  with  in- 
closnre,  and  also  the  communication  of  October  9,  relative  to  the  adjustment  of 
rates  and  tariffs  from  and  to  certain  points  where  the  long  and  short  haul  clause 
is  not  observed. 

CJonditions  as  described  in  Mr.  Wicker's  letter  of  1887  have  not  materially 
changed,  with  the  exception  of  that  portion  of  the  letter  which  refers  to  certain 
contracts  entered  into  with  merchants  and  shippers  at  Hancock,  Houghton, 
Negaunee,  and  Ishpeming.  It  has  been  necessary  for  the  carriers  in  order  to 
participate  in  certain  traffic,  and  to  meet  the  competition  of  steamboats  and 
short  lines,  to  establish  rates  from  time  to  time  where  the  strict  observance  of 
the  long  and  short  haul  clause  would  be  a  great  hardship. 

As  per  your  request  I  give  below  a  few  instances  of  this,  nature : 

First.  The  rates  in  effect  from  Niagara  frontier,  New  York.  Buffalo  and  other 
eastern  territory  to  St.  Paul,  Minneapolis,  and  other  points  in  the  Northwest 
as  against  rates  in  effect  via  the  Grand  Trunk,  Canadian  Pacific,  and  Soo  Line  to 
and  from  the  same  territory.  These  rates  from  Atlantic  seaboard  points  to  St 
Paul,  Minneapolis,  and  points  beyond  were  established  by  the  Grand  Trunk 
Railway  and  the  Canadian  Pacific  Railway,  and  if  the  American  lines  partici- 
pating in  this  business  were  compelled  to  make  these  rates  a  maximum  at  all 
intermediate  points  It  would  Involve  the  rates  from  this  territory  to  all  points 
in  Iowa,  Minnesota,  and  Wisconsin. 

Second.  This  company  Is  a  partj'  to  through  rates  from  Chicago  and  east,  and 
west  as  far  as  the  Missouri  River,  to  the  Pacific  coast,  which  are  less  than  the 
rates  to  Intermediate  points,  to  meet  vessel  comi>etltlon  around  the  Cape  from 
New  York,  and  also  water  comi)etltlon  via  south  Atlantic  gulf  ports. 

Third.  On  lumber  from  Ashland,  Duluth,  and  other  Lake  Superior  ports  to 
Chicago  and  other  Lake  Michigan  ports  to  meet  vessel  competition. 

Fourth.  Traffic  between  Chicago  and  Houghton.  Hancock,  Ishpeming,  Negau- 
nee, etc.,  handled  under  the  Official  Classification,  to  meet  the  competition  of  the 
rates  made  by  the  lines  reaching  this  territory  via  Mackinaw  and  via  the  Soo. 

Fifth.  Coal  from  Lake  Michigan  ports  to  certain  territory  In  South  Dakota 
to  put  the  coal  shippers  from  Lake  Michigan  ports  on  a  parity  with  coal  shippers 
from  Lake  Superior  ports,  viz,  Duluth  and  Superior. 

Sixth.  Lumber  from  Southern  points  to  markets  in  Iowa  and  Minnesota.  The 
long  and  short  haul  clause  is  not  observed  in  some  instances  in  equalizing  rates 
via  the  different  gateways  on  the  Missouri  River  and  St.  Louis  and  other  gate- 
ways on  the  Mississippi  River  to  common  territory. 

We  believe  any  legislation  which  would  call  for  a  strict  observance  of  the 
long  and  short  haul  clause  would  not  only  be  a  great  hardship  on  the  carriers, 
but  also  upon  the  shippers,  Inasmuch  as  it  would  prevent  making  an  equality 
of  rates  via  different  gateways  and  thus  curtail  the  business  of  the  carriers 
and  the  shippers  doing  business  over  the  longer  lines  at  the  rates  fixed  by  the 
short  line. 

Respectfully,  yours,  M.  Huohitt.  Jr.. 

Freight  Traffic  Manager. 

Hon.  S.  B.  Elkins, 

C?iahinaii  Senate  Committee  on  Interstate  Commerce, 

Washington,  D.  C. 


CHICAGO.  BURLINGTON  AND  QUINCX  RAILROAD  COMPANY. 

Dbar  Sib:  Answering  your  communication  of  the  20th  ultimo.  requeBtlng  InfommtioB 
as  to  whether  there  are  any  points  upon  this  road  to  or  from  which  interstate  rates  for 
passengers  or  freight  are  made  which  are  greater  than  to  or  from  more  distant  polots  iB 
the  same  direction  over  the  same  line — 

So  far  as  our  passenger  business  is  concerned  there  are  no  rates  of  this  kind. 

On  our  freight  business,  however,  we  are  charging  a  lesser  rate  for  a  longer  diatanoe  on 
two  classes  of  business  * 

(1)  On  Paciflc  coast  business,  it  being  the  understanding  by  the  Padllc  roads  thftt 
they  are  at  liberty  to  do  this  on  account  of  water  competition. 

(2)  On  business  to  sundry  points  on  the  Kansas  City,  Fort  Scott  and  Golf  Ballwtyi 
in  Missouri  and  Kansas,  upon  the  request  of  that  road  and  In  conjunetlon  with  all  othtf 
roads  between  Chicago  and  Kansas  City.  The  reason  for  this  is  that  the  Ksnias  Clt7f 
Fort  Scott  and  Gulf  people  were  desirous  of  meeting  competition  at  points  of  intene^ 
tlon  with  the  Missouri  Pacific  and  Saint  Louis  and  San  Francisco  roads,  hat  fMt  thftt 
they  could  not  do  this  if,  In  order  to  bring  It  about,  they  were  obliged  to  redoes  all  tlMV 
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rmedlate  local  rates.  They  felt  that  this  particular  section  of  country  would  be  des- 
te  of  competition  unless  tney  adopted  this  ruling,  and  upon  their  request  the  11dm 
reen  Chicago  and  Kansas  City  consented  to  become  parties  to  the  lesser  rate  for  the 
;er  distance,  the  Kansas  City,  Fort  Scott  and  Gulf  people  assuming,  practically,  the 
ODslbillty  therefor, 
attach  the  following-named  tariffs,  which  are  all  we  have  that  inyolye  this  question : 

Kansas  City,  Fort  Scott  and  Gulf  Railroad,  division  sheet  No.  10,  Chicago,  Burling- 
and  Quinqr  general  freight  ofBce,  592. 

Kansas  City,  Fort  Scott  and  Gulf  Railroad, 'division  sheet  No.  11. 

Kansas  City,  Fort  Scott  and  Gulf  Railroad,  division  sheet  No.  18. 

Oregon  Railroad  and  Navigation  tariff  No.  242;  Union  Pacific  circular  No.  650; 
them  Pacific  and  Oregon  Railroad  and  Navigation  general  freight  ofllce  Na  248. 

Pacific  coast  tariff  No.  4. 
.  Pacific  coast  tariff  No.  5. 
,  Chicago,  Burlington  and  Qulncy  tariff  No.  6668. 

Chicago,  Burlington  and  Qulncy  tariff  No.  545. 
Yours,  truly,  Hbnbt  B.  Stonb. 

[r.  C.  C.  McCain, 

Auditor  Interstate  Commerce  Oomm4$»ion,  Waahtnffton,  D,  O. 


BURLINGTON  AND  MISSOURI  RIVER  RAILROAD  IN  NEBRASKA.* 

[C,  B.  ft  Q.  R.  R.  Co.,  owner.] 

■AB  Sib  :  In  reply  to  your  circular  letter  of  the  20th  Inst.,  In  regard  to  rates  on  this 
1.  I  attach  hereto  our  freight  tariffs  on  California  business,  showing  the  only  rates  in 
rt  which  vary  in  the  least  respect  from  the  fourth  clause  of  the  Interstate  bill.  Call- 
ila  business  Is  the  only  business  done  by  this  company,  directly  or  indirectly,  whwo 
through-freight  rates  are  lower  for  the  long  than  for  the  short  hauls. 
re  have  no  passenger  rates  In  effect  such  as  described  in  your  circular. 
Tours,  truly, 

G.    W.    HOLOBBOB, 

General  Manager. 
.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission,  WasfUnffton,  D.  O, 


BURLINGTON  AND  NORTHWESTERN  RAILWAY  COMPANY.* 

BAB  Sib:  Your  circular  letter  to  Mr.  T.  W.  Barbydt,  president,  has  been  handed  to 
Replying  thereto,  would  say :  There  are  no  points  upon  the  line  of  this  railway,  or 
other  railway  operated  by  tots  company,  under  lease  or  otherwise,  to  or  fcom  which 
rstate  rates  for  passengers  or  freight  are  made  by  this  road,  or  in  any  connection 
1  other  roads,  which  are  greater  than  the  rates  to  or  from  more  distant  points  in  the 
e  direction  over  the  same  line. 

:  may  be  in  order  to  state  here  that  In  maintaining  this  long  and  short  haul  provision 
he  interstate  law  this  company  has  been  obliged  to  surrender  a  considerable  passen- 
business  to  western  points  outside  the  State  of  Iowa,  while  its  patrons  have  either 
I  obliged  to  pay  increased  fares  or  suffer  inconvenience  from  poor  connections,  trans- 
etc.,  incident  to  the  shorter  line. 

Yours,  very  truly,  John  T.  Gbbbt. 

8upt.  and  G.  F.  and  P.  A, 
[r.  C.  C.  McCain, 

Auditor  Interstate  Commerce  Commissio/i,  Washington,  D.  C. 


CHICAGO,  BURLINGTON  AND  QUINCY  RAILWAY  COMPANY, 

Chicago,  III.,  October  20, 1905. 
Q.  S.  B.  Elkins. 

Iy  Deab  Sib:  Answering  your  letter  without  date,  relating  to  the  applica- 
1  of  certain  rates  covered  by  letter  written  some  years  ago  by  Mr.  H.  B. 
ne,  who  at  that  time  was  general  manager  of  this  company : 
can  only  reply  to  your  letter  in  a  general  way,  because  there  are  so  many 
es  Involved  and  so  many  changes  have  occurred  since  then  that  to  treat 
h  specifically  would  at  this  late  day  be  a  very  diflScuIt  matter. 
lowever,  the  situation  regarding  the  rates  to  and  from  Pacific  coast  terml- 
8  is  practically  the  same  to-day  as  it  was  at  the  time  mentioned  by  Mr. 
ne — ^tbat  Is  to  say,  those  rates  are  still  made  to  meet  water  competition. 
I  for  that  reason  are  not  applied  to  the  Intermediate  territory. 
L8  to  the  application  of  rates  to  points  on  the  Kansas  City,  Fort  Scott  and 
If  Railroad,  also  referred  to  in  Mr.  Stone's  letter,  I  would  say  that  several 
IM  ago  this  property  was  acquired  by  the  St  Louis  and  San  Francisco  Rail- 


Thls  property  is  now  controlled  by  the  Chicago,  Burlington  and  Qulncy.    See 
ponse  of  that  company  to  the  present  inquiry. 
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way  CJompany,  and  from  its  trafBc  oflScers  I  am  sure  you  will  be  able  to  secure 
full  Information  as  to  tbe  general  application  of  tboae  rates,  both  as  to  tbe 
past  and  present  We  do  not,  bowever,  publish  the  Joint  rates  to  those  pointB 
now,  and  we  are  not  fully  informed  to  what  extent,  If  at  all,  the  long  and  short 
haul  clause  Is  not  observed  to  points  on  that  line. 

I  will  send  you  this  evening,  under  separate  cover,  copies  of  the  taiiflb 
showing  the  present  rates  between  the  East  and  California  terminals,  and 
copies  of  the  tarlfTs  showing  the  rates  now  in  force  from  Chicago  and  St  Louis 
to  points  on  the  old  Kansas  City,  Fort  Scott  and  Gulf  Railway,  which,  as 
stated  above,  is  now  a  part  of  the  St  Louis  and  San  Francisco  SystenL 

Aside  from  the  two  cases  cited  In  Mr.  Stone's  letter,  there  are  quite  a  few 
Instances  where  a  rate  is  made  to  meet  water  competition  or  to  meet  those  of 
the  direct  routes,  which  is  not  applied  to  intermediate  points. 

For  instance,  our  rates  from  Chicago  to  Sioux  City  In  connection  with  the 
Wilmar  and  Sioux  Falls  Railway  are  not  applied  to  intermediate  points, 
because,  being  the  long  line,  we  simply  meet  the  established  rates  of  the  shorter 
and  more  direct  routes. 

There  are  lalce  and  rail  rates  in  force  from  New  Yoric  and  BufTalo  to  St 
Paul,  Minneapolis,  Winona,  Minn.,  and  La  Crosse,  Wis.,  which  are  not  applied 
to  intermediate  territory,  because  they  are  necessary  against  those  made  by 
water  lines  in  connection  with  certain  rail  lines  from  the  difTerent  lake  ports. 

There  are  also  rates  in  force  on  sugar  from  Colorado  manufacturing  points 
to  Missorui  River  points  which  are  less  than  the  rates  to  points  in  Kansas  and 
Nebraslia  west  thereof.  This  adjustment,  however,  is  created  by  the  adjust- 
ment of  rates  from  California,  New  York,  and  New  Orleans  to  Missouri  River 
and  the  territory  west,  and  is  indirectly  the  result  of  water  competition. 

To  Montana  common  points  the  rates  from  Chicago,  Mississippi,  and  Missouri 
River  points  are  not  applied  to  intermediate  points  by  the  lines  reaching  Mon- 
tana through  Colorado,  Utah  and  Idaho.  The  reason  for  this  is  that  the  long 
lines  undertake  by  this  route  to  meet  the  rates  of  the  more  direct  routes  oper- 
ating through  St.  Paul.  Minn. 

The  rates  from  the  East  to  Utah  common  points  are  not  applied  to  interme- 
diate points  because  those  rates  bear  some  relation  to  the  rates  from  the  Bast 
to  California  and  from  California  to  Utah  and  to  the  rates  from  Eastern  points 
to  Montana  common  points. 

There  are  also  rates  in  force  from  the  East  to  Galveston  and  Houston,  Tei., 
which  are  not  applied  to  intermediate  points,  because  those  rates  are  necessary 
against  the  rates  made  by  the  l)oat  lines  operating  direct  from  Atlantic  sea- 
board points  to  Galveston. 

From  the  East  and  from  Chicago  to  Duluth,  Minn.,  the  rates  are  not  made 
the  maximum  at  Intermediate  points,  because  In  this,  like  some  of  the  oth«* 
cases  mentioned,  water  competition  requires  lower  rates  than  are  necessary  at 
the  interior  or  intermediate  points. 

To  El  Paso,  Eagle  Pass,  and  Laredo,  Tex.,  the  rates  from  the  East  are  less 
than  to  intermediate  territory  on  the  direct  line.  These  three  points  are  the 
gateways  to  the  Republic  of  Mexico,  and  the  rates  to  those  points  are  necessary 
to  enable  our  jobbers,  manufacturers,  merchants,  and  our  railroads  to  compete 
successfully  for  the  Mexican  trade  against  the  rates  made  by  steamers  direct 
from  New  York  and  from  European  ports  by  vessels  sailing  direct  to  the  ports 
of  Tampico  and  Veracruz,  Mexico. 

The  rates  to  New  Orleans  are  not  applied  to  intermediate  points.  They  are 
likewise  the  result  of  water  competition,  and  are  necessary  against  rates  made 
by  the  boats  operating  direct  between  New  Orleans  and  Atlantic  seaboard 
points. 

The  rates  made  by  the  direct  routes  from  New  York  to  East  St.  Louis  are 
not  applied  to  intermediate  points  by  the  lines  operating  through  Chicago,  this 
l)eing  another  case  where  the  long  lines  undertake  to  meet  the  rates  of  the 
shorter  and  more  direct  routes. 

There  are  lil?ely  other  cases  where  rates  are  not  applied  to  intermediate 
points,  but  these  are  the  only  ones  that  occur  to  me  just  now.  However,  in 
every  case  I  believe  they  are  justified  either  by  water  competition,  competition 
l)eween  markets,  or  instances  where  it  is  necessary  for  the  long  line  to  meet  the 
rates  of  the  shorter  and  more  direct  routes. 

Yours,  truly  Georob  H.  Cbosbt. 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Washington,  D,  C. 
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MILWAUKEE  AND  NORTHERN  RAILROAD  COMPANY.* 

Dear  Sib:  Your  circular  letter  of  October  20,  addressed  to  J.  C.  Spencer,  our  vice- 
resident,  has  been  referred  to  me  for  reply. 

I  desire  to  call  your  attention  to  copies  of  correspondence  which  passed  between  Chair- 
lan  Cooley  and  myself  In  April  last  regarding  the  point  in  question. 

There  is  no  point  on  our  line,  excepting  at  Beaver,  Ellis  Junction,  and  Porterfleld, 


'here  we  charge  more  for  a  shorter  than  for  a  longer  haul. 
We,  aa  stated  In  our  communication  of  April  6,  oelieve  we  are  justified  in  doing 
f  reason  of  tiie  fact  that  all  of  these  stations  are  north  of  Menominee  and  would  have 


o  claim  for  equal  rate  were  it  not  for  the  fact  that  our  line,i  as  constructed,  reaches 
[enominee  in  a  roundabout  manner,  which  line  was  constructed  prior  to  the  passage  of 
tie  Interstate  bill. 

Inclosed  herewith  are  copies  of  our  tariffs,  showing  the  relative  rates  to  Beaver,  Elite 
onctlon,  Porterfleld,  and  Marinette  and  Menominee. 

Yours,  truly,  J.  C.  Forbstbb, 

General  Freight  Agent, 

C.  C.  McCaix,  Esq., 

Auditor  Interstate  Commerce  Oommtaiion,  Washington,  D.  0. 


Milwaukee  and  Nobthern  Railroad  Company, 

Gbnebal  Freight  Department, 

Milwaukee,  April  6,  1897. 

Obntlembn  :  I  hand  you  herewith  a  map  of  the  State  of  Wisconsin,  showing  the  line 
t  this  road,  and  beg  leave  to  ask  your  consideration- of  the  following  statement  of  facts: 

At  Marinette,  Wis.,  and  Menominee,  Mich.,  there  is  a  very  large  quantity  of  lumber 
lanufactured,  which,  owing  to  the  location  of  these  points  on  the  shores  of  Lake  Michl- 
an,  has  uniformly  been  transported  to  Chicago  and  Milwaukee  by  water,  either  for  local 
»nsumptlon  or  for  reshipment  west,  and  to  secure  a  share  of  this  and  other  business 
'e  have  for  the  past  two  years  adopted  the  policy  of  making  a  lower  rate  between  Mari- 
ette  and  Menominee  and  Chicago  and  Milwaukee  than  we  make  between  points  south  of 
[srinette  to  and  including  Coleman  and  Chicago  and  Milwaukee. 

We  have  construed  section  4  of  the  Interstate-commerce  act,  which  inferentlally  per- 
lits  a  less  charge  for  a« longer  than  for  a  shorter  haul  where  the  circumstances  and  con- 
Itlons  are  not  similar,  as  giving  us  authority  to  make  a  less  charge  Chicago  or  Mil- 
'Eokee  to  Marinette  and  Menominee  than  to  Ellis  Junction,  as  we  maintain  that  by 
Mson  of  Marinette  and  Menominee  having  direct  water  communications  with  Milwaukee 
nd  Chicago,  the  circumstances  and  conditions  are  not  similar  to  those  at  Ellis  June- 
Ion,  which  does  not  enjoy  these  natural  advantages  and  would  have  nothing  on  which 
y  base  a  claim  for  an  equal  rate  were  it  not  tor  the  fact  that  this  line,  as  constructed, 
eaches  Marinette  and  Menominee  In  a  somewhat  roundabout  way. 

Acting  on  the  above  construction  of  section  4.  we  are  preparing  tariffs,  which,  in  some 
istsnces,  show  a  lower  rate  to  and  from  Marinette  and  Menominee  than  to  points  south ; 
nd  as  we  desire  to  conform  strictly  to  the  provisions  of  the  law  we  would  ask  If  our 
Nistructlon  of  section  4  will  be  approved  by  you.  We  desire  to  shape  our  action  In  con- 
)rmit7  with  the  provisions  of  the  law,  and,  if  we  err,  to  take  an  appeal  as  soon  as  posl- 
le  and  prepare  our  arguments  for  authority  to  charge  less  for  a  longer  than  for  a  shorter 
anl  in  the  instance  cited. 

Requesting  an  early  reply,  I  am,  very  respectfully,  yours, 

J.  C.  Forester, 
General  Freight  Agent. 

The  Interstate  Commerce  Commibbionbrs, 

WasJikigton,  D.  0. 


The  Interstate  Commerce  Commission. 

Washington,  D.  C,  April  23,  JffS7. 
Dbab  Sir:  Yours  of  the  5th  instant  has  been  laid  before  the  Commission,  but  doos  not 
wm  to  call  at  present  for  any  action  at  its  hands. 

Very  respectfully,  yours,  T.  M.  Coolby, 

Chnirtnan. 
J.  C.   B'ORBSTBR,  Esq., 

General  Freight  Agent  Milwaukee  and  Sorthem  Railroad  Co. 


CHICAGO,  MILWAUKEE  AND  ST.  PAUL  RAILWAY  COMPANY. 

Chicago,  September  26,  1905. 
Dkab  Sib:  Supplementing  my  letter  In  answer  to  your  favor  of  the  9th,  I 
nolose  herewith  a  statement  showing  the  lumber  rates  on  the  Superior  division 

«This  property  is  now  controlled  by  the  Chicago,  Milwaukee  and  St  Paul. 
«e  response  of  that  company  to  the  present  inquiry. 
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Of  tbe  Chicago,  Milwaukee  and  St  Paul  Railway  (formerly  the  Milwaukee 
and  Northern  Railroad)  from  June  10,  1890,  down  to  the  present  time.  The 
Milwaukee  and  Northern  Railroad  was  purchased  by  this  railroad  subsequent 
to  1800,  and  in  the  preservation  of  the  records  we  have  nothing  that  dates 
prior  to  that  year  on  the  Milwaukee  and  Northern  road. 

You  will  note  from  the  attached  statement  that  in  the  year  1800  the  rates 
from  Porterfleld,  Beaver,  and  Ellis  Junction  to  Chicago  and  Milwaukee  were 
no  higher  than  the  rates  from  Marinette  and  Menominee.  While  our  records 
do  not  indicate  clearly  the  reason  for  the  change  from  the  application  of  a 
lower  rate  from  Marinette  and  Menominee  than  from  the  intermediate  points 
referred  to  in  Mr.  Forrester's  communication,  the  change  was  made  because 
of  the  effect  the  application  of  the  low  rate  from  Marinette  and  Menominee, 
to  meet  water  competition,  had  upon  rates  to  Chicago  and  Milwaukee  from 
interior  lumber-producing  points. 

The  Marinette-Menominee  rate  continued  to  be  the  maximum  until  August  5, 
1806.  At  that  time  water  competition,  by  reason  of  the  establishment  of  car- 
ferry  lines  running  from  Marinette,  Menominee,  etc.,  to  Chicago,  made  it  nec- 
essary for  us,  in  order  to  secure  any  share  of  the  business  moving  between 
the  points  named,  to  recognize  the  conditions,  and  the  rate  of  7  cents  was 
established  from  Marinette  and  Menominee  to  Chicago  and  Milwaukee,  ignor- 
ing the  long  and  short  haul  clause  of  the  interstate-commerce  .law. 

From  1896  to  the  present  time  the  rates  have  varied  somewhat,  as  the 
statement  indicates,  tbe  present  rate  being  8^  cents  per  hundred  pounds.  At 
the  present  time  the  Marinette-Menominee  rate  is  applied  as  :i  maximum  to 
Chicago  and  Milwaukee  from  Porterfleld,  Beaver,  and  Ellis  Junction  by  reason 
of  competing  lines  carrying  the  Marinette-Menominee  rate  at  intermediate 
points  adjacent  to  our  Sui)erlor  division  from  Ellis  Junction  south. 

In  answer  to  your  last  inquiry,  in  regard  to  instances  of  greater  charges  for 
intermediate  than  for  longer  hauls,  the  following  is  an«  illustration  of  where 
this  condition  exists,  viz :  The  rates  from  Eau  Claire  and  Chippewa  Falls,  via 
the  Chicago,  Milwaukee  and  St  Paul  Railway,  to  Columbus,  Oconomowoc, 
Hartland,  Pewaukee,  and  Watertown,  Wis.,  are  higher  than  the  rates  from 
Eau  Claire  and  Chippewa  Falls  to  Chicago.  The  reason  for  this  Is  that  the 
rates  from  Eau  Claire  and  Chippewa  Falls  (large  lumber-producing  points)  to 
Chicago  are  influenced  by  the  rates  in  effect  from  Lake  Superior  ports  (Dnlatb, 
Superior,  and  Ashland),  which  are  based  on  water  transportation  via  Lake 
Superior  and  Lake  Michigan. 

Another  illustration  of  charging  a  higher  rate  to  intermediate  points  than 
for  the  longer  haul  is  where  we  meet,  via  Lake  Michigan  ports,  the  competi- 
tion, via  Lake  Superior  ports  (Duluth  and  Superior),  on  shipments  originating 
in  trunk-line  territory  and*  destined  to  St.  Paul-Minneapolis.  In  this  instance, 
under  the  application  of  the  long  and  short  haul  clause,  the  rates  to  St  Paul- 
Minneapolis  would  be  the  maximum  as  far  west  as  Albert  Lea,  Minn.,  by 
reason  of  certain  lines  running  from  Chicago  to  St.  Paul-Minneapolis  through 
Albert  Lea ;  and  the  same  conditions  would  apply  at  Austin.  Faribault,  Nortb- 
field,  etc,  on  the  lines  of  the  Chicago,  Milwaukee  and  St.  Paul  Railway  cpobs- 
ing  the  Mississippi  River  at  North  McGregor  and  terminating  at  St  Paul- 
Minneapolis.  The  published  rates,  however,  to  St  Paul-Minneapolis  are  lower, 
by  reason  of  the  water  competition  via  Lake  Superior,  than  the  rates  applied 
to  the  intermediate  points  referred  to  above  on  shipments  forwarded  via  Bfll- 
waukee  and  Chicago. 

I  have  given  you  two  instances  which  I  presume  will  answer  your  purpose  as 
well  as  if  I  had  given  you  a  greater  number.  I  am  quite  certain  that  a  care- 
ful investigation  would  disclose  a  number  of  instances  where  the  long  and 
short  haul  is  ignored,  not  on  account  of  water  competition,  but  simply  a  ques- 
tion of  the  long  line  meeting  the  rates  established  by  the  short  line  between 
two  given  points.  If  there  is  any  further  information  that  I  can  give  you,  or 
if  I  have  not  fully  covered  the  information  desired  in  your  letter  of  the  9th,  I 
shall  be  very  willing  and  much  pleased  to  have  you  make  a  further  call  on  me 
for  such  additional  information  as  you  may  require. 

Yours,  truly,  J.  H.  Hiland, 

Third  Vice-President 

Hon.  Stephen  B.  Elkins. 

Chairman  Committee  on  Interstate  Commerce, 

Washington,  D.  C. 
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The  statement  referred  to  in  the  foregoing  is  as  follows : 

Lumber,  carloads. 


From- 


To- 


Date 
effective.     ;  Beaver, 
I     Wis. 


ISiSk^wte:::::::::::::::::::::::::::::lWneio,i9oo 
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Iwaukee.  Wis \^^«'  ^^^^ 

f^SkiJ:wte:::::::::::::::::::::::::::::i}Mar.  7,1900 

iS5Ski^wte:::::::::::::::::::::::::::::;[j^y  ^.i^i 
iSiSkSJwte":::::::::::::":::::::;::::  [Sept.  22, 1902 


iSlfnkie,wte:*:::::::::::::::::::::::::::]pre8en^ 


BURLINGTON.  CKDAR  RAPIDS  AND  NORTHERN  RAILWAY  COMPANY.- 

Omam  Sib  :  Id  reply  to  your  circular  of  the  20th,  would  say  our  lines  run  In  the  States 
Iowa   and  Minnesota  and  Territory  of  Dakota,  and  our  local   tariffs  are  therefore 
nterstate"  and  made  strictly  In  accord  with  the  law. 

rhis  has  been  a  very  serious  loss  to  us ;  in  having  to  withdraw  from  competition  husl- 
m  which  we  have  heretofore  participated  in,  and  debarred  from  uniting  in  competition 
oor  own  line,  except  by  general  reductions,  have  resulted  in  such  losses  that  if  contin- 
1  (and  1  see  no  help  unless  the  law  is  modified)  will  result  in  bankruptcy,  not  only  for 
is  road,  but  many  others  in  the  West. 

Yours,  truly,  C.  J.  Ivus, 

President. 
C.  C.  McCain.  Esq., 

Auditor  Railway  Commissioners,  Washington,  D.  C. 


THE  CHICAGO,  ROCK  ISLAND  AND  PACIFIC  RAILWAY  COMPANY. 

Chicago,  September  22,  1905, 
Dbab  Sib:  Acknowledging  receipt  of  your  communication,  inclosing  copy  of 
:ter  written  by  Mr.  C.  J.  Ives,  president  of  the  Burlington,  Cedar  Rapids  and 
irthern  Railway,  to  Mr.  C.  C.  McCain,  auditor.  Interstate  Commerce  Commis- 
»ii.  The  conditions  described  by  Mr.  Ives  have,  since  his  letter  was  written, 
esumably  in  the  fall  of  1887,  materially  changed.  At  that  time  the  territory 
Lversed  by  the  Burlington,  Cedar  Rapids  and  Northern  Railway,  as  compared 
tb  now,  was  in  the  infancy  of  its  development.  Since  that  time  there  has 
en  a  large  and  steady  immigration  to  northern  Iowa,  Minnesota,  and  South 
Lkota,  and  the  country,  therefore,  has  become  much  more  densely  settled.  New 
160  have  been  built  into  that  territory  and  old  lines  extended,  new  industrieci 
▼e  sprung  up  at  various  points,  and  the  character  of  the  traffic,  due  to  these 
tnral  causes,  has  materially  changed. 

[  regret  to  say  that  because  of  the  records  of  the  Burlington,  Cedar  Rapids 
d  Northern  Railway,  i)rior  to  the  merger  of  that  company  with  the  Chicago, 
hUl  Island  and  Pacific  Railway  on  June  1,  1902,  having  been  destroyed,  I  am 
tbout  the  data  necessary  to  inform  you  as  fully  as  you  request  in  regard  to  the 
ange  in  conditions  which  has  gradually  taken  place.  Neither,  on  account  of 
e  tariff  files  having  been  destroyed,  am  I  in  position  to  furnish  you  with  the 
tes  of  the  Burlington,  Cedar  Rapids  and  Northern  Railway  prior  to  June  1, 
02.     I  infer  from  President  Ives's  communication  that  at  the  time  it  was 


•  This  property  is  now  controlled  by  the  Chicago,  Rock  Island  and  Pacific. 
*e  response  of  that  company  to  the  present  inquiry. 
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written  the  tariffs  of  the  Burlington,  C^dar  Rapids  and  Northern  Railway  con- 
formed strictly  with  the  requirements  of  the  statutes,  anil  because  of  the  strict 
observance  of  the  long  and  short  haul  principle,  that  company  was  debarred 
from  participation  In  some  of  the  traffic  l>etween  principal  terminal  points  or 
commercial  centers,  or  had  withdrawn  from  participation  In  such  traffic  be- 
cause of  the  effect  by  reduction  In  rates  on  Intermediate  point  traffic  that  would 
have  obtained  by  application  of  terminal  point  rates  as  maximum  Intermediately. 

At  the  present  time  the  fourth  section  of  the  Interstate  commerce  law  Is 
not  in  all  cases  observed,  same  being  disregarded  because  of  decisions  by  tbe 
Supreme  Court  of  the  United  States,  where  It  has  been  held  that  the  meeting  of 
short  line  rates  between  competitive  common  points  Is  permitted  without  af- 
fecting rates  between  Intermediate  points  because  of  dissimilar  conditions.  Aa 
typical  cases  of  this  character  would  say  that  the  rate  on  lumber  between  St. 
Paul-Minneapolis  and  Chicago  Is  lower  than  the  rate  applying  between  di- 
rectly Intermediate  points,  as  Is  also  the  case  on  various  other  commodities,  such 
as  scrap  Iron,  cement,  gi'aln,  and  grain  products. 

On  sti'ictly  Interstate  traffic  between  points  In  the  three  States  which  tbe 
Burlington*  Cedar  Itapids  and  Northern  Railway  traverses,  namely,  Iowa,  Min- 
nesota, and  South  Dakota,  the  rates  are  as  provided  In  Chicago,  Rock  Island  aud 
Pacific  tariffs,  GFD  9314,  GFD  0315,  GFD  3181-B,  GFD  10428-A,  copy  of  each 
inclosed  herewith.  The  rates  shown  therein  govern  on  all  Interstate  traffic  be- 
tween points  In  the  States  mentioned,  except  where  lower  rates  can  be  ob- 
tained by  application  of  rates  between  terminal  points,  such  as  Kansas  City,  St 
Paul,  Minneapolis.  Chicago,  St.  Louis,  and  other  Mississippi  River  points,  when 
In  such  cases  the  latter  rates  are  applied. 

I  also  bes:  to  Inclose  copies  of  Chicago,  Rock  Island  and  Pacific  tariflFs,  GFD 
302-G,  GFD  15500,  GFD  1279S-P,  GFD  1144G-B,  GFD  3688-G,  GFD  10426-a 
GFD  18425.  GFD  1«335,  GFD  9999-B,  GFD  16956,  GFD  11659-A,  GFD  10425-A, 
providing  rates  between  the  terminal  points  mentioned,  which,  as  before  stated, 
govern  as  maximum  intermediately,  except  where  not  otherwise  specifically 
provided. 

Where  the  fourth  section  of  the  law  is  not  observed  it  is  because  of  competi- 
tive conditions  made  by  foreign  aud  water  routes  or  other  railways  having 
shorter  lines  than  ours,  and  thereby  fixing  rates  which  we  must  meet  in  order  to 
place  shippers  and  Industries  located  along  our  line  on  an  equality  with  their 
competitors  In  the  same  line  of  business  located  on  competing  lines  who  ship 
between  the  same  points. 

I  hope  that  this  Information  may  serve  the  purpose  of  your  inquiry.  If  not, 
I  shall  be  glad  to  give  you  such  additional  Information  or  explanations  as  we 
may  be  in  position  to  supply. 

Yours,  very  truly,  W.  B.  Biddlb, 

Third  Vice-President. 

Hon.  S.  B.  Elk  INS, 

Chairman,  Ititerstate  Commerce  Committee, 

United  States  Senate,  Washington,  D.  C 


CHICAGO.  ST.  PAUL,  MINNEAPOLIS  AND  OMAHA  RAILWAY  COMPANY. 

I  have  received  the  circular  from  yoar  department  of  statistics  of  date  October  20. 
1887. 

You  ask :  *'Are  there  any  points  upon  the  railroad  of  TOur  company,  or  upon  any  rail- 
road operated  by  your  company,  under  lease  or  otherwise,  to  or  from  which  Interstate 
rates  for  passengers  or  frelj^nt  are  made  by  your  road  alone,  or  in  combination  with  other 
roads,  which  are  greater  than  the  rates  to  or  from  more  distant  points  in  the  same  dire^ 
tlon  over  tbe  same  line?"  "  If  yes.  please  state  what  points  are  so  treated.  Also  state 
the  rates  made  to  or  from  such  points,  respectively,  showing  the  higher  and  the  lower 
rates  charged." 

In  reply  I  have  to  say :  This  company  does  a  through  business  between  the  Paclfl^ 
coast  and  Chicago  and  points  east,  by  means  of  its  connections  with  the  Northern  PacUc 
and  the  Canadian  Pacific  Railroad  companies.  This  company  unites  with  thoA  com- 
panies in  the  tnaktng  ot  a  through  rate,  and  on  such  business  this  company  accepts  a  pro- 
portion of  the  through  rate ;  and  that  its  proportion  so  accepted  Is  less  than  the  rates  It 
charges  between  Saint  Paul  and  Minneapolis  and  Chicago  and  points  east  of  Chicago  OQ 
like  commodities. 

With  this  exception  there  are  no  points  on  the  lines  operated  by  this  company  to  or 
from  which  interstate  rates  are  rande  by  It,  or  in  connection  with  others,  that  are  greater 
than  the  rates  to  or  from  more  distant  points  in  the  same  direction  o^er  the  same  line. 

I  thInIP  it  proper  to  add  thnt  this  should  not  be  considered  the  settled  policy  of  tlie 
company.  They  nave  thought  It  prudent.  In  advance  of  an  authoritative  InterpretatloD  of 
the  fourth  section,  to  submit  to  a  loss  upon  a  portion  of  Its  business,  rather  than  tneor 
penalties  the  amount  of  which  could  not  be  foreseen. 
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I  desire  to  submit  that  this  Is  un  alternative  to  which.  In  pursuing  a  legitimate  bus!- 
Mflft,  this  company  ought  not  to  be  exposed :  that  the  law  should  be  so  construed  or  so 
imended  as  to  permit  common  carriers  while  doing  noncorapetltive  business  at  reason- 
ible  rates  to  engage  In  competitive  business  whenever  they  can  do  so  at  any  profit,  how- 
»Ter  small. 

Respectfully,  E.  L.  Wixtkr, 

General  Manager. 

The  IltTSBSTATB   COMMEBCB  COMMISSION, 

Washington,  D.  C. 


CHICAGO,    ST.    PAUL,    MINNEAPOLIS   AND   OMAHA   RAILWAY   COMPANY. 

St.  Paul,  Minn.,  September  26,  1905, 

Dear  Sib:  Your  letter  under  date  of  September  11  to  Mr.  H.  M.  Pearce, 
[general  freight  agent  of  this  company,  has  been  referred  to  mo. 

After  carefully  reading  the  letter  of  Mr.  E.  AN*.  Winter,  formerly  general 
manager  of  this  company,  addressed  to  the  Interstate  Commerce  Conunlsslon 
In  1887,  I  beg  to  state  that  the  Pacific  coast  traffic  therein  specially  referred  to 
Is  now,  as  then,  handled  on  through  tariffs,  the  proportions  of  which  yield  less 
than  local  rates  from  Minnesota  transfer,  St  Paul,  or  Minneapolis  to  destina- 
tions on  or  beyond  the  line  of  this  company.  This,  however,  is  a  condition 
general  to  the  adjustment  of  all  joint  rates.  The  original  inquirj-,  as  1  inter- 
pret it,  was  directed  to  the  rate  itself  and  not  to  the  divisions  thereof;  and 
10  far  as  participation  of  this  company  is  concerned,  the  through  rates  to  or 
from  Pacific  coast  points,  from  or  to  destinations  on  or  beyond  our  line,  main- 
tain as  maximum  rates  to  points  Intermediate  therewith.  The  rates  upon 
Pacific  coast  traffic  are  published  by  the  transcontinental  freight  bureau,  and 
since  1887  the  changes  therein  have  been  numerous,  and  the  records  of  this 
oompany  will  not  enable  us  to  intelligently  answer  your  inquiry  of  the  details 
thereof.  As  to  tyj)ical  instances  of  greater  charges  for  shorter  than  for  longer 
banls,  and  reasons  therefor,  I  refer  to  the  tariffs  of  this  company,  with  which 
we  are  entirely  familiar. 

Since  1887  various  and  controlling  conditions  of  competition  have  asserted 
themselves,  compelling  this  company,  in  protection  to  its  traffic,  to,  in  several 
cases,  establish  lower  rates  for  longer  than  for  shorter  hauls  over  the  same  line 
and  in  the  same  direction.  These  rates  principally  apply  to  the  carriage  of 
property  in  competition  with  all-water  routes.  There  are  exceptions  thereto, 
wherein  such  rates  are  made  to  meet  shorter  routes  of  other  lines  between  the 
same  points,  or  where  Interstate  rates  are  necessary  to  meet  the  rates  of  a  com- 
petitor whose  line  is  entirely  within  one  State. 

In  addKion  to  the  above,  this  company  has  some  proportional  tariffs  applying 
upon  traffic  originating  beyond  the  line  of  this  company  to  destinations  on  or 
b^ond,  which  rates  are  not  applicable  to  similar  traffic  originating  at  interme- 
diate points  and  forwarded  to  same  destination.  The  aggregate  rates,  however, 
from  original  point  of  shipment  to  destinations  are  intended  to  apply  as  maxi- 
mum from  intermediate  points.  I  have  grouped  the  reffered-to  tariffs  in  a 
statement  which  is  attached  hereto. 

I  should  like  to  take  this  opportunity  to  further  state  that  I  fully  share  the 
opinion  expressed  by  Mr.  Winter  in  his  communication  herein  referred  to,  to 
the  effect  that  common  carriers  should  be  given  the  right  to  engage  in  competi- 
tiye  traffic  when  they  can  do  so  with  profit,  without  Interference  with  non- 
competitive rates  which  are  reasonable  in  themselves. 

Trusting  the  information  herein  submitted  fully  answers  your  inquiry,  I  am, 
Yours,  very  respectfully, 

James  T.  Glabk. 

Hon.  S.  B.  Blkinb, 

Ohainnan  Committee  on  Interstate  Commerce, 

Senate  of  the  United  States,  Washington,  D.  C. 


(The  statement  referred  to  in  the  foregoing  is  as  follows :) 

bates  to   meet  ALL-WAl'EB  COMPETITION. 

L  C  G.  2661,  rates  on  lumber.  This  tariff  applies  rate  from  Lake  Superior 
ports  to  Lake  Michigan  ports  of  10  cents  per  100  pounds,  wtilch  rate  does  not 
apply  to  or  from  Intermediate  points.    It  also  covers  intermediate  prodadnc 
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written  the  tariffs  of  the  Burlington,  Cedar  Rapids  and  Northern  Railway  con- 
formed strictly  with  the  requirements  of  the  statutes,  and  because  of  the  strict 
observance  of  the  long  and  short  haul  principle,  that  company  was  debarred 
from  participation  in  some  of  the  traffic  between  principal  terminal  points  or 
commercial  centers,  or  had  withdrawn  from  participation  in  such  traffic  be- 
cause of  the  effect  by  reduction  in  rates  on  intermediate  point  traffic  that  would 
have  obtained  by  application  of  terminal  point  rates  as  maximum  intermediately. 

At  the  present  time  the  fourth  section  of  the  interstate  commerce  law  is 
not  in  all  cases  observed,  same  being  disregarded  because  of  decisions  by  the 
Supreme  Court  of  the  Unite<l  States,  where  it  has  been  held  that  the  meeting  of 
short  line  rates  bct\\'eeu  couii)otitive  common  points  is  i^ermitted  without  af- 
fecting rates  between  Intermediate  points  because  of  dissimilar  conditions.  As 
typical  cases  of  this  chr.racter  would  say  that  the  rate  on  lumber  between  St. 
Paul-Mlnneaix)lis  and  Cliicago  is  lower  than  the  rate  applying  between  di- 
rectly intermediate  points,  as  is  also  the  case  on  various  other  commodities,  such 
as  scrap  iron,  cement,  gi*ain,  and  grain  products. 

On  strictly  interstate  traffic  between  points  in  the  three  States  which  the 
Burlington,*  Cedar  Rapids  and  Northern  Railway  traverses,  namely,  Iowa,  Min- 
nesota, and  South  Daltota.  the  rates  are  as  provided  in  Chicago,  Rock  Island  aud 
Pacific  tariffs,  GFD  9314,  GFD  1>315.  GFD  3181-B,  GFD  10428-A,  copy  of  each 
Inclosed  herewith.  The  rates  shown  therein  govern  on  all  interstate  traffic  be- 
tween points  in  tlie  States  mentioned,  except  wliere  lower  rates  can  be  ob- 
tained by  application  of  rates  between  terminal  points,  such  as  Kansas  City.  St 
Paul,  Minneapolis.  Chicago,  St.  Louis,  and  other  Mississippi  River  points,  when 
in  such  cases  the  iatter  rates  are  applied. 

I  also  beg  to  inclose  c(»pies  of  Chicago,  Rocl£  Island  and  Pacific  tariffs,  GFD 
302-G.  GFD  15500,  GFD  12798-P,  GFD  1144(>-B,  GFD  3688-G,  GFD  10426-€, 
GFD  18425,  GFD  16335,  GFD  9099-B,  GFD  16956,  GFD  11659-A,  GFD  10425-A, 
providing  rates  between  the  terminal  points  mentioned,  which,  as  before  stated, 
govern  as  maximum  intermediately,  except  where  not  otherwise  specifically 
provided. 

Where  the  fourth  section  of  the  law  Is  not  observed  It  is  because  of  competi- 
tive conditions  made  by  foreign  and  water  routes  or  other  railways  having 
shorter  lines  than  ours,  and  thereby  fixing  rates  which  we  must  meet  in  order  to 
place  shippers  and  industries  located  along  our  line  on  an  equality  with  tbelr 
competitors  in  the  same  line  of  business  located  on  competing  lines  who  ship 
between  the  same  points. 

I  hope  that  this  information  may  serve  the  purpose  of  your  inquiry.  If  not, 
I  shall  be  glad  to  give  you  such  additional  information  or  explanations  as  we 
may  be  in  position  to  supply. 

Yours,  very  truly,  W.  B.  Biddlb, 

Third  Vice-President 

Hon.  S.  B.  Elkins, 

Chairman,  Interstate  Commerce  Committee, 

United  States  Senate,  Washington,  D.  C. 


CHICAGO.  ST.  PAUL,  MINNEAPOLIS  AND  OMAHA  RAILWAY  COMPANY. 

I  have  received  the  circular  from  your  department  of  statistics  of  date  October  20. 
1887. 

You  ask :  **Are  there  any  points  upon  the  railroad  of  vour  company,  or  upon  any  rail- 
road operated  by  your  company,  under  lease  or  otherwise,  to  or  from  which  Interstate 
rates  for  passengers  or  freight  are  made  by  your  road  alone,  or  in  combination  with  other 
roads,  which  are  greater  than  the  rates  to  or  from  more  distant  points  In  the  same  dlre^ 
tlon  over  the  same  line?"  '*  If  yes,  please  state  what  points  are  so  treated.  Also  state 
the  rates  made  to  or  from  such  points,  respectively,  showing  the  higher  and  the  lower 
rates  charged." 

In  reply  I  have  to  say :  This  company  does  a  through  business  between  the  PacWc 
coast  and  Chicago  and  points  east,  by  means  of  its  connections  with  the  Northern  Pacific 
and  the  Canadian  Pacific  Railroad  companies.  This  company  unites  with  thoA  com- 
panies in  the  making  of  a  through  rate,  and  on  such  business  this  company  accepts  a  pro- 
portion of  the  through  rate ;  and  that  its  proportion  so  accepted  Is  lees  tnan  the  rates  it 
charges  between  Saint  Paul  and  Minneapolis  and  Chicago  and  points  east  of  Chicago  on 
like  commodities. 

With  this  exception  there  are  no  points  on  the  lines  operated  by  this  company  to  or 
from  which  Interstate  rates  are  made  by  It,  or  In  connection  with  others,  that  are  greater 
than  the  rates  to  or  from  more  distant  points  In  the  same  direction  over  the  same  line. 

I  thlnlP  It  proper  to  add  that  this  should  not  be  considered  the  settled  policy  of  tlie 
company.  They  nave  thought  it  prudent.  In  advance  of  an  authoritative  intwrpretatioii  of 
the  fonrth  section,  to  submit  to  a  loss  upon  a  portion  of  Its  business,  rather  than  biair 
penalties  the  amount  of  which  could  not  be  foreseen. 
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desire  to  submit  that  this  is  un  alternative  to  which.  Id  pursuing  a  legitimate  bus!* 
,  this  company  ought  not  to  be  exposed ;  that  the  law  should  be  so  construed  or  so 
Qded  as  to  permit  common  carriers  while  doing  noncompetitive  business  at  reason- 
rates  to  engage  in  competitive  business  whenever  they  can  do  so  at  any  profit,  how- 
small. 
Respectfully,  E.  L.  Winter, 

General  Manager, 

hm  IHTSBSTATB   COMMEBCB   COMMISSION^ 

Washington,  D.  C, 


CHICAGO,   ST.    PAUL,    MINNEAPOLIS   AND   OMAHA   RAILWAY   COMPANY. 

St.  Paul.  Minn.,  September  26,  1905, 
^EAB  Sib:  Your  letter  under  date  of  September  11  to  Mr.  H.  M.  Pearce, 
aral  freight  agent  of  this  company,  has  been  referred  to  uio. 
fter  carefully  reading  the  letter  of  Mr.  E.  \V.  Winter,  formerly  general 
lager  of  this  company,  addressed  to  the  Interstate  Commerce  Commission 
887,  I  beg  to  state  that  the  Pacific  coast  traffic  therein  specially  referred  to 
low,  as  then,  handled  on  through  tariffs,  the  proportions  of  which  yield  less 
a  local  rates  from  Minnesota  transfer,  St.  Paul,  or  Minneapolis  to  destlua- 
18  on  or  beyond  the  line  of  this  company.  This,  however,  is  a  condition 
eral  to  the  adjustment  of  all  joint  rates.  The  original  Inquirj',  as  1  inter- 
t  it,  was  directed  to  the  rate  itself  and  not  to  the  divisions  thereof;  and 
Tar  as  participation  of  this  company  is  concerned,  the  through  rates  to  or 
n  Pacific  coast  points,  from  or  to  destinations  on  or  beyond  our  line,  main- 
i  as  maximum  rates  to  points  intermediate  therewith.  The  rates  upon 
iflc  coast  traflic  are  published  by  the  transcontinental  freight  bureau,  and 
;e  1887  the  changes  therein  have  been  numerous,  and  the  records  of  this 
ipany  will  not  enable  us  to  intelligently  answer  your  inquiry  of  the  details 
reof.  As  to  tyj)ical  instances  of  greater  charges  for  shorter  than  for  longer 
Ifl,  and  reasons  therefor,  I  refer  to  the  tariffs  of  this  company,  with  which 
are  entirely  familiar. 

ince  1887  various  and  controlling  conditions  of  competition  have  asserted 
mselves,  compelling  this  company.  In  protection  to  its  traffic,  to,  in  several 
»,  establish  lower  rates  for  longer  than  for  shorter  hauls  over  the  same  line 
In  the  same  direction.  These  rates  principally  apply  to  the  carriage  of 
perty  in  competition  with  all-water  routes.  There  are  exceptions  thereto, 
areln  such  rates  are  made  to  meet  shorter  routes  of  other  lines  between  the 
le  points,  or  where  interstate  rates  are  necessary  to  meet  the  rates  of  a  com- 
itor  whose  line  is  entirely  within  one  State. 

a  addKlon  to  the  above,  this  company  has  some  proportional  tariffs  applying 
Q  traffic  originating  beyond  the  line  of  this  company  to  destinations  on  or 
ond,  which  rates  are  not  applicable  to  similar  traffic  originating  at  Interme- 
te  points  and  forwarded  to  same  destination.  The  aggregate  rates,  however, 
n  original  point  of  shipment  to  destinations  are  intended  to  apply  as  maxl- 
m  from  intermediate  points.  I  have  grouped  the  reffered-to  tariffs  in  a 
^ment  which  is  attached  hereto. 

should  like  to  take  this  opportunity  to  further  state  that  I  fully  share  the 
lion  expressed  by  Mr.  Winter  in  his  communication  herein  referred  to,  to 
effect  that  common  carriers  should  be  given  the  right  to  engage  in  competi- 
>  traffic  when  they  can  do  so  with  profit,  without  interference  with  non- 
ipetitive  rates  which  are  reasonable  in  themselves, 
'rusting  tlie  Information  herein  submitted  fully  answers  your  inquiry,  I  am, 

Yours,  very  respectfully, 

James  T.  Clabk. 
[on.  S.  B.  Blkinb, 

Ohaimian  Committee  on  Interstate  Commerce, 

Senate  of  the  United  States,  Washington,  D.  C. 


Tbe  statement  referred  to  in  the  foregoing  is  as  follows : ) 

BATES  TO   MEET  ALL-WATEB  COMPETITION. 

.  C  G.  2661,  rates  on  lumber.  This  tariff  applies  rate  from  Lake  Superior 
Is  to  Lake  Michigan  ports  of  10  cents  per  100  pounds,  which  rate  does  not 
)ly  to  or  from  intermediate  points.    It  also  covers  intermediate  produdnc 
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points  to  same  points  of  destination  on  Lake  Michigan  at  higher  rates  than  the 
established  rates  from  Lake  Superior  ports  proper. 

I.  C.  C.  2348,  lumber,  Bayfield  to  Duluth. 
.  I.  G.  C.  2371,  slab  wood,  Washburn  to  Chicago. 

I.  C.  C.  2563,  pig  iron,  Duluth  to  Chicago,  Milwaukee,  etc. 

I.  C.  C.  2464,  grain  products,  St  Paul  and  Minneapolis  to  St  Louis,  Bast  St 
Louis,  and  Alton  only. 

I.  C.  C.  2672,  general  rates  between  Duluth,  Superior,  Itasca  and  Washburn, 
Ashland,  Bayfield. 

1. 0.  C.  2671,  general  tariff  between  Ashland  and  Duluth. 

I.  C.  C.  2620,  wooden  boxes,  Duluth  to  Chicago. 

PBOPOBTIONAL  BATES. 

I.  0.  C.  2275,  general  rates  between  St  Paul  and  Missouri  River  points,  apply- 
ing on  traffic  originating  on  line  of  this  company. 

I.  C.  C.  2611,  proportional  rates  on  grain  from  Minneapolis  and  Duluth  to 
Chicago,  Milwaukee,  Manitowoc,  applying  on  traffic  originating  beyond  line  of 
this  company. 

I.  C.  C.  2556,  proportional  tariff  on  grain  from  St  Paul,  Minneapolis,  and  Mhi- 
nesota  transfer  to  Omaha,  applying  on  traffic  originating  beyond  line  of  this 
company. 

I.  C.  C.  2527,  proportional  tariff  on  wheat  from  St  Paul,  Minneapolis,  and 
Minnesota  transfer  to  Lockport,  111.,  applying  on  traffic  originating  b^ond  line 
of  this  company. 

I.  C.  C.  2551,  proportional  tariff  on  grain  from  St  Paul,  Minneapolis,  and  Min- 
nesota transfer  to  St  Louis  and  East  St  Louis,  applying  on  traffic  originating 
beyond  line  of  this  company. 

I.  C.  C.  2568,  proportional  tariff  on  grain  from  St  Paul,  Minneapolis,  and  Min- 
nesota transfer  to  Council  Bluffs,  applying  on  traffic  originating  beyond  line  of 
this  company. 

I.  C.  C.  2737,  proportional  tariff  on  live  stock,  South  St  Paul  to  Chicago,  ap- 
plying on  traffic  originating  beyond  line  of  this  company. 

BATES   TO   MEET   OTHEB  CONDITIONS. 

I.  C.  C.  2098,  general  tariff  between  St  Paul,  Minneapolis  and  La  Croese,  Wi- 
nona. These  rates  made  to  meet  competition  of  a  shorter  line  lying  entirely 
within  the  State  of  Minnesota. 

Amendment  No.  1  to  I.  C.  C.  1612,  rates  between  Sioux  Falls  and  Slblay,  Shel- 
don, etc.,  meeting  shorter-line  rates  of  other  companies. 

I.  C.  C.  2510,  rate  on  coarse  grain,  Stillwater  to  Duluth,  made  to  meet  rate  of 
Northern  Pacific  Railway,  which  line  is  entirely  within  the  State  of  Minnesota 
between  i)olnts  named. 


CINCINNATI,  HAMILTON  AND  DAYTON— DAYTON  AND  MICHIGAN.  CINCINNATI, 
RICHMOND  AND  CHICAGO,  CINCINNATI,  HAMILTON  AND  INDIANAPOLIS  BAIL- 
ROAD  COMPANIBS. 

DuAB  Sib  :  Barller  reply  to  your  circular  letter  of  October  20  was  preyented  by  Its  being 
referred  to  heads  of  departments  upon  receipt,  and  owing  to  the  unusual  pressore  of  my 
other  engagements  and  absence  from  home  much  of  the  time  their  replies  have  been 
oTerloolced. 

Our  tariffs  were  first  made  in  full  accordance  with  the  accepted  understanding  of  the 
Interstate  law;  that  is,  the  tariff  for  the  shorter  hauls  not  exceeding  that  of  the  longer 
hauls.  Under  its  working,  however,  some  few  modifications  have  been  made.  As  for 
instance,  in  the  freight  department.  From  Richmond  to  Toledo,  by  way  of  HamUton,  the 
tariffs  made  on  the  different  classes  were  33,  30,  23,  15,  13,  and  10.  The  line  by  way  of 
the  Grand  Rapids  and  Indiana  Railroad  to  Fort  Wayne,  thence  by  the  Wabash  Railway  to 
Toledo,  made  the  rates  on  the  different  classes  31,  26,  22,  14,  11,  and  0.  Again,  In  the 
Instance  of  from  Richmond  to  Indianapolis  via  Hamilton  and  our  road,  our  tariff  wtf 
made  on  the  different  classes  25,  22,  18,  13,  9,  and  8 ;  the  Pittsburgh,  Cincinnati  and  St 
Louis  Railroad,  being  the  shorter  line  between  Richmond  and  Indianapolis,  made*  a  tariff 
of  17,  16,  18,  iO|,  8,  and  7.  After  the  ruling  of  your  Commission  in  the  Loalsrllle  and 
Nashville  case  it  was  deemed  of  sufficient  authority  that  we  might  meet  the  competitlTe 
rate  between  these  points,  which  we  did  ;  the  tariff  remaining  the  same,  however,  to  lnte^ 
m^late  points.  You  will  bear  in  mind  in  both  of  these  instances,  as  between  Richmond 
and  Toledo,  and  Richmond  and  Indianapolis,  via  Hamilton,  it  is  wholly  upon  its  own  ralli. 

In  another  instance,  between  Toledo  and  Decatur,  according  to  the  joint  tariff  lasned  via 
our  road  and  the  Chicago  and  Atlantic  Railroad,  the  rates  on  the  different  classeB  were  25, 
22,  19,  12,  10,  and  8:  subsequently  the  short  line  via  the  Wabash  Railway,  between 
Decatur  and  Toledo,  reduced  this  rate  to  24,  21,  17,  12,  9,  7|,  and  we  met  this  rat*. 
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Our  tariff  by  the  roads  south  of  the  Ohio  River  is  made  by  adding  onr  rates  to  theirs, 
which  do  not  always  conform  to  the  Interstate-commerce  law.  The  rates,  however,  in  no 
case  are  lower  than  to  points  on  our  own  lines. 

In  the  passenger  department  we  sell  tickets  from  Dayton  to  Chicago,  by  way  of  Ham^ 
Ilton  and  Indianapolis,  at  $7.75.  being  the  rate  made  by  the  other  lines  from  Dayton, 
Our  tariff  from  Hamilton  is  $8.10,  made  on  the  pro  rata  distance  of  the  rate  from  Cin- 
cinnati, through  Hamilton,  to  Chicago.  Our  proportion  of  the  rate  from  Dayton^  how- 
ever, to  Indianapolis  Is  greater  than  our  proportion  of  the  rate  from  Hamilton  to  Indian- 
apolia.  At  Lima,  Plqua,  Troy,  and  Dayton  we  are  In  a  similar  position  on  rates.  bT  con- 
necting lines  to  reorla.  Rock  Island,  Bloomlngton,  Pacific  Junction,  and  Council  Bluffs, 
our  proportion  of  the  rate,  however,  being  greater  than  that  of  the  nearer  points. 

These  are  the  only  instances  and  exceptions  of  which  I  know,  and  were  made,  as  stated, 
with  our  understanding  of  the  law,  as  Interpreted  by  the  Interstate  Commerce  Commission. 

If  we  are  In  error,  we  shall  be  pleased  to  be  advised  and  make  corrections  promptly. 

If  any  additional  information  is  required,  I  shall  be  pleased  to  furnish  it  on  your 
request. 

Begretting  the  occasion  of  delay  to  my  reply,  I  am,  very  truly,  yours, 

C.  C.  Waitb, 
Vice-President  and  Oeneral  Manager. 

C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission. 


THE  CINCINNATI,  HAMILTON  AND  DAYTON  RAILWAY  COMPANY,  THE  CHICAGO, 
CINCINNATI    AND    LOUISVILLE   RAILROAD   COMPANY. 

Cincinnati,  Ohio,  yovemher  -J,  1905, 
Dear  But :  Referring  to  your  favor  of  October  30,  inclosing  copy  of  letter  sent 
to  this  office  in  September,  asking  for  information  In  regard  to  certain  rates 
which  involved  the  **  long  and  short  haul  "  question  : 

While  the  figures  mentioned  in  Mr.  Waite's  letter  in  reply  to  Mr.  McCain's 
letter  of  October  20,  1887,  have  been  slightly  changed,  yet  there  are  many  In- 
stances where  we  are  compelled  to  move  freight  through  points  which  take 
higher  rates  than  the  initial  point.  Thus  the  rates  from  Richmond.  Ind..  to 
Toledo  are : 


1.         2.         3. 
32  i      28  I      22 


4. 


5     i    6. 
Hi       «i 


while  the  rates  from  intermediate  points,  such  as  Oxford,  on  the  O.  I.  &  W. 
division,  to  Toledo  are  34,  29i,  22^,  15,  12i,  10. 

The  rate  from  Richmond  to  Toledo  is  based  upon  the  short  line,  whereas  If 
we  haul  over  our  own  rails  we  must  take  the  business  by  a  much  longer  route 
and  through  points  which  under  the  regular  scale  of  distances  take  higher 
figures. 

The  situation  in  regard  to  rates  from  Toledo,  Ohio,  to  Decatur,  Ind.,  has 
changed.  At  the  present  time  there  are  no  higher  rates  made  from  our  Inter- 
mediate points.  The  rates  from  North  Baltimore,  Ohio,  to  Noblesville,  Ind.,  are 
at  present  34,  29i,  22^,  15,  12^,  10.  These  rates  are  based  upon  the  short  line 
west,  through  Deshler,  via  Baltimore  and  Ohio  road. 

Froip  our  intermediate  points,  such  as  Bowling  Green,  Ohio,  the  rates  are  37, 
32,  23i,  16,  13,  10. 

Rates  from  Xenia,  Ohio,  to  Wheeling,  W.  Va.,  are  35i,  30i,  23.  15^,  13,  101, 
made  by  the  direct  line  of  the  Pennsylvania  road  or  by  our  own  line,  in  connec- 
tion with  the  Baltimore  and  Ohio.  In  case,  however,  parties  wish  to  load  freight 
on  our  own  road  and  use  the  Pennsylvania  road,  we  would  haul  the  freight  back 
to  Dayton  and  deliver  it  to  the  Pennsylvania  without  affecting  the  rates  from 
Dayton,  which  are  37,  35,  23i,  16,  13i,  lOi.  There  are  a  few  other  points  of  a 
similar  character.  By  reference  to  the  map  you  will  readily  see  that  we  are 
glyen  the  alternative  of  not  meeting  rates  made  by  competitors  from  such  points 
as  North  Baltimore,  or  else  of  reducing  rates  at  other  points  which  are  not  rated 
on  same  basis  as  North  Baltimore.  The  same  principle  applies  to  nearly  every 
point  mentioned. 

Any  other  information  will  be  cheerfully  furnished. 

Yours,  very  truly,  A.  H.  McLeod. 

Hon.  S.  B.  Blkins,  Washington,  D.  0. 
S.  Doc.  244,  59-1 18 
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CLBVBLAND,  COLUMBUS.  CINCINNATI  AND  INDIANAPOLIS,  AND  INDIANAPOLIS 
AND  ST.  LOUIS  RAILWAYS." 

DmuL  Sib:  Answering  jour  circular  letter  of  October  20,  will  say  that  there  ure  no 
points  on  this  company's  fine,  or  on  lines  leased  and  operated  by  it.  from  which  Interstate 
rates  tor  passengers  or  freight  are  made  which  are  greater  than  the  rates  to  or  from 
more  distant  points  in  the  same  direction  over  the  same  line.     In  this  connection  will 


say  that  the  Dayton  and  Union  Railroad,  extending  from  Dayton,  Ohio,  to  Union  City, 
Ind.,  is  owned  Jointly  by  the  Cleyeland,  Columbus,  Cincinnati  and  Indianapolis  Railway 
and  the  Cincinnati,  Hamilton  and  Dayton  Railroad,  and  of  which  I  am  general  manager, 


and  it  is  run  in  connection  at  both  terminals  with  the  Cleveland,  Columbus.  Cincinnati 
and  Indianapolis  Railway  as  far  as  east-bound  business  is  concerned,  as  our  line  of  road 
connects  with  it  by  one  branch  at  Union  City  and  with  another  branch  at  Dayton,  which 
two  branches  have  their  Junction  at  Gallon,  thence  to  Cleveland,  Greenville,  a  station 
»n  the  Dayton  and  Union,  takes  85  per  cent  and  Union  Citv  86  per  cent  and  Dayton  84 
per  cent  of  the  Chicago  rate  to  New  York  City,  and  we  take  seaboard  business  (perisb- 
abie  freight  and  live  stock)  via  Union  City  or  Dayton,  as  mav  be  most  convenient  for  us 
in  forwarding.  I  do  not  understand  that  this  is  a  violation  of  the  interstate  act,  but  sub- 
mit it  as  a  matter  of  precaution. 

Very  truly,  (i.  M.  Bkach, 

General  Manager. 
Mr.  C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


CINCINNATI,    WABASH    AND    MICHIGAN    RAILWAY." 

DsAB  Sir:  Your  circular  of  the  20th  received.  In  answer  to  the  first  inquiry  :  Is  there 
any  point  on  our  railway  to  or  from  which  interstate  rates  for  passengers  or  freight  are 
made  by  our  road  alone  or  in  combination  with  other  toads  which  are  greater  than  the 
rates  to  or  from  more  distant  points  in  the  same  direction  over  the  same  line?  I  answer 
that  there  are  none. 

I  would  say,  however,  that  the  interstate  commerce  bill  has  q^^ite  seriously  affected 
our  revenue,  compelling  us  to  reduce  rates  from  many  points  on  our  road  on  account  of 
the  roads  which  we  cross  being  compelled  by  the  law  to  reduce  their  rates,  and  as  these 
crossings  are  so  frequent,  whatever  reductions  the  different  roads  made  compelled  us  tu 
make  a  corresponding  reductlou  from  nearly  all  points  on  our  line.  The  effect  of  tbii» 
operation  has  been  quite  serious  to  us.  We  look  upon  the  law  as  being  unjust  in  its 
bearings,  but  are  submitting  to  it  as  gracefulh  as  possible,  knowing  that  all  legislation 
as  well  as  everything  else  in  this  country  is  Intiuenced  by  the  leveling  or  communed  senti- 
ment that  is  so  generally  prevailing. 

Yours,  truly,  Norman  Beckley, 

General  Manager. 

C.  C.  McCain. 

Auditor  of  Statistics,  Interstate  Commerce  Commission,  Washington,  D.  C. 


ST.   LOUIS,   ALTON   AND  TBRRE   HAUTE   RAILROAD  COMPANY.* 

Dear  Sib  :  Replying  to  your  favor  of  the  20th,  will  state  that  we  make  no  Interstate 
rates  by  the  road  operated  by  this  company,  as  they  are  located  wholly  within  the  State 
of  Illinois. 

In  connection  with  the  Illinois  Central,  a  connecting  line,  we  are  making  rates  tf> 
Memphis,  Vicksburg.  New  Orleans,  and  perhaps  some  other  river  points  In  competition 
with  the  Mississippi  River,  and  which  are  somewhat  lower  than  rates  to  Intermediate 
points  located  on  connecting  lines. 

To  some  Junction  points  on  the  Illinois  Central  road  in  Kentucky,  Tennessee,  and  Mis- 
sissippi we  are  making  less  rates  than  are  made  to  intermediate  points  on  the  same  line. 
The  rates  to  these  Junctions  are  made  up  of  rates  down  the  Ohio  and  Mississippi  Rivers 
to  Cairo,  Hickman,  Vicksburg,  etc.,  added  to  the  local  rail  rates  from  these  points.  These 
rates  are  made  necessary  bv  the  roads  in  Louisville,  which  are  regulated  oy  the  compe- 
tition of  the  Ohio  River.  The  Junction  points  are  Fulton,  Ky. ;  Martin,  Milan,  and  Grand 
Junction,  Tenn. ;  Holly  Springs,  Grenada,  and  Jackson.  Tenn. 


But  in  this  w^e  are  attempting  to  keep  ourselves  within  what  we  understand  to  be  the 
interpretations  of  the  national  Taw  as  promulgated  bv  the  Commission,  our  company  re- 
ceiving the  same  revenue  for  the  Junction  points  as  it  receives  on  intermediate  statioos. 


where  the  through  rate  is  higher ;  and  in  no  case  does  our  company  make  a  higher  total 
rate  from  any  point  in  Illinois,  local  or  otherwise,  to  any  of  the  points  named  above,  than 
is  made  from  Saint  Louis  or  East  Saint  Louis,  where  water  competition  exists,  altnoufb 
we  are  now  of  opinion  that  we  would  not  be  violating  the  law  if  we  were  to  charge  t 
reasonable  freight  rate  advance  over  the  rates  prevailing  from  Saint  Louis  on  shipments 
from  our  purely  local  stations  In  Illinois.  If  we  are  not  correct  in  this  Interpretation 
of  the  law,  please  advise. 

Yours,  very  truly,  Geo.  W.  Parker, 

Vice-President  and  General  Manager. 
C.  C.  McCain,  Esq.. 

Auditor  Interstate  Commerce  Commission,   Washington,  D.  C. 


oThis  property  Is  now  controlled  by  the  Cleveland,  Cincinnati,  Chicago  and 
Snint  Louis.     See  response  of  that  company  to  the  present  inquiry. 
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CAIRO.    VINCBNNE8   AND   CHICAGO    LINE.* 

Dkab  Sib:  Id  reply  to  your  circular  letter  October  20,  would  say  that  there  la  no 
point  on  our  line  to  or  from  which  interstate  rates  for  passengers  or  freight  are  greater 
than  the  rates  to  or  from  more  distant  points  In  the  same  direction  over  the  same  line, 
to  the  best  of  my  knowledge  and  belief.  If  any  such  rates  occur  in  our  tariffs  they  are 
errors  and  not  Intentional  and  will  be  corrected  as  soon  as  ascertained.  We  are,  how- 
ever, purely  as  an  Intermediate  line,  parties  to  attached  tariff,  which  quotes  higher  rates 
to  intermediate  points  on  the  Mobile  and  Ohio  road  between  Cairo  and  Mobile  than  are 
made  to  Mobile.  The  lines  north  of  the  river  are  forced  to  this  position  by  the  roads 
south  of  the  river.  We,  however,  make  no  higher  rate  from  the  nearer  stations  than 
from  the  farther  stations  on  our  own  line  to  points  mentioned  In  the  tariff. 


If  anything  further,  prav  command  me. 
Tours,  most  respectful' 


most  respectfully,  M.  A.  McDonald, 

General  Manager, 
C.  C.  McCain,  Esq., 

Attditor  Jnteratate  Commerce  Commission,  Washinytont  D.  C. 


CINCINNATI.  JACKSON  AND  MACKINAW  RAILROAD  COMPANY.* 

Dbab  Sib:  Replying  to  your  circular  letter  of  October  20  In  regard  to  the  long  and 
short  haul  clause  of  the  Interstate-commerce  law.  I  beg  to  say  that  In  connection  with 
other  roads  we  are  taking  business  from  all  stations  on  our  line  north  of  West  Alexandria 
on  a  basis  of  85  per  cent  of  the  Chicago  to  New  York  rate,  and  passlne  It  through  Carlisle 
and  Cincinnati,  which  poluts  take  87  per  cent  of  Chicago  and  New  xork  rate. 
Yours,  truly, 

F.  B.  Dbaxb, 
General  Manager. 
C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


CLEVELAND,   CINCINNATI,    CHICA(;0   AND   ST.   LOUIS    RAILWAY   COMPANY. 

Chicago,  III.,  October  17,  1905. 

Dea%  Sib  :  Referring  to  your  favor  of  September  9,  inclosing  copies  of  let- 
ters written  by  Mr.  G.  M.  Beach,  general  manager  of  the  Cleveland,  Columbus* 
Cincinnati  and  Indianapolis  and  Indianapolis  and  St  Louis  railways;  Mr.  Gor- 
man Beckley,  general  manager  Cincinnati,  Wabash  and  Michigan  Railway ;  Mr. 
George  W.  Parker,  vice-president  and  general  manager  of  the  St.  Louis*  Alton 
and  Terre  Haute  Railroad,  and  Mr.  M.  A.  McDonald,  general  manager  Cairo, 
Vlncennes  and  Chicago  Railway ;  also  your  comirmnication  of  September  12, 
addressed  to  General  Freight  Agent  Ingalls,  inclosing  copy  of  letter  from  Mr. 
F.  B.  Drake,  general  manager  of  the  Chicago,  Jackson  and  Mackinaw  Railway : 

I  inclose  you  herewith  a  memorandum  showing  the  rates  to  and  from  vari- 
ous points,  mileage,  etc.,  where  the  short-line  rates  are  met  by  the  long-haul 
roads  for  the  following  reasons : 

From  our  Cairo  division  we  show  comparison  of  rates  from  103  and  105  per 
cent  points,  from  which  points  we  handle  trunk-line  business  through  Paris, 
111.,  which  point  takes  108  per  cent  of  the  Chicago  to  New  York  basis.  This 
is  necessary  to  enable  our  road  to  compete  with  the  Baltimore  and  Ohio  South- 
western Railway,  who  publish  a  103  per  cent  basis  from  points  on  their  road 
competitive  with  ours,  which  basis  has  no  bearing  v^hatever  on  the  rates  from 
Paris,  111. 

Anderson,  Ind.,  takes  02  per  cent  of  the  Chicago  to  New  York  rate.  We  han- 
dle business  to  the  seaboard  through  Wabash,  Elkhart,  Goshen,  Warsaw,  etc., 
points  which  take  96  per  cent  of  the  Chicago  to  New  York  rate. 

From  East  St  Louis  to  Lafayette,  Ind.,  the  short  line  is  the  Wabash,  and 
their  rates  are  as  follows:  35i,  30i,  23,  15i,  13,  10.  To  handle  the  business 
via  our  line  to  Lafayette  it  is  necessary  for  us  to  pass  through  Indianapolis 
and  Lebanon,  Ind.,  which  points  take  the  following  class  rates  from  East  St 
Louis:  37,  32,  23i,  16,  13i,  lOi. 

From  stations  on  the  Cincinnati  Northern  Railway  taking  85  per  cent  of 
the  Chicago  to  New  York  basis  we  handle  traffic  to  trunk-line  territory  through 

•  This  property  is  now  controlled  by  the  Cleveland,  Cincinnati,  Chicago  and 
St  Louis.     See  response  of  that  company  to  the  present  inquiry. 
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Junctions  taking  a  higher  percentage  basis,  i.  e.,  from  Rollin  to  Lewisburg 
we  handle  via  Cincinnati  and  the  Kanawha  Despatch,  points  of  origin  tak- 
ing 85  per  cent  of  the  Chicago  to  New  Yorl^  basis,  while  Cincinnati  takes  87 
per  cent    This  same  condition  is  true  in  other  instances. 

In  reference  to  the  rates  from  East  St.  Louis  to  Lafayette,  Ind.,  which  is  men- 
tioned aboye,  this  will  affect  all  stations  north  of  Indianapolis  to  Lafayette  on 
the  Cleveland,  Cincinnati,  Chicago  and  St.  Louis  Railway  through  which  we 
would  have  to  pass  in  order  to  reach  Lafayette. 

From  Litchfield,  111.,  to  Lafayette,  Ind.,  the  short  line  is  the  Wabash,  and 
the  rates  are  the  same  as  from  East  St.  Louis  to  Lafayette.  Intermediate 
stations  on  our  road  would  be  affected  as  mentioned  above  on  trafEic  from  Bast 
St  Louis. 

From  Vincennes,  Ind.,  to  Cincinnati,  Ohio,  the  rate  is  made  by  the  Baltimore 
and  Ohio  Southwestern  Railroad  as  follows :  33,  2Sh  ^2,  15,  12,  9^.  To  handle 
this  business  via  the  Cleveland,  Cincinnati,  Chicago  and  St  Louis  Railway 
we  must  take  it  through  Paris,  111.,  from  which  point  our  rates  are  34,  29i,  22i, 
16,  12i,  10  to  Cincinnati. 

From  Mount  Carmel,  111.,  to  Louisville.  Ky.,  .the  short  line  is  the  Southern 
Railway,  and  their  rates  are  as  follows:  38,  29,  23,  15i,  12^,  10|,  while  our 
rates  from  Paris,  111.,  which  point  we  naturally  have  to  pass  through  in 
handling  the  business  via  our  road,  are  35,  30^,  23^,  16,  13i,  11. 

I  inclose  you  herewith  statement  which  will  give  you  instances  of  where  the 
long  and  short  haul  is  affected.  We  have  endeavored  to  work  this  out  in  a 
comprehensive  manner,  and  trust  that  it  will  answer  your  requirements. 

You  will  note  from  the  above  illustrations  where  we  are  forced  to  meet 
the  short-line  rates  through  a  higher-rate  territory,  and  you  understand,  of 
course,  that  it  is  not  our  desire  to  discriminate,  but  simply  a  desire  to  share 
in  traffic  seeking  a  point  reached  by  the  short  line,  and  there  is  no  necessity, 
in  our  Judgment,  of  forcing  a  reduction  to  or  from  intermediate  points.  Oar 
meeting  of  the  short-line  rate  does  not  change  the  commercial  conditions  at 
intermediate  points,  and  naturally  they  are  placed  at  no  disadvantage.  It  is 
simply  a  question  of  whether  the  long-haul  line  should  be  deprived  of  revenoe 
which  they  can  secure  by  meeting  the  short-line  rates. 
Yours,  truly. 


G.  J.  Orammbb, 

Vice-President. 


Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Washington,  D.  0. 
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Class  rates  to  Mobile  and  Ohio  Railroad  stations. 


From— 

DanviUe,m 

Lawrenceville,  111 . 
Carmi,  111 


To- 


I 


Class  rates. 


Jackson,  Tenn flK.l 

Corinth,  Miss IIH 

Tupelo,  Miss IW 

Mobile,  Ala iim 

Jackson,  Tenn , ,,J  BO 

Corinth,  Miss m 

Tupelo,  Miss m 

Mobile,  AU ,  W 

Jackson,  Tenn H6i 

Corinth,  Miss....: «H 

Tupelo,  Miss ,   W| 

Mobile,  Ala (a) 


83 

«r 

as 

m 

01 

n 

m 

Tt 

7fi 

M 

da 

m 

m 

m 

75 

{A- 

74 

ffii 

Tfl 

«4 

ftf 

m 

(OJ 

i*) 

iZ 


fie 

47 

w 

4« 

fi« 

45 

«»| 

m 

fts' 

4a 

^  I 

45 

w| 

40 

^ 

rn 

511 

m 

M4, 

m 

t«) 

iV 

m 

41 
4IJ 

»5 


<*  No  rates  published. 

The  above  rates  to  Mobile,  Ala.,  from  Danville  and  Lawrenceville  are  the 
through  published  rates,  subject  to  the  southern  classification.  The  others  are 
based  on  local  rates  to  and  beyond  Cairo  governed  by  the  official  classification 
to  Cairo  and  the  southern  classification  beyond. 


DENVER  AND  RIO  GRANDE  RAILROAD  COMPANY. 


for  the 


Dear  Sib  :  Answering  your  circular  of  October  20,  I  desire  first  to  apologize  foi 
delay  in  answering  your  Inquiries,  which  was  caused  by  the  fact  that  our  crafBc 
ager  has  been  almost  constantly  away  from  the  State  since  your  Inquiries  came. 

That  portion  of  the  Denver  and  Rio  Grande  Company's  road  wnlch  constitutes  any 
portion  of  a  through  line  lies  wholly  within  the  State  of  Colorado.  There  are  no  points 
upon  the  line  of  the  company,  so  far  as  I  am  advised,  which  are  affected  by  the  interstate- 
commerce  bill,  where  the  rates  are  greater  than  the  rates  to  or  from  more  distant  points 
in  the  same  direction  over  the  same  line. 

In  connection  with  the  Central  Pacific,  the  Denver  and  Rio  Grande  Western,  and  the 
Burlington  and  Missouri  River  in  Nebraska  railroad  companies,  this  line  forms  a  part  of 
a  through  line  between  San  Francisco  and  the  Missouri  River.  The  rates  on  this  tnrouffh 
business  are  not  controlled  by  o\ir  company,  which  forms  one  of  the  smaller  links  in  tne 
through  carriage.  The  rates  from  California  terminal  points  to  the  Missouri  River  on 
freight  passing  over  our  line  show  an  apparent  discrimination  in  favor  of  Omaha,  Saint 
Joseph,  Kansas  City,  and  other  Missouri  River  points,  and  against  points  in  Kansas  and 
Nebraska  lying  west  of  the  river,  as  per  the  table  embodied  In  Traffic  Manager  Hughes's 
letter  hereto  attached,  dated  10th  Instant. 

The  reasons  for  this  apparent  discrimination  are  found  In  the  competition  of  the  Cana- 
dian Pacific  and  Union  Pacific  companies  and  water  competition  by  way  of  Missouri  River. 

With  this  exception  I  know  of  no  other  rates  which  apparently  violate  the  letter  of 
the  long  and  short  haul  provision. 

Yours,   respectfully,  S.  T.  Smith^ 

General  Manager. 

C.  C.  McCain.  Esij.. 

Aitflitor  Interatate  Commtice  CommiaBion,  M'ashingion,  D,  O. 


Denver,  Colo.,  Uccemhcr  10.  ;«87. 
Dear  Sir:  Ueferring  to  the  communication  of  the  Interstate  Commerce  Commis- 
sion dated  October  20,  would  say :  There  are  no  interstate  points  upon  the  line  of 
our  own  road  where  the  intermediate  rates  are  greater  than  the  rates  to  or  from  more 
distant  points  in  the  same  direction  over  the  same  line.  In  connection  with  the  Central 
Pacific,  I>enver  and  Rio  Grande  Western,  and  Burlington  and  Missouri  River  Railroad 
In  Nebraska,  this  line  forms  a  part  of  a  through  line  between  California  terminals  and 
Missouri  Uiver  points.  There  are  points  upon  this  through  line  to  and  from  which  in- 
terstate rates  are  greater  than  the  rates  to  &nd  from  more  distant  points  in  the  same 
direction  over  the  same  line.  I  refer  to  rates  in  Kansas,  Nebraska,  and  Colorado,  lying 
west  of  Missouri  Ri?er.  The  reason  for  this  Is  the  competition  of  the  Canadian  Pacific, 
Pacific  Mail,  and  other  water  routes.  We  believe  the  circumstances  JustifV  the  lines  In 
so  doing.  Indeed,  at  one  time  the  Commission  permitted  the  lines  to  make  such  rates. 
There  are  now  several  cases  before  the  Interstate  Commerce  Commission  Involving  this 

?[uestion.     To  Illustrate :  Lower  rates  are  made  to  Missouri   River  points  than  at  such 
ntermedlate  points  as  Denver,  ns  follows: 

California  to  Denver : 

First    class |3.  00 

Second     2. 65 

Third    2. 80 

Fourth     1. 05 

Fifth    1.  70 

Class  A     1.50 

Class  B     1.20 

Class  C   .95 

Class  D .85 

Class  E     .80 
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California  to  Missouri  River : 

First   class $2.  80 

Second    2.24 

Third    1.75 

Fourth    1.50 

Fifth    1. 40 

Sixth    1. 23 

Seventh    1. 05 

Eighth    .88 

Ninth    .  70 

All  other  tariffs  of  this  company  inyolving  Interstate  rates  are  made,  as  we  under- 
stand, in  respect  to  the  long  and  short  haul  clause  of  the  interstate-commerce  act;  that 
is  to  say,  on  traffic  transported  between  points  wholly  on  the  line  of  this  company  com- 
prising Interstate  points. 

Tours,  very  truly,  A.  S.  Hdohbs, 

Traffic  Manager. 

Mr.  S.  T.  Smith, 

Oentral  Manager,  Denver,  Colo. 


THE  DENVER  AND  RIO  GRANDE  RAILROAD  COMPANY. 

Denver,  Colo.,  October  12,  1901. 

Deab  Sib:  I  have  the  honor  to  acknowledge  receipt  of  a  c*ommunication  ad- 
dressed by  you  under  date  of  September  11  to  Vice-President  A.  C.  Bird,  of  the 
r>enver  and  Rio  Grande  Uailroad  Company,  making  reference  to  letters  written 
by  Mr.  8.  T.  Smith,  former  general  manager  of  the  Denver  and  Rio  Grande 
Railroad  Company,  in  the  year  1887,  and  to  a  letter  written  by  me  dated  E>ecem- 
ber  10,  1887,  both  in  response  to  a  circular  letter  of  Auditor  McCain  dated 
October  20,  1887. 

Answering  your  Inquiries  based  on  said  former  letters,  I  have  respectfully 
to  advise  you  as  follows : 

1.  There  has  been  no  substantial  change  of  conditions  in  the  relations  which 
the  Denver  and  Rio  Grande  Railway  Company  bears  to  its  connecting  lines  iu 
the  transportation  of  traffic  from  the  Pacific  coast  to  Missouri  River  points  and 
to  Colorado  points.  There  have,  however,  been  important  changes  of  condi- 
tions affecting  the  traffic  and  relative  rates  upon  traffic  during  the  eighteen 
years  that  have  elapsed  since  the  writing  of  the  letters  of  December,  1887. 
Generally  siieaking,  these  changes  of  conditions  are  attributable  to  Increase  of 
I)opuIation  and  growth  of  commerce  in  certain  portions  of  the  territory  tributary 
to  the  lines  involved,  to  the  development  of  new  industries  in  such  territory, 
and  to  changes  in  the  relative  Importance  of  the  competitive  forces  operating 
at  Missouri  River  points  on  the  one  hand  and  at  C/olorado  points  on  the  other. 
The  results  of  these  changes  of  conditions  appear  in  the  facts  stated  below. 

2.  There  have  been  gradual  changes  of  rates,  almost  uniformly  In  the  direc- 
tion of  a  reduction,  on  the  traffic  from  Pacific  coant  points  to  Colorado  common 
I>oints  since  1887,  and  the  differences  would  not  be  correctly  expressed  by  any 
comparison  of  class  rates  then  and  now  existing.  In  1887  the  great  bulk  of 
such  traffic  was  carried  at  the  class  rates  then  in  force,  and  only  a  few  commod- 
ities were  carried  at  special  commodity  rates.  At  the  present  time,  however, 
fully  95  per  cent  of  the  traffic  carried  via  the  Denver  and  Rio  Grande  Railroad 
from  Pacific  coast  points  to  and  east  of  Colorado  common  i)oints  is  carried  on 
special  commodity  rates  and  not  uiK)n  class  rates,  and  the  transfer  of  any  com- 
modity from  the  class  rate  to  a  com'modity  rate  means  almost  invariably  a 
radical  reduction  in  the  charge  for  transportation. 

I  submit  herewith  a  table  of  seventeen  commodities,  which  together  consti- 
tute the  bulk  of  the  California-Colorado  traffic  passing  over  the  lines  of  our 
company.  This  table  gives  a  statement  of  the  class  to  which  the  commodity 
would  belong  if  it  should  be  moved  under  class  rates.  It  also  gives  the  class 
rate  as  it  existed  in  1887.  the  commodity  rate  which  existed  in  1887  on  such  of 
the  articles  as  were  then  moved  by  commodity  rate,  the  commodity  rate  now 
existing,  and  the  ratio  of  the  present  rate  to  the  rate  existing  in  1887.  expressed 
in  terms  of  percentage,  as  follows: 
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California  to  Colorado. 


Commodity. 

Claas. 

Class 
rate, 
1887. 

Com- 
modity 
rate, 
1887. 

Com- 
modity 
rate, 
1906. 

Ratio  of 

1806  rate 

to  1887 

rate. 

Apples 

Fifth 

1.40 
1.26 
1.40 
L80 

0.86 
.76 
1.121 
1.0? 
1.26 

:S 

.40 
1.80 

\^ 

1.80 
1.75 
1.50 
1.16 
1.85 
1.25 

Ptreent, 
60 

Oumed  goods 

....do ! 

60 

OrmnfgetT. 

Third        1 

80 

Dried  frait 

Fourth. -J 

77 

Deciduons  frnit 

Third.... 
Second . . . 

2.80 

54 

Wine 

1.80 

1.20 

.64 

58 

Sngn-r , .   , 

Fifth         1 

60 

D ' 

^ 

NvtB,  edible .      . 

Third.... 
Second... 
First 

2.80 
2.65 

m 

Leather 

4? 

Clothing 

8.00 

07 

Crockery 

Second... 

First 

.  ..do 

2.65 
3.00 
8.00 
1.86 
2.80 
2.80 

4t 

Sztracto 

68 

Tea^ ...:.:.::.:::::::::::::::::::::::::::::::: 

60 

Coffee 

Fourth... 
Third  .... 
do 

60 

Baking  powder 

68 

Garden  seedB 

64 

Arerage  ratio  of  present  rates  to  1887  rates  on  17  commodities,  57  per  cent. 
Average  reduction,  4.S  per  cent. 

It  has  been  the  policy  of  the  railroad  lines  to  transfer  a  given  product  from 
the  class  rate  to  the  commodity  rate  when  the  tonnage  to  be  moved  as  to  any 
snch  one  commodity  became  large  in  amount,  and  following  this  principle 
nearly  all.  as  above  stated,  of  the  transcontinental  traffic  from  the  Pacific 
coast  has  now  been  transferred  to  the  commodity  list,  but  with  a  resultant 
reduction  of  43  per  cent  from  the  rateft,  whether  class  or  conmiodity,  which 
existed  in  1887. 

It  would  be  impracticable  to  make  any  concise  statement  of  all  the  changes 
that  have  been  made  in  rates  during  the  past  eighteen  years,  with  the  dates 
when  made.  They,  of  course,  appear  in  the  tariffs  filed  with  the  Interstate 
Commerce  Ck>mmiS8ion  pursuant  to  law.  but  the  general  result  may  well  be 
expressed  in  a  statement  of  the  revenue  per  ton  per  mile  received  at  intervals 
during  the  period  mentioned.  The  Denver  and  Rio  Grande  Railroad  Company 
does  not  keep  statistics  which  will  show  such  rate  i)er  ton  per  mile  separately 
for  the  business  carried  from  the  Pacific  coast  to  Colorado  common  points  or 
Missouri  River  common  points,  but  on  the  Denver  and  Rio  Grande  Railroad 
System,  as  a  whole,  the  following  figures  will  show,  at  intervals  of  six  years, 
the  resultant  changes  In  the  revenue  derived  from  the  transportation  of  freight : 


Year. 


'  Cents  jMT 
I    ton  per 
>   mile  re- 
I    ceived. 


Ratio  T»r.  Reduction 


1887. 
18n. 


1906. 


2.88  : 
1.76 
1.36  ' 
1.34  . 


100  I. 
74 
67  I 
56 


24 

48 
46 


It  is  a  significant  fact  that,  comparing  the  revenue  per  ton  per  mile  on  the 
Denver  and  Rio  Grande  Railroad  System  with  the  diminution  of  rates  on 
traffic  from  the  Pacific  coast  to  Colorado  common  points,  the  reduction  is  sub- 
stantially identical,  as  will  appear  from  a  glance  at  the  two  tables  above  set 
forth. 

It  will  be  observed  that  the  rate  per  ton  per  mile  received  by  the  Denver  and 
Rio  Grande  Railroad  Company  is  less  than  that  of  a  number  of  western  roads, 
but  is  in  excess  of  the  average  amount  received  by  railroads  of  the  United  States. 
This  excess  above  the  average  is  due  to  facts  which  are  very  apparent,  and 
which  necessitate  a  larger  charge  in  Colorado  than  in  some  other  localities  for 
the  transportation  of  traffic.  The  Denver  and  Rio  Grande  Railroad  runs  through 
a  mountainous  section  of  country,  with  high  grades  and  excessive  curvature. 
The  local  sources  of  traffic  are  scattered  by  reason  of  the  topography  and 
character  of  the  country,  and  a  larger  mileage  of  rail  Is  necessary  to  handle  a 
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given  amount  of  traffic.  It  may  be  deduced  from  tbe  statistical  report  of  the 
Interstate  Commerce  Commission  for  the  year  1903  that  the  population  of  Colo- 
rado is  in  the  proportion  of  116  inhabitants  to  each  mile  of  railway  in  the  State, 
but  that  in  Missouri,  which  by  the  Interstate  Commerce  Commission  is  included 
in  the  same  group  of  States  with  Colorado,  the  population  is  443  to  each  mile  of 
railway,  while  in  such  States  as  New  York  and  Connecticut  the  population  is  927 
to  each  mile  of  railway.  This  density  of  population  (and  therefore  of  pro- 
ductivity in  traffic)  in  its  relation  to  railway  mileage  is  an  important  feature  in 
the  adjustment  of  rates. 

At  the  time  of  the  writing  of  my  letter  of  December  10,  1887,  referred  to  in 
your  communication,  it  will  be  observed  that  the  class  rates  from  California 
to  Missouri  River  were  less  than  the  rates  on  the  same  classes  from  California 
to  Colorado.  This  difference  was  then  Justified  by  the  intensity  of  competition 
existing  at  the  Missouri  River,  resulting  from  water  communication  and  foreign 
rail  communication,  which  then  seemed  to  control  the  problem.  At  the  present 
time,  however,  on  8  of  the  10  classes,  the  class  rates  from  California  to  Colorado 
common  points  are  considerably  less  than  the  corresponding  class  rates  to  Mis- 
souri River,  and  there  is  no  class  rate  to  such  Colorado  points  which  exceeds 
the  corresponding  class  rate  to  Missouri  River. 

As  to  the  17  commodities  included  in  the  table  above  set  forth  the  com- 
modity rate  from  Pacific  coast  to  Missouri  River  is  less  than  the  commodity 
rate  from  Pacific  coast  to  Colorado  common  points  only  upon  two  items,  to  wit, 
suger  and  extracts.  On  all  other  items  the  rate  to  the  Missouri  River  is  either 
equal  to  or  In  excess  of  that  to  Colorado  common  points. 

In  the  opinion  of  the  writer  this  change  of  relative  advantage  between  the 
Missouri  River  points  and  Colorado  points  is  attributable  In  general  to  the 
matters  above  stated  in  paragraph  1  of  this  letter,  and  specifically  to  the  fact 
that  in  the  lapse  of  time  the  competition  of  the  Canadian  Pacific  and  of  the 
water  routes  at  the  Missouri  River,  in  its  relation  to  the  general  railroad 
traffic  of  the  United  States  to  Missoufi  River  points,  has  become  a  less  com- 
pelling force,  while  Colorado  common  points  have,  during  the  same  period, 
increased  in  competitive  influence.  Moreover,  independent  of  statute,  the 
natural  tendency  is  to  comply  with  the  principle  involved  in  the  long  and  short 
haul  clause  of  the  interstate  commerce  act,  except  as  dissimilar  circumstances 
controlling  in  character  and  effect  require  a  variation  from  the  rule. 

3.  The  Denver  and  Rio  Grande  Railroad  Company  and  its  connections  on 
their  California  line  in  the  transportation  of  commodities  from  the  Pacific 
coast  to  Colorado  do  in  some  instances  charge  more  for  a  shorter  distance 
than  for  a  longer  distance  over  the  same  line  and  in  the  same  direction.  In 
all  such  cases,  however,  It  is  believed  that  the  higher  rate  is  a  rate  reasonable 
in  itself,  and  only  fairly  compensatory  for  the  service  rendered,  and  the  fact 
that  there  is  a  lower  rate  to  a  more  distant  point  is  by  reason  of  substantial 
dissimilarity  of  circumst;\nces  and  conditions  which  explains  and  compels  such 
lower  rate  at  such  more  distant  point.  Typical  instances  may  be  given  in 
the  rates  on  sugar,  canned  goods,  and  powder  carried  from  California  to 
Leadville,  Colo.,  as  compared  with  the  rate  to  Denver.  The  rate  to  Leadville 
Is  fixed  on  a  basis  of  fair  compensation  for  the  service  rendered,  but  the 
traffic  to  Leadville  and  the  traffic  to  Denver  are  not  carried  under  substantially 
similar  circumstances  or  conditions.  There  is  competition  substantial  in  char- 
acter and  controlling  in  amount  at  Denver,  arising  not  only  from  the  fact  of 
a  greater  number  of  railway  lines  centering  at  that  point  but  also  from  the 
fact  that  the  shortest  railway  line  from  California  to  Denver  is  187  miles  less 
in  length  than  the  line  from  California  to  Denver  via  the  Denver  and  Rio 
Grande.  This  competition  so  existing  at  Denver  does  not  exist  at  Leadville. 
There  Is  also  at  Denver  a  competition,  resulting  in  part  from  the  local  pro- 
duction of  similar  articles  and  In  part  arising  from  shipment  of  like  com- 
modities to  that  point  from  the  East  and  South,  meeting  in  the  same  market 
the  commodities  received  from  the  Pacific  coast,  and  thereby  determining  tiie 
price  at  which  such  commodities  may  be  sold,  and  therefore  the  rate  which 
may  be  charged.    These  conditions  do  not  exist  at  Leadville. 

Hoping  that  we  have  fully  answered  your  Inquiries,  and  with  a  desire  to 
give  to  you  and  your  honorable  committee  any  further  information  which  may 
be  within  our  power,  as  you  may  call  for  the  same,  I  am, 

Very  respectfully,  yours,  A.  S.  Hughes. 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

United  States  Senate,  Washington,  D.  C, 
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TOLEDO.  ANN   ARBOR   AND   NORTH    MICHIGAN   RAILWAY   COMPANY.* 

I  have  received  your  circular  letter  of  the  20th  ultimo. 

This  company  Is  handling  two  classes  of  business  not  strictly  In  accordance  with  the 
fourth  section  of  the  act  to  regulate  Interstate  commerce. 

Id  the  tariffs  already  furnished  your  Commission  3'ou  will  find  that  we  have  made 
rate  to  the  Mlchtean  Central  Railroad  Company  for  the  coal  which  that  company  uses  at 
Jackson,  Mich.,  of  25  cents  per  net  ton  Toledo  to  Ann  Arbor. 

The  Michigan  Central  Railroad  have  a  line  of  their  own  from  Toledo  to  Jackson  by 
way  of  Detroit,  Mich.  This  line  from  Toledo  to  Ann  Arbor  is  46  miles;  the  Michigan 
Central  line  from  Toledo  to  Ann  Arbor  is  96  miles.  We  make  rate  of  25  cents  per  ton 
for  the  purpose  of  acquiring  some  revenue  on  a  basis  of  what  it  would  cost  the  Michigan 
Central  Railroad  Company  to  curry  Its  own  business  by  the  long  line.  Our  local  rate 
to  Ann  Arbor  proper  iQr  commercial  customers  on  the  same  class  of  business  is  75  cents 
per  net  ton.  We  have  felt,  however,  that  the  rate  offered  to  the  Michigan  Central  Rail- 
road was  not  contrary  to  the  spirit  of  the  fourth  section  of  the  law.  Inasmuch  as  that  com- 
pany has  a  line  of  Its  own  to  Toledo  over  wtiich  It  would  have  privilege  of  carrying  Its 
own  business  without  any  charges  whatever ;  furthermore,  that  It  Is  not  a  discrimination 
between  consumers.  It  Is  optional  with  this  company  whether  they  are  willing  to  accept 
25  cents  per  net  ton  or  be  deprived  of  this  portion  of  their  earnings. 

This  company  Is  also  hanaling  business  to  and  from  eastern  points  In  connection  with 
the  Grand  Trunk  Railway  on  a  percentage  basis.  This  exchange  Is  made  at  Hamburgh, 
Mich.,  and  the  business  is  carried  from  and  to  Toledo  through  Ann  Arbor.  Toledo  Is  on 
a  basis  of  78  per  cent,  while  Ann  Arbor  is  on  a  basis  of  84  per  cent  of  Chicago  rates. 
We  have  considered  this  situation  similar  to  that  at  Pittsburgh,  from  which  the  Lake 
Shore  and  Michigan  Southern  Rallwav  take  eastern  business  via  Youngstown,  which  Is 
a  higher  percentage  basis  than  the  point  which  originates  the  business. 

In  order  to  make  the  rate  from  Ann  Arbor  equitable  under  the  law,  we  have  secured  a 
reduction  at  this  and  Intermediate  points  on  this  line  from  92  to  84  per  cent ;  this  seenoa 
a  reasonable  advance  over  Detroit  rates,  which  Is  78  per  cent  of  Chicago  rates,  and  which 
Is  38  miles  east  of  Ann  Arbor. 

The  arrangement  for  handling  the  78  per  cent  (Toledo  business)  through  the  84  per 
cent  point  (Ann  Arbor  businessl  was  made  after  the  opinion  of  the  Interstate  Commis- 
sion was  published,  in  which  It  reviewed  the  case  of  the  Lake  Shore  and  Michigan 
Southern  Railway  handling  business  out  of  Pittsburgh  via  Youngstown. 

It  Is  a  matter  of  some  consequence  to  this  company  to  have  the  opinion  of  your  Com- 
mlBslon  on  this  position  we  have  taken  as  soon  as  possible,  Inasmuch  as  the  companies 
through  whom  we  are  working  this  business  are  taking  such  views  as  will  compel  us  to 
he  deprived  of  a  portion  of  tne  revenue  unless  we  have  some  assurance  that  they  will 
not  be  liable  under  the  act. 

H.  W.  Ashley,  General  Manager. 

C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


DETROIT,    TOLEDO   AND    IRONTON    RAILWAY    COMPANY    AND    ANN    AEBOB 

RAILROAD. 

Toledo,  Ohio,  Octohet'  2,  1905, 

Deab  Sib:  With  further  reference  to  your  esteemed  favor  of  recent  date 
regarding  Mr.  Ashley's  letter  to  the  Interstate  Commerce  Ck)mmi88lon  In  1887, 
am  very  sorry  It  is  Impossible  for  me  to  give  you  the  Information  desired 
regarding  rates  and  changes  since  Mr.  Ashley's  letter  was  written.  As  our  rec- 
ords do  not  date  further  back  than  five  years,  it  is  impossible  for  me  to  give  you 
the  dates  of  changes  in  the  rates. 

However,  there  has  been  very  little  change  in  the  general  rates  for  the  past 
five  years,  with  the  exception  of  grain  and  iron.  The  grain  rates  from  all 
pohits  in  this  territory  are  governed  by  the  rates  from  Chicago,  which  are  made 
according  to  the  conditions  at  that  point,  the  rest  of  the  territory  being  governed 
accordingly.  The  same  condition  exists  with  reference  to  the  iron  rates.  The 
rates  from  Pittsburg  to  territory  west  govern  the  situation  at  the  western  points. 

The  situation  regarding  the  long  and  short  haul  referred  to  by  Mr.  Ashley 
still  exists,  except  on  coal.  The  rate  of  25  cents  to  Ann  Arbor  has  long  since 
been  canceled,  and  so  far  as  our  records  go  we  have  not  handled  any  coal  for 
the  Michigan  Central  Railroad  for  years. 

We  have  the  same  rate  condition  on  the  Detroit,  Toledo  and  I  ronton.  The 
rates  from  stations  south  of  Lima  are  on  the  basis  of  82  per  cent  to  eastern 
dtieB,  and  we  handle  shipments  via  Detroit  to  points  taking  84  per  cent  rates. 
We  also  handle  shipments  from  Detroit  taking  78  per  cent  rates,  from  Wauseon, 
via  the  Lake  Shore  and  Michigan  Southern  Railway,  an  84  per  cent  point,  and 
Kamler,  via  the  Baltimore  and  Ohio,  an  83  per  cent  point,  and  other  Junctions 
further  south  taking  this  basis  and  going  through  84  per  cent  points  en  route. 


•  Now  Ann  Arbor  Railroad.    See  response  of  that  company  to  the  present 
inquiry. 
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We  are  compelled  to  do  this  or  loee  all  of  the  east-bound  business  from  Detroit 
This  is  a  condition  which  has  l)een  In  existence  ever  since  the  road  was  built 

If  there  is  any  more  information  I  can  give  you,  will  very  gladly  do  so  upm 
request 

Yours,  very  truly,  C.  P.  Lampbey, 

General  Traffic  Manager. 
Hon.  S.  B.  Elkins, 

Washington,  D.  C, 


NEW  YORK,  LAKE  EUIE  AND  WESTERN   RAILROAD  COMPANY.- 

Dear  Sib:  Replying  to  your  letter  of  October  20,  1887,  to  me.  and  a  similar  letter, 
of  the  same  date,  addressed  to  R.  H.  Soule,  general  manager  of  the  New  York,  Fenii- 
STlvania  and  Ohio  Railroad  Company,  in  which  you  ask :  "Are  there  any  points  upon 
the  railroad  of  your  company,  or  upon  any  railroad  operated  by  your  company,  under 
lease  or  otherwise,  to  or  from  which  interstate  rates  for  passengers  or  freight  lit 
made  by  your  road  alone,  or  in  combination  with  other  roads,  which  are  greater  tbu 
the  rates  to  or  from  more  distant  points  in  the  same  direction  over  the  same  llneT**  I  bef 
to  state  on  behalf  of  both  the  New  York,  I^ke  Erie  and  Western  Railroad  Company  ana 
the  New  York,  I'ennsylvnnla  and  Ohio  Railroad  Company  that  there  are  now  no  6otDti 
upon  the  railroad  of  either  company  or  upon  any  railroad  operated  by  either  of  said  con- 
panies,  under  lease  or  otherwise,  to  or  from  which  interstate  rates  for  passengers  or 
freight  are  made  by  said  roads  or  either  of  them  alone  which  are  greater  than  the  rtt« 
to  or  from  more  distant  points  in  the  same  direction  over  the  same  line. 

There  are,  however,  two  Instances  in  which  the  two  roads  In  question,  in  comblnatioB 
with  other  roads,  make  Interstate  rates  for  freight  which  are  greater  than  the  rates  to  «r 
from  more  distant  points. 

The  first  case  Is  the  rate  made  by  the  New  York.  Lake  Erie  and  Western  Railroad, 
the  New  York,  Tennsylvanla  and  Ohio  Railroad,  and  the  IMttsburgh  and  Lake  Erie  Rail- 
road between  New  York  and  IMttsburgh.  which  rate  is  less  than  the  rate  made  by  tbi 
New  York.  Lake  Erie  and  Western  Railroad  and  the  New  York,  Pennsylvania  and  Obib 
Railroad  between  New  York  and  Youngstown  and  intermediate  stations  as  far  east  ai. 
but  not  including.  Meadville. 

Freight  in  this  case  is  transported  from  IMttsburgh  via  the  Pittsburgh  and  Lake  Erk 
Railroad  to  Youngstown  :  thence  via  the  New  York,  l*ennsylvanla  and  Ohio  Railroad  to 
Salamanca  ;  tliencp  via  the  New  York,  Lake  Erie  and  Western  Railroad  to  New  Yort, 
and  vice  versa. 

The  second  case  Is  the  rate  made  by  the  New  York.  Lake  Erie  and  Western  Railroad, 
the  New  York,  Pennsylvania  and  Ohio  Railroad,  the  Shenango  and  Allegheny  Railroad, 
and  the  IMttsburgh  and  Western  Railroad,  between  New  Y'ork  and  Allegheny  City, 
which  rate  Is  less  than  the  rate  made  by  the  New  Y'ork,  Lake  Erie  and  Western  Rail- 
road and  the  New  York,  Pennsylvania  and  Ohio  Railroad  between  New  York  and  Sht- 
nango  and  points  cast  of,  but  not  including,  Meadville. 

Freight  in  this  case  Is  transported  from  Allegheny  City  via  the  Pittsburgh  and  Wert- 
em  Railroad,  the  Shenango  and  Allegheny  Rallroaa  to  Shenango;  thence  via  the  New 
York,  Pennsylvania  and  Ohio  Railroad  to  Salamanca  :  thence  via  the  New  York.  Lake 
Erie  and  Western  Railroad  to  New  Y'ork.  and  rice  versa. 

The  reasons  which  we  are  advised  by  counsel  Justify  these  rates  are  the  same  in  each 
case,  and  are  as  follows  : 

First.  The  greater  charge  for  the  shorter  haul  preserves  the  proper  advantage  of  situa- 
tion, and  has  in  Itself  no  element  of  Injustice  either  to  Youngstown  or  Shenango  or  tlw 
stations  between  those  points  and  Meadville.  The  lines  beyond  these  places  to  Pitti- 
burgh  and  Allegheny  Cliy,  respectively,  are  not  really  a  continuation  of  the  direct  line 
from  New  York,  but  branch  off  at  Youngstown  and  Shenango  In  quite  a  different  direc- 
tion. So  that  the  rule  that  "When  the  greater  charge  for  the  shorter  haul  over  the  same 
line  in  the  same  direction  Is  spoken  of.  the  natural  suggestion  to  the  mind  Is  of  a  lioe 
leading  with  some  directness  to  the  place  to   which  the  traffic  is  destined,"   does  not 


apply. 
Sec 

ennsTivanla  Railroad.     By  „  .      ,__  ,  ._   . _^  , _ 

seen  that  this  road  In  making  Its  rates  In  conformity  with  the  fourth  section  of  the  law 


econd.  The  rates  to  and  from  Pittsburgh  and  Allegheny  City  are  determined  bv  tbe 
PennsTlvanla  Railroad.     By  looking  at  the  location  of  the  points  In  question.  It  will  be 


would  necessarily  make  a  greater  rate  to  Youngstown  or  Shenango  than  it  would  to  Pittsi 
burgh  and  Allegheny  City. 

ifnless,  therefore,  the  New  York,  Lake  Erie  and  Western  Railroad  and  the  New  York, 
Pennsylvania  and  Ohio  Railroad  make  a  less  rate  to  Pittsburgh  and  All^heny  City  than 
they  GO  to  Youngstown  and  Shenango.  respectively,  the  tralDc  to  and  from  Plttsborcb 
and  Allegheny  City,  which  Is  now  competitive,  would  have  to  be  surrendered  to  the 
Pennsylvania  road,  whose  very  conformity  to  the  law  precludes  conformity  by  tbe  other 
roads  named.  In  other  words,  unless  the  New  York,  Lake  Erie  and  Western  Railroad 
and  the  New  York,  Pennsylvania  and  Ohio  Railroad  can  be  allowed  to  make  a  leas  rate 
to  Pittsburgh  and  Allegheny  City  than  they  make  to  Youngstown  and  Shenango.  the? 
must  give  up  Pittsburgh  and  Allegheny  City  business,  and  consequently  both  PtttsbnrgB 
and  Allegheny  City  would  be  deprived  of  the  advantages  of  competition  without  conf^rrlog 
any  benefit  upon  either  Youngstown  or  Shenango  or  the  other  Intermediate  points  to 
which  the  greater  rates  are  made. 
Very  respectfully,  yours. 

S.  M.  Fhlton,  Jr.. 
First  VicePrfident. 
C.  C.  McCain.  Esq.. 

Auditor  Interstate  Commerce  Commission, 

Department  of  Statistics,  Washington.  D.  C. 


o  Now  Erie  Railroad  Company.     See  response  of  that  company  to  the  present 
inquiry. 
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BRIE  RAILROAD  COMPANY. 

New  York,  October  10,  190o. 

Deab  Sib:  Witli  reference  to  your  letter  of  September  9,  1905,  addressed  to 
Mr.  Jaiues  Webster,  general  freight  agent.  New  York,  Chicago  and  St  liouis 
Railroad,  inclosing  copies  of  letters  written  by  S.  M.  Felton,  Jr.,  as  first  vice- 
president.  New  York.  Lake  Erie  and  Western  Railroad  Company,  and  G.  B. 
Spriggs,  general  freight  agent  of  the  New  York,  Chicago  and  St.  Louis  Railway 
Company,  in  1887.  to  Mr.  C.  C.  McCain,  at  that  time  auditor  Interstate  Com- 
merce ConmilsRion,  that  part  of  the  subject-matter  of  your  letter  pertaining 
to  the  letter  written  by  Mr.  S.  M.  Felon,  first  vice-president,  New  York,  Lake 
Erie  and  Western  Railroad,  is  one  which  now  comes  under  my  supervision.  The 
corresiwiidence  only  reached  me  October  9,  having  been  referred  to  me  by  Gen- 
eral Freight  Agent  Webster,  of  the  New  York,  Chicago  and  St.  Louis  Railway, 
under  date  of  October  5,  which  explains  why  you  have  not  heard  from  me  at  an 
earlier  date. 

We  submit  herewith  a  statement  of  rates  in  eflPect  to  various  destinations  which 
are  lower  than  rates  in  effect  to  intermediate  ix>ints,  as  a  result  of  short  line  or 
water  line  comi)etltion,  so  far  as  pertains  to  traflic  originating  on  the  Erie  Rail- 
road Company  lines;  Niagara  frontier,  Buffalo,  Salamanca,  and  east  thereof. 
We  are  having  a  similar  statement  preparetl  for  the  lines  west  of  tliese  i)oints, 
which  we  hoiHj  to  send  you  within  a  few  days.  All  of  the  tariffs  in  question, 
as  shown  on  the  company's  statement,  are  filed  with  the  Interstate  Commerce 
Commission ;  under  the  head  of  '*  remarks  '*  the  reasons  are  assigned  for  the 
issuance  of  these  rates.  Those  coming  under  the  head  of  water  competition 
undoubtedly  will  be  fully,  understood  by  you,  as  will  no  doubt  those  Issued  to 
meet  short-line  comi)etition.  The  rates  in  both  instances  are  either  issued  to 
place  shipi)ers  at  points  of  origin  on  the  same  basis  as  their  competitors  and 
enable  them  to  market  their  products  at  the  lowest  obtainable  freight  rates,  or 
to  enable  this  company  to  secure  the  trafilc  on  the  same  basis  of  rates  as  are 
published  by  its  competitors  or  water-line  routes. 

Yomrs,  truly,  H.  B.  Chamberlain, 

Third  Vice-President. 

Hon.  S.  B.  Elkins. 

Chairman  Senate  Committee  on  Interstate  Commerce, 

Washington,  D.  0. 

The  statement  referred  to  in  the  foregoing  is  as  follows : 
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We  are  compelled  to  do  this  or  lose  all  of  the  east-bound  business  fi-oui  Detroit. 
This  is  a  condition  which  has  been  in  existence  ever  since  the  road  was  built. 

If  there  is  any  more  information  I  can  give  you,  will  very  gladly  do  so  upon 
request 

Yours,  very  truly,  C.  P.  Lamprey. 

General  Traffic  Manager, 
Hon.  S.  B.  Elk  INS, 

Washington,  D,  C. 


NEW  YORK,  LAKE  EKIE  AND  WESTERN   RAILROAD  COMPANY.* 

Dear  Sir:  Replying  to  your  letter  of  October  20,  1887,  to  me,  and  a  similar  letter, 
of  the  same  date,  addressed  to  K.  U.  Soule.  general  manager  of  the  New  York,  I'enn- 
sylvania  and  Ohio  Railroad  Company,  in  which  you  ask :  "Are  there  any  points  upon 
the  railroad  of  your  company,  or  upon  any  railroad  operated  by  your  companv.  under 
lease  or  otherwise,  to  or  from  which  Interstate  rates  for  passengers  or  freight  are 
made  by  your  road  alone,  or  in  combination  with  other  roads,  which  are  greater  than 
the  rates  to  or  from  more  distant  points  in  the  same  direction  over  the  same  line?*'  I  beg 
to  state  on  behalf  of  both  the  New  York,  Lake  Erie  and  Western  Railroad  Company  and 
the  New  York,  I'ennsylvania  and  Ohio  Railroad  Company  that  there  are  now  no  uoints 
upon  the  railroad  of  either  company  or  upon  any  railroad  operated  by  either  of  said  com- 
panies, under  lease  or  otherwise,  to  or  from  which  Interstate  rates  for  passengers  or 
freight  are  made  by  said  roads  or  either  of  them  alone  which  are  greater  than  the  rates 
to  or  from  more  distant  points  in  the  same  direction  over  the  same  line. 

There  are,  however,  two  instances  in  which  the  two  roads  In  question,  in  combination 
with  other  roads,  make  interstate  rates  for  freight  which  are  greater  than  the  rates  to  or 
from  more  distant  points. 

The  first  case  is  the  rate  made  by  the  New  York,  Lake  Erie  and  Western  Railroad, 
the  New  Y'ork.  Pennsylvania  and  Ohio  Railroad,  and  the  Pittsburgh  and  Lake  Erie  Rail- 
road between  New  York  and  Pittsburgh,  which  rate  is  less  than  the  rate  made  by  the 
New  York,  I^ake  Erie  and  Western  Railroad  and  the  New  York,  Pennsylvania  and  Ohio 
Railroad  between  New  Y^ork  and  Y^oungstown  and  intermediate  stations  as  far  east  as, 
but  not  including.  Meadville. 

Freight  in  this  case  is  transported  from  Pittsburgh  via  the  Pittsburgh  and  Lake  Brie 
Railroad  to  Y^oungstown :  thence  via  the  New  York,  Pennsylvania  and  Ohio  Railroad  to 
Salamanca  ;  thence  via  the  New  York,  Lake  Erie  and  Western  Railroad  to  New  Y'ork. 
and  vice  versa. 

The  second  case  is  the  rate  made  by  the  New  York,  Lake  Erie  and  Western  Railroad, 
the  New  York,  Pennsylvania  and  Ohio  Railroad,  the  Shenango  and  Allegheny  Railroad, 
and  the  Pittsburgh  and  Western  Railroad,  between  New  York  and  Allegheny  CItv. 
which  rate  is  less  than  the  rate  made  by  the  New  York,  Lake  Erie  and  Western  Rail- 
road and  the  New  York,  Pennsylvania  and  Ohio  Railroad  between  New  York  and  She- 
nango and  points  east  of.  but  not  including,  Meadville. 

Freight  In  this  case  is  transported  from  Allegheny  City  via  the  Pittsburgh  and  West- 
ern Railroad,  the  Shenango  and  Allegheny  Rallroaa  to  Shenango;  thence  via  the  New 
York,  Pennsylvania  and  Ohio  Railroad  to  Salamanca  :  thence  via  the  New  York,  Lake 
Erie  aDd  Western  Railroad  to  New  York,  and  vice  reraa. 

The  reasons  which  we  are  advised  by  counsel  justify  these  rates  are  the  same  in  each 
case  and  are  as  follows  i 

F^rst.  The  greater  charge  for  the  shorter  haul  preserves  the  proper  advantage  of  situa- 
tion, and  has  In  itself  no  element  of  Injustice  either  to  Youngstown  or  Shenango  or  the 
stations  between  those  points  and  Meadville.  The  lines  beyond  these  places  to  Pitts- 
burgh and  Allegheny  City,  respectively,  are  not  really  a  continuation  of  the  direct  line 
from  New  York,  but  branch  off  at  Youngstown  and  Shenango  In  quite  a  different  direc- 
tion. So  that  the  rule  that  "When  the  greater  charge  for  the  shorter  haul  over  the  same 
line  In  the  same  direction  Is  spoken  of,  the  natural  suggestion  to  the  mind  Is  of  a  line 
leading  with  some  directness  to  the  place  to   which  the  traffic   Is  destined,**   does  not 


apply. 
Sec( 

ylvanla  Railroad.     By 
seen  that  this  road  In  making  its  rates  In  conformity  with  the  fourth  section  of  the  law 


ond.  The  rates  to  and  from  Pittsburgh  and  Allegheny  City  are  determined  by  the 
Pennsylvania  Railroad.     By  looking  at  the  location  of  the  points  in  question.  It  will  be 


would  necessarily  make  a  greater  rate  to  Youngstown  or  Shenango  than  It  would  to  Plttsi 
burgh  and  Allegheny  City. 

iTnless,  therefore,  the  New  York,  Lake  Erie  and  Western  Railroad  and  the  New  York, 
Pennsylvania  and  Ohio  Railroad  make  a  less  rate  to  Pittsburgh  and  Allegheny  City  than 
they  GO  to  Youngstown  and  Shenango,  respectively,  the  traffic  to  and  from  Pittsburgh 
and  Allegheny  City,  which  is  now  competitive,  would  have  to  be  surrendered  to  the 
Pennsylvania  road,  whose  very  conformity  to  the  law  precludes  conformity  by  the  other 
roads  named.  In  other  words,  unless  the  New  York,  Lake  Erie  and  Western  Railroad 
and  the  New  York,  Pennsylvania  and  Ohio  Railroad  can  be  allowed  to  make  a  less  rate 
to  Pittsburgh  and  Allegheny  City  than  they  make  to  Youngstown  and  Shenango,  thev 
must  give  up  Pittsburgh  and  Allegheny  City  business,  and  consequently  both  Pittsburgh 
and  Allegheny  City  would  be  deprived  of  the  advantages  of  competition  without  conferring 
any  benefit  upon  either  Youngstown  or  Shenango  or  the  other  Intermediate  points  to 
which  the  greater  rates  are  made. 
Very  respectfully,  yours. 

8.  M.  Fhlton,  Jr.. 
First  Vice-President. 
C.  C.  McCain,  Esq., 

Auditor  intersiate  Commerce  Commission, 

Department  of  Statistics,  Washitiffton,  D.  C. 


o  Now  Erie  Railroad  Ck)mpany.     See  response  of  that  company  to  the  present 
inquiry. 
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ERIE  RAILROAD  COMPANY. 

New  York,  October  19,  lOOo. 

Dear  Sib:  Witb  reference  to  your  letter  of  September  9,  1905,  addressed  to 
Mr.  James  Webster,  general  freigbt  agent.  New  York,  Cbicago  and  St  I^ouis 
Railroad,  inclosing  copies  of  letters  written  by  S.  M.  Felton.  Jr.,  as  first  vice- 
president.  New  York,  Lake  Erie  and  Western  Railroad  Company,  and  G.  B. 
Spriggs,  general  freigbt  agent  of  tbe  New  York,  Chicago  and  St.  Louis  Railway 
Company,  in  1887.  to  Mr.  C.  C.  McCain,  at  that  time  auditor  Interstate  Com- 
merce Commission,  that  part  of  the  subject-matter  of  your  letter  pertaining 
to  the  letter  written  by  Mr.  S.  M.  Felon,  first  vice-president.  New  York,  Lake 
Erie  and  Western  Railroad,  is  one  which  now  comes  under  my  supervision.  The 
correspondence  only  reached  me  Octol)er  9,  having  l)een  referred  to  me  by  Gen- 
eral Freight  Agent  Webster,  of  the  New  York,  Chicago  and  St.  Louis  Railway, 
under  date  of  October  5,  which  explains  why  you  have  not  heard  from  me  at  an 
earlier  date. 

W^e  submit  herewith  a  statement  of  rates  in  effect  to  various  destinations  which 
are  lower  than  rates  in  effect  to  intermediate  ix>ints,  as  a  result  of  short  line  or 
water  line  comi)etition,  so  far  as  pertains  to  trafiic  originating  on  the  Erie  Rail- 
road Company  lines;  Niagara  frontier,  Buffalo,  Salanmnca,  and  east  thereof. 
We  are  having  a  similar  statement  prepared  for  the  lines  west  of  these  i)oints, 
which  we  lioin*  to  send  you  within  a  few  days.  All  of  the  tariffs  in  (luestion, 
as  shown  on  the  company's  statement,  are  filed  with  the  Interstate  Conuuerce 
Coumiission ;  under  the  head  of  '*  remarks "  the  reasons  are  assigned  for  the 
issuance  of  these  rates.  Those  coming  under  the  head  of  water  competition 
undoubtedly  will  be  fully,  understood  by  you,  as  will  no  doubt  those  issued  to 
meet  short-line  competition.  The  rates  in  both  instances  are  either  issued  to 
place  shipi)ers  at  points  of  origin  on  the  same  basis  as  their  competitors  and 
enable  them  to  market  their  products  at  the  lowest  obtainable  freight  rates,  or 
to  enable  this  company  to  secure  the  trafiic  on  the  same  basis  of  rates  as  are 
published  by  its  competitors  or  water-line  routes. 

Yours,  truly,  H.  B.  Chambeblain, 

Third  Vice-President. 

Hon.  S.  B.  Elkins, 

Chairman  Senate  Committee  on  Interstate  Commerce, 

Washington,  D,  0. 


The  statement  referred  to  in  the  foregoing  is  as  follows : 
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GRAND  RAPIDS  AND  INDIANA  RAILROAD  COMPANY.  , 

Deab  Sir  :  Circular  from  the  Interstate  Commerce  Commissioxi,  dated  Washington, 
October  20.  Returning  same  and  replying  to  your  notation,  woold  say  that  the  following 
are  instances  which  might  possibly  oe  considered  as  a  yiolation  of  the  fourth  clause  of 
the  law :  Certain  points  on  the  line  of  our  road  south  of  Fort  Wayne  and  north  of  Rich- 
mond, Ind.,  take  88  per  cent  of  Chicago  rates  to  eastern  cities.  From  some  of  these 
points  we  are  obliged  to  go  out  of  the  business  or  haul  the  traiBc  through  Fort  Wayne^ 
which  is  a  90  per  cent  point.  The  same  is  true  in  regard  to  the  live-stock  shipments 
from  points  on  our  line  between  Sturgis  and  Fort  Wayne.  In  order  to  compete  for  this 
trafBc  we  are  obliged  to  haul  96  and  92  per  cent  points  through  100  per  cent  points  and 
send  the  business  via  Wasepi  and  the  Michigan  Central  road.  In  no  case,  however,  does 
ourproportlon  of  the  through  rate  allow  us  more  for  the  shorter  than  for  the  longer  haul. 

We  are  also  taking  Pacific  coast  business  from  points  on  our  line  at  lower  rates  than 
are  made  to  intermediate  points  this  side  of  Pacific  coast  points. 

From  recent  rulings  of  the  Commission  in  regard  to  all  of  these  matters,  I  understand 
that  we  are  not  violating  the  law  by  our  action. 
Yours,  truly. 

C.   K.  filLL. 

W.  O.  HroAUT,  Srt.i. 

Presitlent  an<l  Gen^raJ  Manager,  Cjty. 


<;RAND  RAPIDS  AND  INDIANA  RAILWAY  COMPANY. 

Qband  Rapids,  Mich.,  September  21,  1905. 

Deab  Sir  :  Youf  letter  without  date  duly  received. 

I  note  your  rer>reii«-e  to  letter  of  C.  E.  Gill  concerning  certain  rates  applied 
by  this  company  (n  1887  in  yiolation  of  the  long  and  short  haul  clause  of  the 
Interstate  law. 

We  are  still  haadlinj?  Pacific  coast  business,  as  I  believe  are  all  other  rail- 
roads in  this  territory,  applying  lower  rates  to  those  points  than  to  Inter- 
mediate points  this  side  of  coast  points.  • 

We  are  occasionally  handling  shipments  between  the  other  points  referred  to 
in  Mr.  Gill's  letter,  iininely,  live  stock  from  stations  on  our  line  between  Sturgis 
and  Fort  Wayne,  via  Wasepi  and  Michigan  Central  Railroad.  I  am  not  able  to 
give  you  the  rates  in  effect  at  the  time  Mr.  Gill's  letter  was  written,  as  our  flies 
for  that  period  have  been  destroyed.  We  are  handling  live  stock  from  stations 
on  our  Richmond  division  to  Pittsburg  and  Buffalo  from  certain  stations 
through  certain  other  higher  rate  stations,  as  our  train  service  requires  this. 
We  could  not  ni:3ke  satisfactory  time  with  live  stock  except  under  such  an 
arrangement. 

We  are  forwarding  butter,  eggs,  and  poultry  from  Portland,  Ind.,  through 
Fort  Wayne,  a  higlier-rate  point,  to  eastern  cities  on  account  of  having  refrig- 
erator-car service  over  that  route  which  make  close  connection  at  Fort  Wayne 
with  Pennsylv.ini:)  Line,  such  cars  being  used  for  picking  up  shipments  at  inter- 
mediate stations.  We  could  only  give  satisfactory  service  to  our  patrons  under 
such  an  arrangement 

We  are  forwarding  shipments  from  our  Richmond  division  to  Canadian 
points  througii  higher-rate  junction  points,  this  being  necessary  on  account  of 
our  having  dire«^t  .connection  with  Grand  Trunk  Railway  at  a  higher-rate 
point,  through  'nu-  and  train  service  being  better  over  that  route  than  could  be 
made  via  other  routes  using  roads  intermediate  to  Grand  Trunk  to  reach  that 
line. 

In  our  tariff  with  Pennsylvania  Lines  we  publish  to  some  points  rates  which 
are  applicable  over  shorter  lines,  ignoring  the  long  and  short  haul  clause  of  the 
law.  We  have  direct  connection  and  through  car  arrangements  with  Penn- 
sylvania Lines  ind  only  meet  the  short-line  rates. 

We  have  in  effect  onninodlty  rates  on  butter  dishes  and  clothes  pins  Traverse 
City  and  Petoskey  to  Chicago,  not  applying  from  and  to  intermediate  points, 
meeting  the  r.ites  which  are  applicable  over  the  direct  boat  line  from  and  to 
points  nameil. 

We  have  in  eff-^ot  rate  on  rough  lumber  of  6  cents  Muskegon  to  Chicago, 
not  applying  ifroni  and  to  intermediate  points.  In  competition  with  rate  applying 
by  boat  fri)m  nad  to  those  points,  the  regular  all-rail  rate  being  8  cents. 

There  may  be  other  cases  of  deviation  from  the  long  and  short  haul  clause 
of  the  law,  but  th^e  nre  the  most  important,  and  please  understand  that  they 
are  all  regularly  ->ublislied  and  filed  with  the  Commission  at  Washington.    In 
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uo  case  that  I  am  aware  of  does  our  proportion  of  through  rate  allow  us  more 
for  the  shorter  than  for  the  longer  haul. 

If  I  can  be  of  further  service  please  let  me  hear  from  you. 
Yours,  truly, 

E.  C.  Leaven woBTH, 

General  Freight  Agent, 

Hon.  S.  B.  Elkins,  .    . 

Senate  of  the  United  State-i,  Washington,  D.  C. 


GRAND  TRUNK  RAILWAY  OF  CANADA. 

My  Dkak  Sib  :  I  beg  to  state  Id  regard  to  yoar  letter  of  the  20th  iDStaot  that  before 
the  luterstate  commerce  law  came  into  effect  lengthened  conferences  took  place  between 
the  company's  counsel  and  its  administration  with  the  view  of  determining  the  interpre- 
tation of  the  law.  and  of  framing  the  company's  tariffs  in  strict  compliance  with  its  pro- 
visions, and  tbe  labors  of  the  company's  staff  were  directed  In  accordance  with  the  con- 
cluaions  reached. 

There  Is,  to  the  best  of  my  knowledge  and  belief,  no  particular  In  which  the  company's 
tariffs  have  been  framed  In  opposition  to  tbe  :»hort-haul  principle  of  the  law,  or  to  any  of 
its  other  provisions. 

Very  truly,  yours,  L.  J.  Sii&boeant^ 

Tra/fto  Managei'. 

C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce:  Commission,  Washington,  D.  C. 


CHICAGO  AND  GRAND  TRUNK  RAILWAY.   DETROIT,  GRAND  HAVEN  AND  MIL- 
WAUKEE RAILWAY. - 

1>EAK  Sir  :  Replying  to  your  circular  letter  of  the  20th  October,  I  beg  to  say  that  we 
are  carrying  traffic  over  the  I>etroit,  Grand  Haven  and  Milwaukee  Railway,  from  sta- 
tions between  Grand  Haven  and  Owosso,  at  a  higher  rate  than  we  are  charging  from  Mil- 
waukee. 

This  Is  done  in  accordance  with  the  wish  of  our  competitive  companies,  and  is  claimed 
to  he  justified  by  the  water  competition  that  exists  at  Chicago  during  the  greater  part  of 
the  year. 

We  are  also  taking  traffic  on  the  Chicago  and  Grand  Trunk  Railway  from  points  on  the 
Cincinnati,  Wabash  and  Michigan  Railroad  via  Granger,  which  takes  a  less  rate  from  the 
originating  point  than  the  rate  from  Granger. 

We  are  doing  the  same  thing  In  connection  with  the  traffic  from  the  Louisville,  New 
Albany  and  Chicago  via  Haskell ;  also  In  connection  with  the  Toledo,  Ann  Arbor  and 
Northern  Michigan  Railway  via  Hamburg,  on  the  Michigan  Air  Line. 

The  following  covers  the  whole  of  the  points  In  question,  It  being  understood  that  the 
Junctions  all  takp  100  per  cent : 

Via  Haskell:  Percent. 

From  ludlannpolls  and  Indianapolis  points 93 

New    Albany 90 

Via  Stillwell : 

Indianapolis  and  Indianapolis  points 93 

Via  South  Bend  : 

lA>gansport    97 

Via  (iranger : 

Goshen  and  Claypooi 97 

Warsaw  and   Wabash 97 

Indianapolis   93 

Anderson 92 

Marlon     9S 

Bolivar    97 

Milford    97 

North    Manchester --  97 

I  may  add.  for  the  information  of  the  Commission, >  that  the  rates  on  which  the  above 
percentages  are  allowed  are  all  made  by  the  railway  company  from  which  we  take  the 
traffic,  not  by  us,  and  we  have  felt  con^tralued  to  carry  tnem  out  In  order  to  meet  the 
exigencies  resulting  from  competition. 

Yours,  respectfully,  W.  .T.  Spicku, 

General  Manager. 
C.  C.  McCain.  Esq.. 

Auditor  Interstate  Commerrt'  rouimintion,  ^Va8llington,  I).  C. 

a  See  resiH>nse  of  (4 r:\nd  Tnink  Railway. 
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GRAND  TRUNK  RAILWAY  SYSTEM. 

Montreal,  Quebec,  October  i7,  190o. 
Deab  Sib:  In  further  reference  to  your  favor  of  11th  instant 
Referring  to  General  Manager  Spicer's  letter.    There  have  been  changes  as 
follows : 

Milwaukee  v.  traffic  in  Michigan.  Grand  Haven  Jo  Owosso.  At  the  time  Mr. 
Spicer's  letter  was  written,  presumably  in  1887,  the  basis  of  rates  from  Detroit. 
Grand  Haven,  and  Milwaukee  stations  in  Michigan,  Owosso  to  Grand  Haven 
inclusive,  to  New  York  was  100  per  cent  of  the  Chicago  to  New  York  rate. 

Milwaukee  was  all  rail  via  Chicago  the  same  rates  as  from  Chicago,  viz: 
Class  1,  75 ;  class  2,  65 ;  class  3,  50 ;  class  4,  35 ;  class  5,  30 ;  class  6,  25  cents 
per  100  pounds,  but  by  the  D.  G.  H.  and  M.  break-bulk  boats,  Milwaukee  to 
Grand  Haven,  the  rates  were  6,  5,  4,  3,  2,  and  2  cents  per  100  pounds  below  tbo 
all-rail  rates ;  hence  those  figures  lower  than  the  rates  from  Grand  Haven,  etc., 
but  effective  in  1891,  the  basis  of  the  stations  Owosso  to  Grand  Haven,  was 
reduced  from  100  to  96  per  cent  of  the  Chicago  to  New  York  rate,  making  the 
rates  from  those  points  72.  62^,  48,  33i,  29,  and  24  cents  per  100  pounds,  and 
which  were  still,  class  1,  3 ;  class  2,  2^ ;  class  3,  2 ;  class  4,  1^ ;  class  5,  1,  and 
class  6,  1  cent  per  100  pounds  higher  than  the  break-bulk  rates  from  Milwau- 
kee. In  1899  the  differentials  below  the  all-rail  rate  applied  by  the  break-bulk 
boats  from  Milwaukee  via  Grand  Haven  were  reduced,  making  the  rates  from 
Milwaukee  72,  63,  48,  34,  29,  and  24  cents  per  100  pounds.  Therefore,  since 
that  time  the  position  outlined  in  General  Manager  Spicer's  letter  has  been 
changed,  and  the  rates  at  the  present  time  are  not  at  varinnce  with  the  long 
and  short  haul  clause. 

In  reference  to  Mr.  Spicer's  remarks  as  to  traffic  carried  via  Granger  and 
Haskell,  in  1891  east-bound  rates  from  Stilwell,  South  Bend,  and  Granger 
were  reduced  from  100  to  96  per  cent  of  the  Chicago  to  New  York  basis,  the 
rates  from  Haskell  being  left  at  100  per  cent.  This  leaves  the  present  condi- 
tion as  follows: 

Per  cent. 

From    Haskell 100 

From  Indianapolis  and  Indianapolis  points  via  Haskell 93-97 

From  New  Albany  (advanced  from  96  to  100  per  cent) 100 

From   SUlwell 96 

From  Indianapolis  and  points  via  Stilwell 93 

From  South  Bend 96 

From  Logansport,  Ind.  (since  reduced  to  96  per  cent). 96 

From  a  few  points  on  so-called  **  Butler  "  branch  of  Vandalia  road 93 

From  Granger,   Ind ^ 96 

From  Cincinnati  points  via  Granger ^ 87 

From  Anderson,  Marion.  Ind.,  and  vicinity  via  Granger 92 

From  Indianapolis  and  points  via  Granger 93 

From  balance  territory  Cleveland,  Cincinnati,  Chicago  and  St  Louis, 

not  less  than 96 

From   Durand,    Mich 92 

From  Toledo.  Ohio,  and  group.  Ann  Arbor  Railroad  via  Durand 78 

From  Ann  Arbor,  Mich.,  and  group.  Ann  Arbor  Railroad  via  Durand.        84 

In  addition  to  the  above,  the  following  conditions  now  exist  in  reference  to 
the  adjustment  of  rates  from  Chicago  and  contiguous  iwints  on  the  Grand  Trunk 
System  to  Jackson,  Grand  Rapids,  Grand  Haven,  and  Muskegon,  Mich. 

To  the  four  points  named  we  publish  from  Chicago  the  following  class 
rates,  viz:  Class  1,  33:  class  2.  28i ;  class  3.  22:  class  4,  15:  class  5,  12, 
and  class  6,  9i  cents  per  100  pounds,  carrying  freight  at  said  rates  to  these 
I)oints  and  through  points  adjacent,  to  which  we  publish  and  carry  freight  at 
the  following  rates :  37.  32,  23^,  16.  13,  and  10  cents  per  100  pounds. 

To  Jackson.  Mich.,  we  meet,  via  our  longer  route,  the  competitive  short-line 
rates  of  the  Michigan  Central ;  at  (irand  Rapids.  Grand  Haven,  and  Muske- 
gon we  meet,  via  our  longer  route,  the  short-lino  rates  of  the  Pere  Marquette, 
the  rates  to  those  three  latter  points  being  also  affected  by  direct  water  compe- 
tition from  Chicago.  The  rates  to  these  iioints  specially  named,  as  well  as  the 
higher  rates  to  Intermediate  points,  are  adjusted  in  accordance  with  the 
so-called  Central  Freight  Assooiation  scale,  operative  for  many  years  and 
fixed  with  relation  to  the  commercial  requirements  of  each  section  of  territory 
or  group  of  points. 
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Tbese  so-called  short-line  competitive  rates  have  been  published  and  applied 
under  a  decision  given  by  the  United  States  Supreme  Ck>urt  in  October,  1903. 

We  also  have  in  effect  from  Chicago  and  contiguous  points  affected  by  Chi- 
cago rates  certain  rates  to  points  on  connecting  lines  which  are  less  than  the 
rates  we  published  from  Chicago  to  our  junction  with  said  roads. 

To  illustrate : 

[In  cents  per  100  pounds.] 


Chicago  to- 

Classes. 

1. 

& 

a. 

1. 

& 

s. 

South  Bend 

90 

m 

17 
IK 

m 

IT 

m 
m 

IS 

m 
m 

IS 

1« 

u 
1« 

9 

m 
m 

B 

Rolling  Prairie,  Lake  Shore-  and  Michigan  Southern  via 

7 

North  Jndflon,  Indiana,  Illinois  and  Iowa  via  South  Bend.... 
Granger,  Ind 

B 

Benfon  Harbor,  Mich.,  Cleveland,  Cincinnati,  Chicago  and 
St.  Louis  via  Granser 

S 

Pontiac,Mich 

10 

Hudson,  Mich..  Cincinnati  Northern  via  Pontlac  and  Jack- 
son  

Detroit,  Mich 

Adrian,  Mich.,  Detroit  Southern  via  Detroit 

10 

The  rates  cited  immediately  above  as  being  in  effect  from  Chicago  to  the 
connecting  lines  above  mentioned  are  not  used  to  any  appreciable  extent  on 
traffic  from  Chicago  proper,  but  are  more  frequently  used  from  points  east  of 
Chicago,  from  which  Chicago  rates  apply,  and  where  the  Grand  Trunk  System 
territory  is  competitive  with  that  of  the  shorter  and  more  direct  lines,  either 
crossing  or  adjacent  to  that  of  the  Grand  Trunk. 

The  rates  cited  above  to  points  on  the  Cincinnati  Northern  Railway  were  first 
established  via  Battle  Creek,  but  after  the  acquisition  of  a  portion  of  that  road 
by  the  Michigan  Central  we  had  to  apply  the  rates  to  the  territory  left  open  to 
us  via  Jackson  or  withdraw  them. 

In  reference  to  Traffic  Manager  Seargeant's  letter.  It  is  not  the  practice  of 
the  Grand  Trunk  Railway  System  to  make  a  departure  from  the  long-and- 
short-haul  clause  from  its  Canadian  territory,  except  that  upon  grain  and  grain 
products,  the  rates  from  points  between  the  St.  Clair  and  Niagara  rivers  on 
traffic  destined  to  New  York,  Philadelphia,  and  Baltimore  have  been  slightly 
in  excess  of  those  in  effect  from  Detroit  or  Port  Huron,  on  the  ground  that 
the  qompetition  was  of  a  different  character  and  that  the  difference  in  rates 
was  justified  by  such  conditions.  But  even  this  exceptional  condition  now  no 
longer  exists,  as  since  October  1  of  this  year  the  rates  from  the  Canadian 
territory  intermediate  between  the  Detroit  and  Niagara  frontiers  have  been 
scaled  on  the  Chicago-New  York  rates  in  the  same  manner  as  is  the  custom 
from  the  United  States,  viz,  the  percentage  grouping.  Thus  the  long-and-short- 
haul  clause  of  the  law  is  strictly  followed. 
Yours,  truly, 

John  W.  Loud, 
Freight  Traffic  Manatjer. 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Senate  of  the  United  States,  Washington,  D.  C. 


HOUSTON  AND  TEXAS  CENTRAL  RAILWAY  COMPANY. 

'■  Dbab  Sib  :  Yours  of  the  20tta  ultimo,  addressed  to  the  receivers  of  this  road,  has  been 
referred  to  me  for  reply. 

I  iDcIose  you  herewith  tariff  of  rates  od  commodities  and  class  articles  to  Houston  and 
Galveston,  Tex.,  from  Saint  Louis  and  points  east  of  Saint  Louis ;  also  tariff  from  Saint 
Louis  on  the  same  articles  to  intermediate  points  In  the  interior  that  are  a  shorter  dis- 
tance than  to  Houston  and  Galveston — the  same  differentials  from  points  east  of  Saint 
I/onis  that  apply  to  Houston  and  Galveston  applying  to  intermediate  points,  and  beg  to 
state,  for  your  Information,  that  the  rates  made  to  Houston  and  Galveston  are  made  on  a 
basis  of  the  rates  by  water  to  New  Orleans  and  the  local  tariff  from  New  Orleans  to 
Houston  and  Galveston,  also  by  the  locals  to  New  Orleans  by  rail  and  the  locals  from 
New  Orleans  added. 

There  Is  quite  a  large  traffic  to  Houston  and  Galveston  from  the  points  named,  which 
we  would  be  entirely  depTlved  of  if  we  did  not  meet  the  rates  made  by  the  water  lines 
via  New  Orleans. 
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The  Decessity  of  maklog  these  rates  to  ioterlor  points,  however,  does  not  exist,  from 
the  fact  that  water  competition  does  not  extend  beyond  Houston  or  Oalyeston,  as  the 
rail  lines  leading  in  and  through  Texas  are  in  a  position  to  protect  themselves  against  it. 

The  Question  for  the  roads  to  solve  was  whether  to  reduce  nine-tenths  of  their  rere- 
nue  to  interior  points  or  go  out  of  the  business  to  Houston  and  Galveston,  virtually  de- 
stroying all  competition  to  these  points,  or  else  meet  the  competition  by  water  and  malce 
the  rates  that  were  made  by  that  route. 

This  line,  and  all  other  lines  leading  to  Houston  and  Galveston,  have  seen  fit.  under 
the  circumstances,  to  meet  competition,  believing  that  they  would  be  fully  Justified  in 
so  doing  from  the  fact  that  if  they  withdrew  from  the  business  It  would  not  prevent 
shippers  from  getting  the  benefit  of  lower  rates  to  Houston  and  Galveston  than  are  made 
to  the  interior  points,  as  they  would  be  made  anyhow  bv  the  water  lines,  and  the  question 
was  simply  whether  we  should  put  in  the  rates  in  order  to  help  our  revenue  by  nauling 
a  portion  of  the  freight. 

Our  position  seems  to  us  perfectly  legal  and  fair,  and  we  trust  will  be  so  recognised  by 
the  Commission  should  any  question  arise. 

Yours,  respectfully,  Dan'l  Riplbt^ 

General  Freight  Agent. 

C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commiseion,  Waahington,  D.  C. 


HOUSTON  AND  TEXAS  CENTRAL  RAILWAY  COMPANY. 

Dbiab  Sib  :  Replying  to  yours  of  the  23d  instant,  calling  attention  to  circular  of  Octo- 
ber 20.     There  is  no  point  on  this  railway  from  which  a  less  rate  is  made  for  a  long  haul 
than  a  short  one  in  same  direction  on  Interstate  business  (passenger). 
Yours,  truly, 

A.    FULKNBB, 

C^eneral  Paseenger  Agent, 
C.  C.  McCain.  Esq., 

Auditor  Interstate  Oommeroe  Commiseion,  Waahington,  D.  C. 

THE  HOUSTON  BAST  AND  WEST  TEXAS  RAILWAY  COMPANY. 

Dbab  Sir  :  Replying  to  your  circulars  to  me  of  October  20.  The  following  points  take 
a  less  rate  than  other  local  stations  over  same  route  and  in  same  direction,  but  only  on 
certain  commodities,  namely,  Shreveport,  Keechl,  Logansport,  and  Houston.  I  attach 
commodity  tariff  showing  rates  to  Houston.  Below  are  list  of  commodities  and  rates  ai 
they  apply  in  comparison  : 


Articles. 


Local      Shreve- 1  Tr«^i,4     Logans 
points.  I    port,    i  ^-^^cni.  |    ^^ 


.fiO 
.00 


|0.27f  10. 47^  |0.5(H 

.27i  .47i  ,  .GOi 

80  .44  .48 

eo  .eo  <  .00 


Ck>tton 

Flour  and  meal . 

Sufni" and  malls ..- 

COTee '         .08  .08    i         .08  .08 

Bloe I         .00    I         .00    '         .00    I  .00 

Salt .83  .33    i         .88    ,  .38 

Coal  and  coke  per  ton 5.00  5.00  6.00  5.00 

Ice,  car  80,000 pounds I     00.00    i     00.00    '     00.00    '       00.00 

These  rates  are  for  carload  lots,  and  are  made  necessary  on  account  of  water  compe- 
tition from  Saint  Louis  to  New  Orleans,  or  Shreveport  The  figures  named  apply  from 
Saint  Louis. 

We  make  less  rate  from  Shreveport  on  cotton  to  various  points,  rendered  necessary  by 
water  competition.     Attached  please  find  tariffs  for  comparison. 
Yours,  truly, 

M.  G.  Howe, 
Receiver  8.  d  E.  d  W.  T.,  and  General  Manager  8.  d  H.  R.  R. 
C.  C.  McCain.  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


HOUSTON  AND  TEXAS  CENTRAL  RAILROAD  COMPANY.  HOUSTON  BAST  AND 

WEST  TEXAS  RAILWAY  COMPANY.  HOUSTON  AND  SHREVEPORT  RAILROAD 

COMPANY. 

Houston,  Tex.,  October  16,  1905. 

Dear  Sib:  I  have  your  favor  of  recent  date,  with  inclosures  of  copies  of  let- 
ters from  Mr.  Daniel  Ripley,  general  freight  agent ;  Mr.  M.  G.  Howe,  receiTer, 
and  Mr.  A.  Faulkner,  general  passenger  agent  My  absence  from  Houston  has 
prevented  earlier  reply. 

The  conditions  described  in  the  letters  mentioned  above  have  not  changed  to  any 
material  extent  It  is  still  necessary  for  the  lines  entering  Texas  on  its  north- 
ern and  northeastern  border  to  carry  rates  to  Houston,  Galveston,  and  Bean- 
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inoDt  which  are  less  than  the  rates  to  intermediate  points  on  some  commodities. 
There  is  quite  a  large  traffic  to  these  points,  and  if  the  lines  entering  Texas  as 
descrihed  desire  to  participate  in  this  business  they  must  necessarily  meet  the 
rates  that  are  made  on  the  basis  of  the  water  rate  to  New  Orleans,  or  the  low 
rail  rate  made  to  meet  the  water  competition  to  New  Orleans,  plus  the  local  rate 
from  New  Orleans  to  Houston,  Galveston,  and  Beaumont  This  competition  or 
condition  does  not  exist  at  intermediate  points  on  the  rail  lines  in  Texas  be- 
tween the  northern  and  northeastern  borders  of  the  State,  therefore  higher 
rates  are  carried  to  such  points. 

I  attach  a  small  statement  showing  some  of  the  commodities  and  the  rates; 
the  dates  when  effective  ai*e  also  given  in  the  statement  I  regret  I  am  not 
able  to  furnish  you  the  rates  of  1887,  but  our  records  for  that  year  have  all 
been  destroyed.  I  also  inclose  you  our  present  tariffs  by  which  you  can  verify, 
and,  if  you  desire,  check  the  figures  I  have  furnished. 

Changes  have  been  made  in  the  rates  to  Houston  and  Galveston,  either  ad- 
vances or  reductions,  on  commodities  that  the  competition  controlled.  For  ex- 
ample, we  found  that  on  flour  and  meal  the  rates  via  New  Orleans,  or  any  other 
crossing,  to  Houston  and  Galveston  would  not  affect  the  movement,  therefore  it 
was  feasible  to  carry  the  same  rates  to  Houston  as  carried  to  Texas  common 
I>oints,  while  the  rate  on  sugar,  molasses,  and  coffee  is  less  to  Houston,  for  the 
reason  that  the  competition  via  the  Mississippi  River  and  the  competition  of 
rail  lines  meeting  such  competition,  plus  the  rate  from  New  Orleans  to  Houston, 
was  available  and  could  affect  the  movement  of  the  business.  This  explains 
the  changes  that  have  taken  place  from  time  to  time  and  which  will  influence 
changes  in  the  future. 

We  have  a  great  many  instances  where  intermediate  rates  are  higher,  caused 
by  practically  the  same  competition  or  basis  of  making  rates  in  the  opposite 
direction.  For  instance,  rates  from  New  Orleans  to  Missouri  River  points  are 
made  on  the  basis  of  the  rate  to  St  Louis,  plus  a  differential,  or  plus  a  lo^ 
rate,  or  through  Memphis  and  rail  from  Memphis  to  points  on  the  Missouri 
River  OP  points  in  Kansas,  Indian  or  Oklahoma  Territories  that  are  less  than 
the  intermediate  rates  in  Texas.  Therefore,  it  is  necessary  for  the  lines  from 
New  Orleans,  handling  their  business  through  Texas,  to  carry  these  rates  if 
they  desire  to  participate  in  any  of  the  business.  Otherwise,  the  rates  being 
based  on  Memphis  or  St  Louis  and  made  by  lines  passing  through  those  gate- 
ways, it  would  all  move  via  those  routes,  and  the  lines  passing  through  Texas 
would  simply  be  deprived  of  the  business  and  a  proportion  of  their  revenue 
thereon  without  in  any  case  advancing  the  rate.  The  same  conditions  do  not 
apply  to  intermediate  points,  and  the  competition  of  water  via  Mississippi  River 
to  St.  Louis  or  Memphis  to  Missouri  River  points  does  not  prevail. 

This,  In  a  general  way,  covers  the  situation  and,  I  trust,  will  give  you  the 
information  you  desire. 

Yours,  truly,  H.  A.  Jones, 

Freight  Traffic  Manager. 

Senator  S.  B.  Elkins, 

Washington,  D.  C. 


(The  statement  referred  to  In  the  foregoing  is  as  follows:) 
Rate8  from  St.  Louis,  Mo. 


Houston. 


Article. 


Shreveport. 


Intermediate  points. 


Rate.     Date  effective.    iRate.l    Date  effective.    iRate.     Date  effective. 


Bagging  and  ties,  car 
load. 

Flour  and  meal 

Sugar 


Molasses. 


Coffee  . 
Bice.. 
Salt.... 


-I- 


32 

41 
83 

40 

eo 

76 


Oct.  3, 1899.... 

May6.1fl05.. 
June  20, 1902. 


Prior  to  June  1, 

Dec.  15,1897 

Mayl,1902 


20  I 

24| 
80  I 

80  I 

56  i 
56  I 
20 


Prior  to  Apr.  1,  '  35     Oct  4, 1899. 

1900.  I 

Apr.29,1906 1  41     Dec.  15,1902. 

Prior  to  Apr.  I.  :  49     Feb.  26, 1901. 

1900.  I 
do '  49  Do. 


75     Mar.  15,1908. 
75  Do. 


June  15, 1903. 
do. 


Prior  to  Apr.  1,  i 

1900.  ' 


Coalandooke a450    July  14,1904 ■ i    450    July  14,1904. 


•  Per  ton. 
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LOUISVILLE    AND    NASHVILLE    RAILROAD    COMPANY. 

Dbab  Sib:  I  have  your  circular  letter  dated  October  20.  In  reply  I  beg  to  say  that 
there  are  certain  points  on  the  railroad  of  this  company  to  and  from  which  Interstate 
rates  for  the  transportation  of  freight  are  made,  both  by  this  company  for  Itself  and  In 
combination  with  other  roads,  which  are  less  than  rates  to  or  from  less  distant  points  In 
the  same  direction  over  the  same  line. 

(1)  For  a  statement  of  points  between  which  charges  are  made  less  for  the  longer  than 
for  tne  shorter  distance  for  the  transportation  of  property,  I  refer  you  to  the  printed  copy 
of  this  company's  petition  to  be  relieved  from  the  fourth  section  of  the  "  act  to  regulate 
commerce,"  which  was  filed  with  the  Interstate  Commerce  Commission  on  April  4.  1887, 
and  on  pages  13  to  18,  Inclusive,  you  will  find  a  statement  of  such  points.  As  explaining 
In  somewhat  more  detail  the  reason  for  naming  such  rates  for  the  transportation  of  prop- 
erty, both  from  and  through  the  points  given,  I  would  call  your  attention  to  the  state- 
ment submitted  by  me  to  the  Interstate  Commerce  Commission  at  the  time  this  company 
filed  with  the  Commission  Its  rates  of  transportation,  which  statement  Is  dated  March  21, 
1887. 

(2)  For  rates  made  In  conjunction  with  other  lines  where  the  charge  Is  less  for  the 
longer  than  for  the  shorter  haul,  reference  Is  made  to  an  order  of  the  Interstate  Com- 
merce Commission,  granting  the  application  of  the  Southern  Railway  and  Steamship  As- 
sociation, joined  with  that  of  several  other  lines  and  systems,  of  which  the  Louisville  and 
Nashville  Uailroad  is  one,  that  they  be  authorized  to  transport  property  at  lower  rates 
between  the  points  named  than  are  charged  for  the  transportation  of  property  to  and  from 
certain  Intermediate  points.  In  said  order  are  stated  the  points  for  which  this  applica- 
tion Is  granted,  and  rates  are  now  charged  by  this  company  less  for  the  longer  distances 
named  therein  than  for  shorter  distances  to  intermediate  points. 

As  bearing  on  this  point,  I  also  Inclose  you  a  copy  of  argument  submitted  by  me  in  be- 
half of  this  petition.  The  order  of  the  Commission  is  given  In  full  on  pages  43,  etc, 
therein. 

I  do  not  see  that  I  can  make  any  statement  concerning  conditions  and  clrcumstancsB 
of  the  trafilc  to  more  fully  explain  the  principle  upon  which  rates  for  the  longer  haul  are 
made  less  thao  for  the  shorter  haul  than  has  already  been  submitted  at  different  times 
to  the  Commission,  or  than  appears  in  the  papers  which  I  have  heretofore  referred  to. 

For  your  advice,  in  addition  to  the  papers  tLbove  referred  to,  I  Inclose  argument  of 
Mr.  B.  B.  Stahlman  in  support  of  the  petition  of  the  Southern  Railway  and  Steamship 
Association  and  of  the  Louisville  and  Nashvliie  Railroad  Company,  and  the  argument  of 
the  Hon.  E2d.  Baxter,  counsel,  in  support  of  this  company's  application. 

At  the  present  time  there  is  no  aajustment  of  charges  for  the  transportation  of  passen- 
gers to  any  point  upon  this  company's  lines  or  to  which  we  Issue  tickets  In  connection 
with  other  lines,  to  or  from  which  Interstate  rates  are  made,  which  are  less  for  the  more 
distant  points  than  to  intermediate  points.  % 

Yours,  truly,  M.  H.  Smith. 

Vioe-PreHdent. 

C.  C.  McCain, 

Auditor  Interstate  Commerce  CommUaion,  Washington,  D.  C. 

The  petition  and  argument  referred  to  in  the  foregoing  is  as  follows : 

To  the  Honorable  the  Interstate  Commerce  Commission: 

The  petition  of  the  Louisville  and  Nashville  Railroad  Company,  a  corporation  char- 
tered by  the  Commonwealth  of  Kentucky,  would  respectfully  show  unto  your  honorable 
Commission  as  follows,  viz : 

The  Louisville  and  Nashville  Railroad  Company  was  originally  chartered  to  construct 
a  railroad  from  Louisville,  Ky.,  to  Nashville,  Tenn.,  with  a  branch  to  Lebanon,  Ky., 
and  one  from  a  point  five  miles  south  of  Bowling  Green  to  the  State  line  near  a  point 
now  known  as  Guthrie,  in  the  direction  of  Clarksville  and  Memphis,  Tenn.  Construction 
was  commenced  from  Louisville,  southward,  in  1853,  and  from  Nashville,  northward,  in 
1856,  and  work  progressed  from  each  end  until  connection  was  made  at  or  near  Bells 
(Glasgow  Junction)  in  the  year  1859. 

The  Lebanon  branch  was  extended  from  time  to  time  and  completed  to  Rockcastle 
River,  a  distance  of  140  miles  from  Louisville,  in  1870:  and  was  farther  extended  to 
Jelllco,  Tenn.,  in  1883,  there  connecting  with  the  Knoxvllle  and  Ohio  Railroad. 

The  Memphis  branch  was  completed  in  1860. 

The  Memphis  and  Ohio  Railroad  Company  was  chartered  to  construct  a  railroad  from 
Memphis  to  Paris,  Tenn.  Construction  was  commenced  In  1856,  and  gradually  extended 
to  Paris,  to  which  point  it  was  completed  in  18 — . 

During  the  year  1800  or  1861  the  Memphis,  Clarksville  and  Louisville  Railroad,  ex- 
tending from  the  State  line  near  Guthrie,  Ky.,  to  I'sris,  Tenn.,  was  completed. 

The  Louisville  and  Nashville  Railroad  Company  acquired  by  lease  the  property  of  the 
Memphis  and  Ohio  Railroad  Company  in  September.  1867,  and  it  was  afterwards  con- 
solidated into  the  Louisville  and  Nashville  Railroad  Company  in  October,  1872.  The 
Louisville  and  Nashville  Railroad  Company  acquired  by  purchase  the  property  of  the 
Memphis,  Clarksville  and  Louisville  Railroad  Company  on  October  1,  1871.  The  three 
railroads  thus  formed  a  continuous  line  from  Louisville  to  Memphis. 

On  July  1.  1872.  the  Louisville  and  Nashville  Railroad  Company  acquired  by  lease  con- 
trol of  the  Nashville  and  Decatur  Railroad,  extending  from  Nashville,  Tenn.,  to  Decatur, 
Ala..  122  miles. 

The  South  and  North  Alabama  Railroad  Company  was  chartered  to  construct  a  railroad 
from  Montgomery,  Ala.,  to  Decatur,  Ala.  That  company,  unable  to  secure  the  meani. 
failed  to  complete  the  road.  In  1871  the  Louisville  and  Nashville  Railroad  Company 
entered  into  an  agreement  to  complete  the  road,  and  to  receive  in  part  compensation 
therefor  a  controlling  Interest  in  the  stock  of  the  South  and  North  Alabama  Railroad 
Company.  The  road  was  completed  and  opened  for  traffic  in  1872,  slyce  which  time  It 
has  Deen  under  the  stock  control  of  the  Louisville  and  Nashville  Railroad  Company. 

In  1880  the  Louisville  and  Nashville  Railroad  Company  purchased  the  property  of  the 
Mobile  and  Montgomery  Railroad  Company,  the  road  extending  from  Montgomery,  Ala., 
to  Mobile,  Ala.,  180  miles,  and  In  18S0  it  purchased  the  property  of  the  New  Orleans  and 
Mobile  Railroad  Company,  the  road  extending  from  Mobile  to  New  Orleans,  141  miles. 


DIGEST   OF   HEABINGS   ON   BAILWAY  RATES.  303 

[n  1880  the  LouisTllle  and  Nashville  Railroad  Company  purchased  the  Pensacola  Rail- 
id,  extending  from  Pensacola  Junction  (Floniaton)  to  Pensacola,  43  miles. 
In  1879  the  LouisTiile  and  Nashville  Railroad  Company  purchased  the  property  of  the 
ansville,   Henderson   and   Nashville   Railroad  Company,   the  railroad   extending  from 
nderson,  Ky.,  to  Nashville,  Tenn.,  140  miles. 

[n  1881  the  Louisville  and  Nashville  liailroad  Company  acquired  control  of  the  South- 
it  and  St.  Louis  Railway  and  branches  by  lease,  the  road  extending  from  EvansviUe, 
1.,  to  East  Saint  Louis,  111.,  161  i  miles,  with  a  branch  from  McLeansborough  to  Shaw- 
stown.  on  the  Ohio  River,  40  miles  long. 

[n  1880  the  Louisville  and  Nashville  Railroad  Company  purchased  a  controlling  interest 
the  stock  of  the  Owensborough  and  Nashville  Railroad  Company,  the  road  at  that 
le  extending  from  Owensborough  to  Central  City,  35i  miles.  It  has  since  furnished 
i  means  to  extend  the  road  from  Central  City  to  Adalrville,  84  miles  in  all. 
[n  1881  the  Louisville  and  Nashville  Railroad  Company  purchased  the  property  of  the 
aisvtlle,  Cincinnati  and  Lexington  Railway  Company,  the  road  extending  from  Louis- 
ie,  Ky.,  to  Lexington,  Ky.,  94  miles,  and  from  Lagrange,  Ky.,  to  Cincinnati,  Ohio,  83 
ies,  and  secured  thereby  control,  by  lease,  of  three  smaller  corporations.  The  total 
igth  of  lines  owned,  controlled  by  ownership  of  stoclc,  or  operated  under  lease  by  the 
uisville  and  Nashville  Railroad  Company,  including  some  branch  lines  not  herein  ena- 
rated,  is  2,106.64  miles — practically  all  of  which  is  subject  to  the  provisions  of  the 
.ct  to  regulate  commerce." 

In  this  petition  the  term  local  tariffs  is  Intended  to  apply  to  the  rates  of  transportation 
and  from  local  stations  as  distinguished  from  rates  netween  competitive  stations. 
When  the  Louisville  and  Nashville  Railroad  Company  commenced  the  construction  of 
road  from  Louisville  in  the  direction  of  Nashville,  and  from  Nashville  in  the  direction 
Louisville,  it  adopted  rates  of  transportation  for  both  passengers  and  freight  materially 
«  than  had  ever  prevailed  before  and  less  than  the  rates  authorized  by  its  charter. 
.ese  rates  have  been  changed  from  time  to  time,  the  changes  having  in  all  cases  been 
iuctions ;  so  that  the  average  rate  per  ton  per  mile  and  per  passenger  mile  now  received 
and  from  local  stations  Is  much  less  than  during  the  years  immediately  succeeding  the 
istructlon  of  the  road.  As  the  company  acquired  by  lease  or  by  purchase  the  property 
other  companies,  or  their  control  oy  ownership  of  stock,  it  in  all  cases  substituted 
tes  of  transportation  to  and  from  local  stations  materially  less  than  had  been  received 
the  companies  formerly  owning  or  controlling  the  properties,  and  less  than  had  pre- 
lied  before  said  companies  were  chartered ;  and  it  has,  since  acquiring  control  of  such 
npanles,  made  material  reductions  in  the  rates  for  transportation  of  ooth  freight  and 
ssengers,  so  that  the  rates  now  received  per  ton  per  mile  and  per  passenger  mile  are 
ry  much  less  than  those  received  for  some  time  after  such  control  was  secured.  These 
iuctions  in  some  cases  have  been  as  much  as  50  per  cent,  local  passenger  rates  having 
^n  reduced  over  nearlv  the  entire  system  from  4,  5,  and  6  cents  per  mile  to  3  cents  per 
le,  with  a  corresponding  or  even  greater  reduction  in  the  rates  of  transportation  to  and 
>m  local  stations  on  many  articles  of  freight.  These  rates  are  believed  and  are  averred 
be  just  and  reasonable. 

Reference  to  the  map  herewith  filed,  and  marked  Exhibit  A  hereto,  will  show  that 
e  lines  of  the  Louisville  and  Nashville  Railroad  Company  come  in  contact  with  water 
insportation  at  numerous  points.  The  traffic  of  but  few  large  corporations  in  the 
untry  is  to  so  large  an  extent  affected  by  wafer  competition. 

Ail  traffic  carried  by  the  Louisville  and  Nashville  Ritilroad  Company  between  the 
llowing-named  points  is  taken  In  direct  competition  with  water  carriers  not  subject  to 
e  provisions  of  the  **  act  to  regulate  commerce :  '*  Cincinnati,  Ohio ;  Newport,  Ky. ; 
-anitfort,  Ky. ;  Louisville,  Ky. ;  Owensborough,  Ky. ;  Henderson,  Kv. ;  Bowling  Green, 
r. ;  Ciarksville,  Tenn.;  Nashville,  Tenn.;  Tennessee  River  station  (or  Danville), 
>nn. ;  Memphis,  Tenn. ;  Montgomery,  Ala. ;  Selma,  Ala. ;  Mobile.  Ala. ;  New  Orleans, 
u  ;  I*ensacola,  Fla. ;  EvansviUe,  Ind. ;  Shawneetown,  111. ;  East  Saint  Louis,  111.,  and 
lot  Louis,  Mo. 

In  addition  to  the  above-mentioned  competition  of  carriers  not  subject  to  the  act  to 
sulate  commerce,  there  is  also  the  competition  of  rail  lines,  or  of  rail  and  water  lines, 
r  traffic  passing  between  most  of  the  points  enumerated.  Besides  the  traffic  passing 
tween  the  points  above  enumerated,  all  or  most  of  the  traffic  passing  between  such 
Ints  and  points  l)eyond  them  is  taken  in  competition  with  carriers  not  subject  to  the 
t.  To  illustrate :  Traffic  between  New  York  and  other  eastern  cities  and  Louisville, 
f.f  Owensborough,  Ky.,  Henderson,  Ky.,  Ciarksville,  Tenn.,  Nashville,  Tenn..  and  Mem- 
lis,  Tenn.,  may  be,  and  is,  shipped  by  consignors  to  Cincinnati,  consigned  to  a  for- 
irding  merchant,  or  to  an  agent  of  water  carriers,  the  contract  for  shipment  only 
oviding  for  delivery  to  such  merchant  or  agent,  who,  on  receipt  of  the  property, 
rwards  it  to  destination,  neither  the  rail  carrier  nor  the  water  carrier  being  a  party 
any  arrangement  for  a  continuous  carriage. 

Traffic  passing  between  New  York  and  other  eastern  cities  and  New  Orleans,  La., 
obile.  Ala.,  Selma,  Ala.,  and  Montgomery,  Ala.,  is  taken  In  competition  with  water 
rriers  not  subject  to  the  provisions  of  the  act.  There  are  also  numerous  rail  lines 
td  rail  and  water  lines  competing  for  this  traffic. 

Traffic  passing  between  points  not  on  this  company's  lines,  but  for  which  this  and 
nnecting  lines  compete,  is  also  subject  to  similar  competition  of  lines  not  subject  to 
e  act.  As  an  illustration,  traffic  passing  between  Chicago,  111.,  and  Savannah,  Oa., 
ij  be,  and  is,  shipped  by  consignors  from  Chicago  on  contracts  requiring  delivery  to  a 
rwarding  merchant  or  to  an  agent  of  a  water  carrier  at  Baltimore,  Md.,  who  forwards 
6  same  to  destination,  the  shipment  not  being  covered  by  any  through  contract  or 
rangement.  This  company  and  its  connections  also  compete  with  other  all-rail  and 
[tta  rali-and-water  lines  for  traffic  passing  between  the  same  points,  some  of  which 
les  are  not  subject  to  the  provisions  of  the  act. 

All  traffic  passing  between  nearly  all  points  north,  west,  and  east,  like  Cincinnati, 
licago.  Saint  Louis.  Pittsburgh,  Philadelphia.  New  York,  and  points  south,  southeast. 
id  southwest,  like  Savannah,  Charleston,  Augusta,  points  in  Florida.  Montgomery, 
(Ima,  Mobile,  New  Orleans,  points  in  Arkansas  and  in  Texas,  Is  subject  to  similar 
mpetitive  conditions. 

Traffic  subject  to  still  other  competitive  conditions  is  that  passing  between  points 
le  or  both  of  which  may  not  be  located  upon  this  company's  lines,  but  for  which  it 
id  Its  connections  have  to  compete  with  all-rail  and  with  rail  and  water  lines  which 
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may  be  subject  to  the  provisions  of  the  act,  to  wit,  traffic  passing  between  Chicago  and 
Atlanta,  Ga.,  or  New  xork  and  Birmingham,  Ala.  Nearly  all  traffic  passing  between 
points  on  and  north  of  the  Ohio  in  the  Northeast  and  Northwest,  as  Louisville,  Indian- 
apolis, Saint  Louis,  Pittsburgh,  etc.,  and  points  in  the  South,  Southeast,  and  Southwest, 
such  as  Atlanta,  Ga.,  Macon,  Ga.,  Chattanooga,  Tenn. ;  Birmingham,  Montgomery,  and 
Selma,  Ala. ;  New  Orleans,  La.,  Little  Rock,  Ark.,  and  points  in  Texas,  is  subject  to  such 
competition. 

Tnen,  again,  there  is  traffic  for  which  practically  only  all-rail  lines  compete,  such 
as  that  passing  between  Cincinnati,  Ohio,  and  Chattanooga,  Tenn.,  Louisville,  Ky.,  and 
Birmingham,  Ala.,  Louisville,  Kv.,  and  Atlanta,  Ga.  While  such  traffic  may  be,  and  hsK 
been,  to  some  extent  competed  for  by  a  rail-and-water  line,  in  practice  sucn  competition 
is  not  effective  and  does  not  have  a  material  influence  in  the  adjustment  of  rates. 

Rates  between  such  points  may  be  said  to  be  adjusted  by  the  competition  between  the 
rail  lines,  but,  in  effect,  they  are  made  relative  to  rates  between  other  points.  To  illus- 
trate: The  rates  from  Saint  Louis  to  Birmingham,  ^Ala.,  being  fixed  by  the  competition 
between  the  river  and  rail  routes  via  Vicksburgh,  New  Orleans,  Memphis.  Cairo,  etc.,  and 
the  all-rail  lines  running  from  Saint  Louis  to  Birmingham,  those  rates  fix  the  rates  from 
Louisville,  Ky.,  to  Birmingham.  Ala. ;  and  the  rates  from  Chicago  to  Atlanta  being  fixed 
by  competition  between  the  rail  and  water  lines  via  Baltimore  and  the  all-rail  linos,  those 
rates  fix  the  rates  from  Cincinnati,  Ohio,  to  Atlanta.  Ga. 

An  examination  of  this  company's  tariffs  heretofore  submitted  to  this  Commission  will 
show  that  in  many  Instances  the  rates  of  transportation  for  the  shorter  are  greater  than 
for  the  longer  distance  over  the  same  line  in  the  same  direction,  the  shorter  beint; 
included  within  the  longer  distance.  But  this  is  only  the  case  where  the  circumstances 
and  conditions  arc,  as  petitioner  is  advised  and  insists,  substantially  dissimilar.  As  an 
Illustration,  the  rates  oetween  Louisville  and  the  intermediate  stations  are,  as  herein- 
before shown,  Just  and  reasonable,  and  while  the  rates  between  Louisville  and  Nash- 
ville on  most  classes  of  traffic  are  less  than  between  Louisville  and  some  of  the  inter- 
mediate stations,  the  rates  between  Louisville  and  Nashville  are  fixed  by  competition 
with  water  lines,  and  the  rail  line  can  secure  only  what  the  transportation  between  such 
points  is  worth  to  the  shipper,  which  is  what  the  water  lines  will  accept  for  carriage, 
plus  the  value  to  the  shipper  or  owner  of  the  property  of  prompt  transportation  and 
the  absence  of  marine  risk.  With  perhaps  but  two  exceptions,  the  rates  between  points 
on  the  lines  owned,  controlled,  or  operated  by  the  Louisville  and  Nashville  Railroad 
Company  are  not  less  for  the  longer  than  for  the  shorter  haul,  except  between  points 
where  water  carriers,  not  subject  to  the  act,  compete.  »The  rates  to  and  from  railroad 
crossing  points  like  McKenzle,  Tenn.,  Milan.  Tenn.,  Humboldt.  Tenn..  Danville  Junction. 
Ky.,  Stanford,  Ky.,  Livingston,  Ky.,  Nortonville.  Ky..  Central  City,  Ky..  and  other  points, 
are  not  less  than  the  rates  from  intermediate  local  stations. 

Cincinnati,  Ohio ;  Newport,  Ky. ;  Louisville,  Ky. :  Frankfort,  Ky. ;  Henderson,  Ky. ; 
Clarksville,  Tenn  ;  Nashville,  Tenn. ;  Memphis.  Tenn. ;  Montgomery,  Ala. ;  Selma,  Ala. ; 
Mobile,  Ala. ;  New  Orleans,  La. ;  Evansvllle,  Ind. ;  Shawneetown,  111. ;  East  Saint  Louis, 
111. ;  Saint  Louis.  Mo.,  were  natural  commercial  centers,  or  points  where  traffic  was  inter- 
changed with  the  surrounding  country,  before  railroads  were  constructed  to  or  from 
them.  They  were  natural  commercial  (;enter8,  or  distributing  points,  by  virtue  of  their 
natural  location  and  of  the  t^cillties  tney  enjoyed  by  reason  of  water  transportation. 
As  railroads  were  constructed  across  the  country  which  intervened  between  those  natural 
commercial  centers  they  provided  facilities  for  tne  country  through  which  they  passed  su- 
perior to  those  theretofore  possessed,  and  at  greatly  reduced  rates,  such  rates  being  Just  and 
reasonable.  When  the  roads  were  completed  between  those  natural  commercial  centers — 
where  they  came  in  competition  with  water  lines  which  also  connected  those  centers — 
they  found  the  circumstances  and  conditions  entirely  dissimilar  from  those  which  existed 
at  Intermediate  stations  In  the  intervening  country.  The  volume  of  traffic  concentrated 
at  such  points  was  found  to  be  many  times  greater  than  at  intermediate  stations,  and 
that  the  value  of  the  transportation  to  shippers  was  fixed  bv  competition  with  water  car- 
riers, as  hereinbefore  described.  The  railroad  companies  adjusted  their  rates  to  the  con- 
ditions found  to  exist  when  the  roads  were  so  completed.  They  did  not  attempt  to  ma- 
terially disturb  the  relations  of  such  distributing  centers  as  Louisville,  Nashville,  etc., 
with  the  surrounding  country. 

While  the  competition  between  the  rail  lines  and  water  lines  has  materially  reduced 
the  rates  of  transportation  between  these  natural  commercial  centers,  they  have  alao  fur- 
nished much  Improved  facilities  to  the  intermediate  local  stations  at  greatly  reduced 
cost,  such  intermediate  points  participating  in  any  reduction  In  rates  between  the  com- 
petitive points.  As  an  illustration,  the  rates  from  Louisville  to  Franklin.  Tenn.,  are 
never  greater  than  the  rates  from  Louisville  to  Nashville  plus  the  rates  from  NaBhville 
to  Franklin.  The  rates  from  New  York  to  Brownsville,  Tenn..  are  never  greater  than 
the  rates  from  New  York  to  Memphis  plus  the  rates  from  Memphis  to  Brownsville;  so 
that  the  last-named  point  always  receives  the  benefit  of  any  reduction  in  rates  to  Mem- 
phis resulting  from  competition  between  the  all-rail  lines  and  the  water  lines,  between 
the  ail-rail  lines  and  all-rail  lines,  and  between  all-rail  lines  and  rail  and  water  lines. 

Rates  between  points  on  this  company's  lines  and  points  beyond  this  company's  lines, 
for  the  traffic  of  which  this  company  competes,  and  Savannah,  Charleston,  Port  Royal, 
Brunswick,  Florida  points,  etc.,  are  l^ss  than  to  Intermediate  points  to  which  the  dis- 
tance is  shorter,  as  Augusta.  Atlanta.  Macon,  etc.  The  circumstances  and  conditions 
are  dissimilar,  as  the  competition  of  the  water  carriers  and  of  the  rail  and  water  carriers, 
between  the  points  of  shipment  and  Savannah.  Charleston,  etc.,  renders  transportation 
of  less  value  to  the  shipper  or  owner.  ^  ,       ,  _^ 

The  practice  of  making  rates  between  points  on  this  company's  lines  and  local  sta- 
tions on  connecting  lines  greater  than  to  competitive  points  beyond  is  also  in  effect 
As  an  illustration,  the  rates  from  Louisville  to  some  of  the  stations  on  the  Western  and 
Atlantic  Railroad,  between  Chattanooga  and  Atlanta,  are  greater  on  some  articles  than 
from  Louisville  to  Atlanta,  the  circumstances  and  conditions  being  dissimilar,  traffic  to 
and  from  Atlanta  being  secured  in  competition  with  numerous  competing  lines  and  mar- 
kets, and  the  volume  of  traffic  being  far  greater.  ^       ^    . 

There  Is  another  condition  of  competition  where  rates  are  made  less  for  the  longer  than 
for  the  shorter  distance  over  the  same  line  and  in  the  same  direction,  as  iUustratad  by 
the  rates  in  effect  between  Cincinnati,  Ohio,  and  Lexington.  Ky.  The  line  operated  by 
the  Louisville  and  Nashville  Railroad  Company  between  these  points  Is  an  indirect  line, 
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the  distance  being  150  miles.  There  are  two  other  all-rail  lines  competing  for  the  traf- 
fic between  the  same  points — one.  the  Kentucky  Central,  distance  99  miles ;  the  other,  the 
Cincinnati  Southern,  distance  79  miles.  The  rates  submitted  heretofore  between  th^fM 
points  are  the  rates  fixed  by  the  shorter  lines.  The  rates  between  Cincinnati  and  some 
of  the  local  stations  on  the  Louisville  and  Nashville  Railroad  are  greater  on  many  arti- 
cles than  between  Cincinnati  and  Lexington,  and  the  rates  between  Louisville  and  some 
of  the  intermediate  local  stations,  on  many  articles,  are  greater  than  between  Tx>uiBviIle 
and  Lexington.  It  Is  believed  that  the  circumstances  and  conditions  are  sufficiently  dis- 
similar to  Justlfv  this  practice. 

The  same  basis  of  adjusting  rates  is  In  effect  and  has  been  in  effect  ever  since  through 
rates  have  been  made  throughout  the  entire  country,  or  at  least  throughout  that  portion 
of  the  country  for  the  traffic  of  which  this  company  competes. 

It  is  believed  that  the  rates  as  set  forth  in  the  tariffs  heretofore  submitted  to  the  Com- 
mission by  this  company  are  in  compliance  with  the  spirit  and  letter  of  the  "  act  to  regu- 
late commerce."  Should  any  of  the  rates  prove  to  be  not  so  adjusted,  errors  and  omis- 
sions of  that  character  will  be  promptly  corrected  when  ascertained. 

As  a  matter  of  Interest  the  following  statement  Is  submitted,  showing  the  number  of 
tons,  ton  miles,  revenue,  rate  per  ton  per  mile,  and  percentage  of  revenue  derived  from 
the  transportation  of  property  moved  by  the  Louisville  and  Nashville  Railroad  Company 
over  lines  owned,  leased,  and  operated  to  and  from  local  stations  and  between  competitiye 
points,  and  total  during  the  nscal  year  ended  June,  1886 : 


Tons.      1  Ton  miles,  i     Revenue.    I^rmlle^'' 

!  .    .    _  ,1  ^.    .   .       . 

Local I    8,609,152      443,167,776  i  $6,558, OW. 54  '  1.480 

Competitive i    1,03H,102  '    :tJ6,554,141      3.24,5,124.4a  .1194 


i '- 


Total I    9.547,254  I    769,711,917  i    9.803,818.97! 


1.274 


Percent- 
age. 


06.9 
38.1 


100 


As  the  profit  per  ton  for  transporting  local  traffic  Is  greater  than  that  received  for  the 
transportation  of  competitive  traffic,  it  Is  estimated  that  not  less  than  80  per  cent  of  the 
net  earnings  accruing  to  the  Louisville  and  Nashville  Railroad  Company  from  the  trans- 
portation of  property  is  derived  from  that  which  is  moved  to  and  from  local  stations. 

If  petitioner  is  forced  to  ab9.ndon  either  Its  competitive  or  its  local  traffic,  self-preser- 
vation will  force  it  to  abandon  the  competitive  traffic,  from  which  so  small  a  proportion 
of  its  net  revenue  Is  derived. 

While  the  abandonment  of  its  competitive  traffic  will  inflict  a  loss  upon  petitioner  of 
over  $3,000,000  per  year,  the  loss  to  those  cities  between  which  said  competitive  traffic 
has  heretofore  been  carried  will,  it  is  believed,  be  far  greater.  Petitioner  fears  that  the 
sudden  withdrawal  of  railroad  competition  from  all  of  the  large  commercial  cities  of  the 
South  will  have  a  disastrous  effect  upon  the  commerce  of  that  section,  if  not  upon  the 
commerce  of  the  whole  country. 

All  of  the  railroad  companies  north  of  the  Ohio  River  have  notified  petitioner  in  effect 
that  they  will,  on  April  5,  withdraw  all  through  rates  from  petitioner's  lines  unless  peti- 
tioner will  agree  to  reduce  Its  local  to  its  competitive  rates.  Petitioner  is,  thei%rore, 
compelled  to  apply  to  this  honorable  Commission  to  be  relieved  from  the  operation  of  the 
fourth  section  of  the  act  of  Congress  entitled  "An  act  to  regulate  commerce"  so  far  as 
the  same  relates  to  the  transportation  of  property  between  competitive  points. 

The  premises  considered,  petitioner  prays  to  be  relieved  from  the  operation  of  said  sec- 
tion of  said  act  by  this  Commission,  and  to  he  authorized  to  charge  less  for  longer  than 
for  shorter  distances  for  the  transportation  of  property  from  Cincinnati,  Ohio,  and  through 
Cincinnati,  Ohio,  from  points  beyond,  to  Frankfort,  Ky. ;  Lexington,  Ky. ;  Louisville, 
Ky. :  Owensborough.  Ky. ;  Henderson,  Ky. :  Evansvllle,  Ind. ;  Shawneetown,  111. ;  East 
Saint  Louis.  111. ;  Saint  Louis,  Mo. ;  Nashville.  Tenn. ;  Clarksvllle,  Tenn. ;  Memphis, 
Tenn. ;  Birmingham,  Ala. ;  Montgomery,  Ala. ;  Selma,  Ala. ;  Mobile,  Ala. ;  Pensacola, 
Fla. ;  New  Orleans.  La. ;  and  from  Newport.  Ky..  to  Evansvllle,  Ind. :  Shawneetown,  111. ; 
East  Saint  Ix)uls,  111. ;  Saint  Louis.  Mo. ;  Nashville,  Tenn. ;  Clarksvllle,  Tenn. ;  Birming- 
ham, Ala. ;  Montgomery,  Ala. :  Selma,  Ala. ;  Mobile.  Ala. ;  Pensacola,  Fla. ;  New  Orleans, 
La. ;  and  from  Lexington,  Ky.,  and  through  Lexington,  Ky.,  from  points  beyond,  to 
Cincinnati.  Ohio;  Evansvllle.  Ind.;  Shawneetown,  III.;  East  Saint  Louis,  III.;  Saint 
Tx>ni8.  Mo. ;  Nashville,  Tenn. ;  Clarksvllle,  Tenn. ;  Memphis.  Tenn. ;  Birmingham,  Ala. ; 
Montgomery,  Ala. ;  Selma.  Ala. :  Mobile,  Ala. :  Pensacola,  Fla. ;  New  Orleans.  La. ;  and 
from  points  beyond  I^exlngton,  not  in  the  State  of  Kentucky,  via  Lexington,  Ky.,  to 
Newport,  Ky. :  Frankfort.  Ky. ;  Louisville.  Ky. ;  Owensborough,  Ky. ;  and  Henderson, 
Ky. ;  and  from  Frankfort.  Ky.,  to  Cincinnati,  Ohio ;  Kvansvllle.  Ind. ;  Shawneetown, 
HI. ;  East  Saint  Louis,  111. ;  Saint  Louis.  Mo. :  Xashvllle,  Tenp. ;  Clarksvllle,  Tenn. ; 
Memphis,  Tenn. ;  nirmlngham,  Ala. ;  Montgomery.  Ala. ;  Selma.  Ala. ;  Mobile,  Ala. ; 
Pensacola,  Fla. ;  New  Orleans,  La. ;  and  from  Louisville,  Ky..  and  through  Louisville, 
Ky.,  from  points  beyond,  to  Cincinnati,  Ohio. :  Evansvllle,  Ind. ;  Shawneetown,  111. ; 
East  Saint  Louis,  111. ;  Saint  Louis,  Mo. ;  Nashville,  Tenn. ;  Clarksvllle.  Tenn. ;  Mem- 
phis, Tenn. ;  Birmingham,  Ala. ;  Montgomery.  Ala. ;  Selma.  Ala. ;  Mobile,  Ala. :  Pensa- 
cola. Fla, ;  New  Orleans,  La. ;  and  from  points  beyond  Louisville,  Ky.,  not  In  the  State 
of  Kentucky,  via  Louisville,  Ky.,  to  Newport,  Ky. ;  Lexington.  Ky. ;  Frankfort,  Ky. ; 
Owensborough,  Ky. ;  Henderson,  Ky. ;  and  from  Owensborough.  Ky.,  and  through 
Owensborough,  Ky.,  from  points  beyond,  to  Cincinnati,  Ohio ;  Evansvllle,  Ind. ;  Shawnee- 
town. III. ;  East  Saint  Louis,  111. ;  Saint  Louis,  Mo. ;  Nashville.  Tenn. ;  Clarksvllle,  Tenn. ; 
Memphis,  Tenn. ;  Birmingham,  Ala. ;  Montgomery,  Ala. ;  Selma.  Ala. ;  Mobile,  Ala. ;  Pen- 
sacola, Fla. ;  New  Orleans,  La. ;  and  from  points  beyond  Owensborough,  not  in  the  State 
of  Kentucky,  via  Owensborough,  Ky.,  to  Newport,  Ky. ;  Frankfort.  Ky. ;  Louisville,  Ky. ; 
I^xiDgton,  Ky.,  and  Henderson,  Ky. ;  and  from  Henderson,  Ky.,  and  through  Henderson, 
Ky.,  from  points  beyond,  to  Cincinnati,  Ohio ;  Shawneetown,  111. ;  East  Saint  Louis,  111. ; 

S.  Doc.  244,  59-1 20 
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Saint  Louis,  ^fo. ;  Nashville,  Tenn. ;  Clarlcsvllle,  Tenn. ;  Memphis,  Tenn. ;  Birmingham, 
Ala. ;  Montgomery,  Ala. ;  Selma,  Ala. ;  Mobile,  Ala. ;  Pensacola,  Fla. ;  New  Orleans,  La. ; 
and  from  points  beyond  Henderson,  Ky.,  not  in  the  State  of  Kentucky,  via  Henderson, 
Ky.,  to  Newport,  Ky. ;  Frankfort,  Ky. ;  LoaiSTille,  Ky. ;  Lexington,  Ky. ;  and  Owens- 
borough,  Ky. ;  and  from  EvansyiUe,  Ind.,  and  through  Evansville,  Ind.,  from  points 
beyond,  to  Cincinnati,  Ohio ;  Newport,  Ky. :  Frankfort,  Ky. ;  Louisville,  Ky. ;  Lexing- 
ton, Ky. ;  Owensborougb,  Ky. ;  Shawneetown,  111. :  East  Saint  Louis,  111. ;  Saint  Louis, 
Mo. ;    Nashville,  Tenn. ;    Clarksville,  Tenn. ;    Memphis,  Tenn. :    Birmingham,  Ala. ;    Mont- 

Somery,  Ala. ;  Selma,  Ala. ;  Mobile,  Ala. ;  Pensacola,  Fla. ;  New  Orleans,  La. ;  and  from 
hawneetown.  111.,  to  Cincinnati,  Ohio ;  Newport,  Kv. ;  Frankfort,  Ky. ;  Louisville.  Ky. ; 
Lexington.  Ky. ;  Owensborougb,  Ky. ;  Henderson,  Ky. ;  Evansville.  Ind. ;  Saint  Louis, 
Mo. ;  Nashville,  Tenn. :  Clarksville,  Tenn. ;  Memphis,  1'enn. ;  Birmingham,  Ala. :  Mont- 
Komery,  Ala. ;  Selma.  Ala. ;  Mobile.  Ala. :  Pensacola,  Fla. ;  New  Orleans.  La. ;  and  from 
East  saint  Louis.  111.,  and  through  East  Saint  Louis,  111.,  from  points  beyond,  to  Cin- 
cinnati, Ohio ;  Newport,  Ky. ;  Frankfort,  Ky. :  Louisville,  Ky. ;  Lexington,  Kv. ;  Owens- 
borough,  Ky. ;  Henderson,  Ky. ;  Evansville,  Ind. ;  Nashville,  Tenn. ;  Clarksville,  Tenn. : 
Memphis.  Tenn.;  Birmingham.  Ala.:  Montgomery,  Ala.;  Selma.  Ala.;  Mobile,  Ala.; 
Pensacola,  Fla. ;  New  Orleans,  La. ;  and  from  Saint  Louis,  Mo.,  ana  through  Saint  Louis, 
Mo.,  from  points  beyond,  to  Cincinnati,  Ohio ;  Newport,  Ky. ;  Frankfort,  Ky. ;  Louis- 
ville, Ky. ;  Lexington,  Ky. ;  Owensborougb,  Ky. ;  Henderson,  Ky. ;  Evansville.  Ind. ; 
Shawneetown,  111. ;  Nashville,  Tenn. ;  Clarksville,  Tenn. :  Memphis,  Tenn. ;  Htrming- 
ham,  Ala. ;  Montgomery,  Ala. ;  Selma,  Ala. ;  Mobile,  Ala. ;  Pensacola,  Fla. ;  New  Or- 
leans, La. ;  and  from  Nashville,  Tenn.,  and  through  Nashville,  Tenn.,  from  ooints  be- 
yond, to  Cincinnati,  Ohio ;  Newport,  Ky. ;  Frankfort,  Ky. ;  Louisville,  Ky. ;  I^xington. 
Ky. ;  Owensborougb,  Ky. ;  Henderson,  Ky. ;  Evausvillt;,  Ind. ;  Shawneetown,  111.  ;  East 
Saint  Louis,  111. ;  Saint  Louis,  Mo. ;  Birrainghara,  Ala. ;  Montgomery,  Ala. ;  Selma,  Ala. ; 
Mobile,  Ala. ;  Pensacola,  Fla. :  and  from  points  beyond  Nashville,  not  in  the  State  of 
Tennessee,  via  Nashville.  Tenn.,  to  Clarksville.  Tenn.,  and  Memphis,  Tenn. ;  and  from 
Clarksville,  Tenn..  and  through  Clarksville.  Tenn.,  from  points  beyond,  to  Cincinnati. 
Ohio ;  Newport,  Ky. ;  Frankfort,  Ky. ;  Louisville,  Ky. ;  Lexington,  Ky. ;  OwenslMrough, 
Ky. ;  Henderson.  Ky. :  Evansville.  Ind. ;  Shawneetown.  111. ;  East  Saint  I^uls,  111. ; 
Saint  Louis,  Mo. ;  Birmingham,  Ala. :  Montgomery.  Ala. ;  Selma,  Ala. ;  Mobile,  Ala. ; 
Pensacola,  Fla. ;  New  Orleans.  La. ;  and  from  points  lieyond  Clarksville.  Tenn.,  not  in 
the  State  of  Tennessee,  via  Clarksville  to  Memphis,  Tenn.,  and  Nashville,  Tenn. ;  and 
from  Memphis.  Tenn..  and  through  Memphis.  Tenn..  from  points  beyond,  to  Cincinnati, 
Ohio ;  Newport,  Ky. ;  Frankfort.  Ky. ;  Louisville.  Ky. ;  Lexington,  Ky. ;  Owensborougb.  Ky. : 
Henderson,  Ky. ;  Evansville.  Ind. ;  Shawneetown.  111. ;  East  Saint  Louis,  III. ;  Saint  Louis, 
Mo. ;  Birmingham,  Ala. ;  Montgomery,  Ala.  ;  Selma,  Ala. ;  Mobile,  Ala. ;  Pensacola,  Fla. : 
New  Orleans,  La. ;  and  from  points  l)eyond  Memphis.  Tenn.,  not  in  the  State  of  Tennessee, 
via  Memphis,  Tenn.,  to  Clarksville,  Tenn.,  and  Nashville,  Tenn. ;  from  Birmingham.  Ala. ; 
and  through  Birmingham.  Ala.,  from  points  beyond,  to  Cincinnati,  Ohio ;  Newport,  Ky. ; 
Frankfort,  Ky. ;  Louisville,  Ky. ;  Lexington,  Ky. ;  Owensborougb.  Ky. ;  Henderson,  Ky. ; 
Evansville,  Ind. :  Shawneetown,  III. :  East  Saint  Louis,  111. ;  Saint  Louis,  Mo. :  Nashville, 
Tenn. ;  Clarksville,  Tenn. ;  I'ensacola.  Fla. ;  New  Orleans,  La. ;  and  from  points  beyond 
Birmingham,  Ala.,  not  In  the  State  of  Alabama,  via  Birmingham,  to  Montgomery,  Ala.. 
Selma,  Ala. ;  Mobile,  Ala. ;  and  from  Montgomery,  Ala.,  and  through  Montgomery,  Ala., 
from  points  beyond,  to  Cincinnati,  Ohio ;  Newport,  Ky. ;  Frankfort,  Ky. ;  Louisville,  Ky. ; 
I  exington,  Ky. :  Owensborougb,  Ky. ;  Henderson.  Ky. ;  Evansville,  Ind. ;  Shawnoetown, 
111. ;  *East  Saint  Louis,  III. :  Saint  Louis,  Mo. ;  Nashville,  Tenn. ;  Clarksville,  Tenn. ; 
Pensacola,  B'la. ;  New  Orleans.  La. ;  and  from  points  beyond  Montgomery,  Ala.,  not  in 
(he  State  of  Alabama,  via  Montgomery,  to  Birmingham,  Ala. ;  Selma,  Ala.,  and  Mobile. 
Ala. ;  and  from  Mobile,  Ala.,  and  through  Mobile.  Ala.,  from  points  beyond,  to  Cincin- 
nati. Ohio ;  Newport,  Ky. ;  Frankfort.  Ky. :  lioulsvllle,  Ky. ;  Lexington.  Ky. ;  Owensbor- 
ougb, Ky. :  Henderson,  Ky. ;  Evansville,  Ind. ;  Shawneetown,  111. ;  East  Saint  Louis, 
111. ;  Saint  Louis.  Mo. ;  Nashville,  Tenn. ;  Clarksville,  Tenn. ;  Memphis,  Tenn. ;  Pensa- 
cola, Fla. ;  New  Orleans,  La. ;  and  from  points  beyond  Mobile.  Ala.,  not  in  the  State  of 
Alabama,  via  Mobile,  to  Montgomery,  Ala. ;  Selma,  Ala.,  ana  Birmingham,  Ala. ;  and 
from  Pensacola,  Fla.,  and  through  I'ensacola,  Fla..  from  points  beyond,  to  Cincinnati, 
Ohio ;  Newport.  Ky. :  Frankfort,  Ky. ;  Louisville.  Ky. ;  Owensborougb,  Ky. ;  Henderson, 
Ky. ;  Evansville,  Ind. ;  Shawneetown.  111. ;  East  Saint  Louis,  III. ;  Saint  Louis,  Mo. ; 
Nashville,  Tenn. :  Clarksville,  Tenn. ;  Memphis,  Tenn. ;  Birmingham,  Ala. ;  Montgomery. 
Ala. ;  Selma,  Ala. ;  Mobile,  Ala. ;  New  Orleans.  La. ;  and  from  New  Orleans.  Ila.,  and 
through  New  Orleans.  I^.,  from  points  beyond,  to  Cincinnati,  Ohio ;  Newport,  Ky. ; 
Frankfort,  Ky. ;  Louisville,  Ky. ;  Lexington,  Ky. :  Owensborougb.  Ky. ;  Henderson.  Ky. ; 
Evansville,  Ind. :  Shawneetown.  III. ;  East  Saint  Ix>uls,  111. ;  Saint  Louis.  Mo. ;  Naanville. 
Tenn. ;  Clarksville,  Tenn. ;  Memphis,  Tenn. ;  Birmingham,  Ala. ;  Montgomery,  Ala. ; 
Selma,  Ala. ;  Mobile,  Ala. ;  I'esacola.  Fla. :  to  an  extent  that  will  enable  the  Louisville 
and  Nashville  Railroad  Company  and  connecting  lines  to  make  such  rates  between  the 
points  of  shipment  and  the  points  of  destination  on  property  that  may  be  transported 
as  competition  may  render  necessary :  and  petitioner  prays  for  all  «uch  other  and  further 
relief  as  It  may  be  entitled  to,  as  In  duty  bound  It  will  ever  pray. 

Ed.  Baxtvb, 
Solicitor  for  Petitioner. 
District  of  Colu.mbi.\,  WoMhington  City: 

Personally   appeared   before   mo. .   a   uotaij   public,  duly   commissioned 

and  qualified  In  and  for  the  District  aforesaid,  Milton  II.  Smith,  with  whom  I  am  per- 
sonally acquainted  and  whom  1  know  to  be  vice  president  of  the  Louisville  and  Nash- 
ville Railroad  Company,  the  above  named  petitioner,  and  who  made  oath  in  due  form 
of  law  that  the  facts  stated  In  the  foregoing  petition,  as  of  petitioner's  own  knowledge 
are  true,  and  that  those  stated  upon  Information  and  belief  he  believes  to  be  true. 

Sworn  to  and  subscribed  beff»re  rae  this day  of  April.  1887. 


Votary  Pubiie, 
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ExtracU  from  argument  of  E.  B.  Stahlman,  in  support  of  applicaiion  of  Louisville  and 
Nashville  Railroad  Company  for  relief  from  the  operations  of  tJie  fourth  section  of  the 
act  to  regulate  commerce. 

Washington^  IX  C,  Submitted  May  27^  1887. 

Mr.  CHAIBM AN  AND  GiNTLRSIEN  :  % 

The  application  of  the  LouiSTlUe  and  Naabvllle  Railroad  Company  for  relief  from  tlM 
operations  of  tbe  fourth  section  of  the  act  known  as  **An  act  to  rcKufate  commerce  "  quit* 
clearly  and  specifically  seta  forth  the  territory  in  the  transportation  of  property  to  and 
from  which  relief  is  sought. 

Concisely  put,  this  application  embraces  transportation  of  property  to,  from,  and 
through  the  following  points*  to  wit : 

Cincinnati,  Ohio ;  Newport,  Ky. ;  Lexington,  Ky. ;  Frankfort.  Ky. ;  LoniSTlUe,  Ky. ; 
Owensborough,  Ky. ;  Henderson,  Ky. ;  Saint  Louis,  Mo. :  East  Saint  Louis,  111. ;  Shawnae- 
town.  111. ;  Evansville,  Ind. ;  ClarksviUe,  Tenn. ;  Nashyllle,  Tenn. ;  Memphis,  Tenn. ;  Bir- 
mingham, Ala. ;  Montgomery,  Ala. ;  Selma,  Ala. ;  Mobile,  Ala. ;  Pensacola,  Fla.,  and  New 
Orleans,  La. 

The  transportation  facilities  of  the  Ohio  and  Mississippi  River  cities  and  the  Gnlf  porta 
are  so  well  known  that  it  is  not  necessary  to  refer  to  them  except  in  a  general  way. 

OHIO   A^D    MISSISSIPPI    RIVER    CITIES. 

The  city  of  Cincinnati,  located  on  the  Ohio  River,  has  the  following  lines  of  steamera 
plying  southward : 

The  United  States  Mail  Line,  dally  between  Cincinnati  and  Louisville. 

The  Cincinnati  and  Memphis  Packet  Company,  composed  of  six  steamers,  between  Cin- 
cinnati and  Memphis. 

The  Cincinnati  and  New  Orleans  Packet  Company,  composed  of  six  steamers,  between 
Cincinnati  and  New  Orleans. 

In  addition  to  these  regular  lines  there  are  a  number  of  steamers  plying  between  Cin- 
cinnati and  various  points  which  have  no  connection  with  the  lines  named.  It  is  hardly 
necessary  to  say  that  these  lines  and  Independent  outside  crafts  afford  active  competi- 
tion to  the  rail  lines  on  all  traffic  to  and  from  Cincinnati  destined  for  Important  polntf 
located  on  the  Ohio,  Mississippi,  and  tributary  rivers  and  Gulf  ports. 

The  city  of  Newport,  Ky..  on  the  opposite  side  of  the  Ohio  River  from  Cincinnati,  en- 
joys like  advantages. 

The  city  of  Louisville  enjoys  the  same  advantages,  with  the  addition  of  a  line  of  steam- 
ers between  Louisville  and  Henderson.  Ky. 

The  cities  of  Owensborough  and  Henderson,  Ky.,  have  all  the  benefits  enjoyed  by  the 
city  of  Ijouisville. 

The  cities  of  Kvansvllle.  Ind..  and  Shawneetown,  111.,  enjoy  like  advantages. 

The  cities  of  East  Saint  Louis,  111.,  and  Saint  Louis,  Mo.,  have  water  transportation 
facilities  consisting  of  extensive  lines  of  steamers  and  barges  plying  between  Saint  Loola, 
Memphis,  Vicksburg,  and  New  Orleans. 

The  city  of  Memphis,  Tenn..  enjoys  like  advantages. 

The  city  of  New  Orleans  has  all  the  benefits  accruing  to  her  location  at  the  mouth  of 
the  Mississippi  River. 

The  cities  of  Pensacola.  Fla..  and  Mobile,  Ala.,  have  direct  communication  with  steam- 
ers on  the  Mississippi  River,  both  by  short  rail  haul  and  by  Gulf  steamers  and  schoonen 
plying  between  New  Orleans,  Mobile,  and  Pensacola. 

FRANKFORT,    KT. 

The  city  of  Frankfort,  located  on  the  Kentucky  River,  a  navigable  stream,  has  the 
advantage  of  river  navigation  by  steamboats  plying  on  that  river  between  Frankfort  and 
Carrollton,  connecting  at  that  point  with  the  Ohio  River  steamers  in  both  directions. 
1762,500  has  been  appropriated  by  Congress  for  the  improvement  of  the  Kentucky  River. 

The  Louisville.  Cincinnati  and  Tiexington  Railroad,  now  a  part  of  the  TiOuisvllle  and 
Nashville  system,  extending  from  Frankfort  to  Cincinnati,  a  distance  of  122  miles,  and 
from  Frankfort  to  Louisville,  a  distance  of  60  miles,  was  completed  in  1860.  The  steam- 
boats on  the  Kentucky  River  absolutely  control  the  rates  on  traffic  to  and  from  Frank- 

Thls  city  has  contributed  a  large  sum  of  money  for  the  construction  of  this  railroad, 
and  to  compel  the  road  to  withdraw  from  competition  for  the  traffic  to  and  from  Frank- 
fort would  in  a  large  measure  deprive  that  city  of  the  benefits  which  she  hoped  to  derive 
from  the  construction  of  the  line,  and  entail  a  loss  upon  the  liOuisvllle  and  Nashville 
Company  to  the  extent  of  the  revenue  arising  from  such  traffic. 

NASHVILLE,  TENN. 

This  city  is  located  on  the  Cumberland  River,  a  stream  which  is  navigable  for  nine 
months  in  the  year  with  steamers  of  four  to  eight  hundred  tons  capacity,  plying  between 
Nashville,  Evansville.  Cairo,  and  connecting  at  the  latter  point  with  the  Ohio  and  Mis- 
sissippi River  steamers,  also  with  the  rail  lines  centering  at  Cairo  and  E>vansville.  She 
also  nas  a  line  of  boats  on  the  Upper  Cumberland  River,  connecting  at  Port  Burnslde 
with  the  Cincinnati,  New  Orleans  and  Texas  Pacific  Railroad. 

The  city  of  Nashville  was  a  commercial  distributing  center  for  a  large  territory,  and 
furnished  a  market  for  the  produce  of  that  territory  for  many  years  before  any  railroads 
were  constructed.  There  were  large  wholesale  Jobbing  houses  at  Nashville,  and  quite 
large  fortunes  were  made  for  that  day  and  time  In  the  jobbing  trade  of  that  city.  The 
county,  municipality,  and  the  citizens  subscribed  large  sums  of  money  for  the  construc- 
tion of  the  railroads  which  centered  at  that  point. 

The  first  railroad  built  was  the  Nashville  and  Chattanooga,  extending  from  Chatta- 
nooga to  Nashville,  completed  in  1854.  The  second,  the  Louisville  and  Nashville,  extend- 
ing from  Louisville  to  Nashville,  completed  in  1859. 

The  third,  the  Nashville  and  Northwestern,  extending  from  Hickman,  Ky.,  on  the 
Mlaslsslppi  River,  to  Nashville,  completed  In  1869. 

The  rourth,  the  Tennessee  and  Pacific,  extending  from  Lebanon,  Tenn.,  to  Nashville, 
completed  in  1870. 
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The  fifth,  the  Edgefield  and  Kentucky,  now  known  as  the  Henderson  division  of  the 
Louisville  and  Nashville  system,  extending  from  Evansville,  Ind.,  to  Nashville,  com- 
pleted in  1872. 

As  unreasonahle  as  it  may  seem,  there  are  persons  lesidlnc:  In  Nashville  to-day  who 
claim  that  the  city  would  have  fared  better  if  no  railroads  had  ever  been  built,  and  that 
NasHville  was  more  prosperous  before  she  had  any  railroads  than  she  is  now^.  I  do  not, 
of  course,  concur  in  this  view  of  the  case,  but  I  am  free  to  say,  located  as  the  city  is  on  a 
navigable  stream,  that  she  enjoyed  advantages  relatively  as  great  before  railroads  were 
constructed  as  she  has  enjoyed  since,  and  that  local  and  intermediate  points  through  the 
State  of  Tennessee  reached  by  the  diflferent  railroads  of  the  State  have  been  more  bene- 
fited relatively  bv  railroad  construction  than  the  city  of  Nashville.  In  this  view  of  the 
case,  I  submit  If  it  would  be  fair  to  enforce  an  adjustment  of  rates  which  would  practically 
deprive  the  city  of  Nashville  of  the  natural  advantages  she  possesses.  In  otner  words, 
would  it  not  be  eminently  unjust  to  take  from  her  the  advantages- which  nature  has 
bestowed,  and  bv  artificial  means,  at  the  expense  of  persons  who  invested  their  money  in 
railroad  enterprises,  transfer  them  to  other  less  favored  localities? 

CLABKRVILLE,  TENN. 

This  city  is  located  on  the  Cumberland  River,  and  has  the  advantage  of  two  lines  of 
steamers  plying  between  Clarksville  and  Cairo  and  Evajisville,  connecting  at  those  points 
with  Ohio  and  Mississippi  River  steamboats,  as  well  as  rail  lines  centering  at  Cairo  and 
Evansville.  For  many  years  Clarksville  has  been  a  commercial  and  distributing  center. 
The  city  ranks  as  the  second  largest  leaf-tobacco  market  in  the  United  States.  There  are 
a  number  of  Jobbing  houses  in  the  city  representing  various  branches  of  trade. 

The  people  of  Clarksville  subscribed  about  a  half  million  dollars  to  secure  railroad 
facilities.  The  Memphis,  Clarksville  and  Louisville  Railroad,  now  a  part  of  the  Louis- 
ville and  Nashville  system,  was  chartered  In  1852  and  completed  In  1860. 

A  road  Is  being  constructed  from  Clarksville  to  Princeton.  Ky.,  connecting  at  Princeton 
with  the  Newport  News  and  Mississippi  Valley  system,  which  will  be  completed  in  a  few 
months.  The  Cumberland  River,  navigable  the  year  round  up  to  Clarksville.  Is  the  factor 
in  the  adjustment  of  rates  to  and  from  that  city.  The  testimony  of  T.  G.  Ryman.  F.  P. 
Gracey,  and  M.  H.  Clark  abundantly  shows  that  the  Cumberland  River  fixes  the  rates 
to  and  from  Clarksville. 

The  people  of  that  city  had  excellent  transportation  facilities  before  any  railroads  were 
built.  The  rates  of  transportation  to  and  from  Clarksville  by  rail  can  not  be  advanced 
*  without  transferring  the  city's  large  business  to  the  river  lines.  Nature  has  done  much 
for  the  city,  which  Congress  has  materially  aided  by  appropriations  aggregating  $803,000 
for  the  improvement  of  the  Cumberland  River.  The  rail  lines  have  not  made  Clarks- 
ville a  commercial  center ;  they  accepted  the  situation  as  they  found  it.  which  they  could 
not  have  ignored  if  they  would.  As  the  leaf -tobacco  traflic  from  intermediate  stations  la 
very  large,  the  Louisville  and  Nashville  can  not  afford  to  reduce  Its  local  rates  to  cone- 
spond  with  rates  fixed  by  water  transportation  from  Clarksville. 

MONTGOMERY,    AL.V. 

The  city  of  Montgomery  Is  located  on  the  Alabama  River,  a  navigable  stream.  Con- 
gress has  appropriated  $145,000  for  the  purpose  of  facilitating  navigation  on  this  river. 
Like  all  other  points  similarly  situated,  this  city  was  a  commercial  trade  center  before 
railroads  were  built. 

The  first  railroad  built  Into  this  city  was  the  Montgomery  and  West  Point,  extending 
from  Montgomery  to  West  Point,  Ga..  completed  in  1854. 

The  second,  the  Mobile  and  Montgomery,  extending  from  Montgomery  to  Mobile,  com- 
pleted in  1868. 

The  third,  the  Western,  of  Alabama,  extending  from  Selraa  to  Montgomery,  completed 
In  1870. 

The  fourth,  the  Montgomery  and  Eufaula,  now  a  part  of  the  Central  of  Georgia  system, 
extending  from  Montgomery  to  Eufaula,  Ala.,  completed  in  1870. 

The  fifth,  the  South  and  North,  of  Alabama,  extending  from  Montgomery  to  Decatur, 
Ala.,  completed  by  the  Louisville  and  Nashville  Company  in  1872. 

The  sixth,  the  Montgomery  and  Florida,  projected  to  run  from  Montgomery  to  Rut- 
ledge,  Ala.,  a  distance  of  50  miles ;  20  miles  completed  in  1882. 

This  city  has  had  accorded  to  it  such  rates  of  transportation  as  her  geographical  loca- 
tion and  river  transportation  advantages  clearly  demanded. 

Although  this  has  given  to  Montgomery  rates  considerably  less  than  those  enjoyed  bj 
intermediate  points,  the  business  interests  of  that  city  have  not  been  satisfied,  and  have 
during  the  past  year  organized  a  company  known  as  the  Montgomerv  Trade  Company, 
which  company  has  established  a  regular  line  of  steamers  on  the  Alabama  River  to  run 
between  Montgomery  and  Mobile  in  the  Interest  of  the  former  city.  This  line  of  steam- 
ers is  run  Independent  of  the  line  which  has  been  occupying  the  river  for  many  years,  and 
has  added  verv  considerably  to  the  competitive  force  at  Montgomery.  The  testimony  in 
the  investigation  throughout  shows  that  western  produce  and  merchandise  of  all  kinds 
is  going  into  Montgomery  by  river  at  less  rates  than  those  fixed  by  the  all-rail  lines. 

SBLBIA^   ALA. 

The  city  of  Selma  Is  located  on  the  Alabama  River,  and  was  also  a  commercial  trade 
center  l^efore  any  railroads  were  built. 

The  first  railroad  built  into  this  city  was  the  Selma  and  Meridian,  now  a  part  of  the 
East  Tennessee.  Virginia  and  Georgia  system,  extending  from  Selma  to  Meridian,  Miss., 
completed  In  1859. 

The  second,  the  New  Orleans  and  Selma,  projected  to  run  from  Selma  to  New  Orleans, 
completed  for  20  miles  in  1809. 

The  third,  the  Western  Railroad  of  Alabama,  extending  from  Selma  to  Montgomery, 
completed  in  1870. 

The  fourth,  the  Selma,  Rome  and  Dalton,  also  now  a  part  of  the  East  Tennessee,  Vir- 
ginia and  Georgia  system,  extending  from  Selma  to  Dalton,  completed  in  1870. 

The  fifth,  the  Pensacola  and  Selma,  now  a  part  of  the  Louisville  and  NashyiUe  system, 
extending  from  Selma  to  Pineapple,  completed  in  1881. 
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The  sixth,  the  Cincinoati,  Selma  and  Mobile,  exteDdlng  from  Selma  to  Akron,  a  point 
on  the  Cincinnati,  New  Orleans  and  Texas  Pacific  road,  completed  to  Greensboro  In 
1872,  and  to  Akron,  71  miles,  in  1882. 

The  city  has  also  had  accorded  to  it  such  competitive  rates  as  were  forced  upon  the  rail 
lines  by  its  advantageous  location  on  the  Alabama  River,  and,  like  the  city  oi  Montgom- 
ery, her  merchants  have  been  asking  additional  concessions,  and  with  a  view  to  securing 
them  have  also  formed  an  organization  known  as  the  "  Selma  Trade  Company,"  which 
company  has  put  on  steamers  between  Selma  and  Mobile  and  thus  added  to  the  competi- 
tive forces  with  whl<5h  the  rail  lines  are  obliged  to  contend. 

LBXINOTON,    KT. 

The  city  of  Lexington  is  located  in  the  center  of  the  blue-grass  region  of  Kentucky. 
While  it  has  no  direct  water  competition,  this  city  is  known  to  have  been  a  commercial 
distributing  center  for  a  large  section  of  Kentucky,  which  it  is  serving  to-day. 

The  first  railroad  built  into  Lexington  was  constructed  at  the  expense  of  the  people 
of  that  city  in  1832,  extending  from  Lexington  to  Frankfort,  Ky.  The  first  locomotive 
run  on  this  line  failed,  after  a  trial  of  about  six  months,  to  satisfactorily  perform  its 
functions.  The  road  w'as  then  operated  with  horses  until  the  latter  part  of  1834,  when 
a  more  serviceable  engine  was  secured,  and  from  that  time  to  the  present  the  road  has 
been  successfully  operated  as  a  steam  railroad. 

The  second  railroad,  the  Kentucky  Central,  extending  from  Lexington  to  Covington* 
Ky.,  opposite  Cincinnati,  a  distance  of  98  miles,  was  completed  in  1856.  The  Maysvllle 
branch  of  the  Kentucky  Central,  extending  from  Lexington  to  Maysvllle,  on  the  Ohio 
River,  a  distance  of  60  miles,  was  completed  in  1859. 

The  third,  the  Louisville,  Cincinnati  and  Lexington,  now  a  part  of  tbe  Louisville  and 
Nashville,  connecting  the  Lexington  and  Frankfort  road  with  a  direct  line  to  Louisville, 
94  miles,  and  a  line  to  Cincinnati,  152  miles,  was  completed  in  1869. 

The  fourth,  tbe  Cincinnati  Southern,  now  Cincinnati,  New  Orleans  and  Texas  Padfie, 
extending  from  Lexington  to  Cincinnati,  79  miles,  was  completed  in  1877,  and  the  line 
Lexington  to  Chattanooga,  distance  267  miles,  was  completed  in  1880. 

A  remarkable  fact  developed  In  the  testimony  is  that  the  city  of  Lexington,  Ky.,  sold 
sugar  and  coffee  to  Cincinnati  in  early  years.  Lexington  was  a  distributing  point  not 
only  for  central  Kentucky,  but  reached  out  to  Ohio  River  points. 

Before  the  canal  was  constructed  around  the  falls  at  Louisville  steamers  could  only  go 
up  to  Louisville,  and  there  being  no  wagon  roads  around  tbe  falls,  tbe  trafllc  for  points 
above  Louisville,  it  is  said,  was  wagoned  through  Kentucky  by  way  of  Lexington,  which 
made  Lexington  a  distributing  center  before  Cincinnati  had  acqulrea  any  importance.  Of 
course  the  people  of  I^xlngton  feel  proud  of  this  fact.  They  have  not  grown  as  much  as 
Cincinnati,  but  they  feel  proud  of  tne  fact  that  they  once  sold  goods  to  Cincinnati.  As 
shown  by  the  testimony  of  Mr.  Le  Compt,  at  Memphis,  tbe  citizens  of  Lexington  con- 
tributed over  $1,000,000  to  secure  railroad  facilities.  « 

The  question  Is,  Should  they  and  can  they  be  deprived  of  them?  I  insist  that  they 
should  not,  and  I  will  undertake  to  show  why  they  can  not. 

The  traffic  from  Louisville  to  Lexington  being  within  the  State  of  Kentucky,  Is  not 
subject  to  the  interstate-commerce  act.  Traffic  from  Cincinnati,  Ohio,  to  Lexington,  Ky.. 
is  subject  to  the  act.  The  rates,  therefore,  can  be  so  adjusted  between  Louisville  and 
Lexington  as  to  practically  force  tbe  trade  of  Lexington  to  tbe  city  of  Louisville.  Of 
course  the  lines  leading  from  Cincinnati  will  not  assent  to  such  an  arrangement,  and  all 
they  will  have  to  do  to  hold  their  traffic  will  be  to  establish  receivins  and  deliverinie 
depots  for  Lexington  business  on  the  Kentucky  side  of  the  river.  The  Kentucky  Central 
road  does  not  enter  Cincinnati,  and  receives  its  Cincinnati  freight  at  Newport  anyway. 
The  Cincinnati,  New  Orleans  and  Texas  Pacific  Company  at  present  receives  its  Lexington 
freight  at  Cincinnati.  It  may,  and  doubtless  would,  determine  to  receive  such  freight  at 
Ludlow,  on  tbe  Kentucky  side  of  the  river. 

I  am  sure  that  it  will  not  be  claimed  that  the  carters  carrying  freight  between  Cincin- 
nati and  Newport,  and  Newport  and  Ludlow,  are  any  part  of  the  transportation  lines 
within  the  meaning  of  tbe  act.  and  hence,  so  long  as  the  Kentucky  Central  and  the  Cin- 
cinnati, New  Orleans  and  Texas  Pacific  companies  receive  the  freight  at  Newport  and 
Ludlow,  although  tbe  parties  shipping  it  may  be  engaged  in  ImsInesR  at  Cincinnati,  the 
transportation  of  such  property  can  in  no  wise  be  regarded  as  coming  within  the  scope  of 
the  interstate-commerce  act. 

I  have  already  shown  how  the  Louisville  and  Nashville  road,  the  longer  line  between 
Lexington  and  Cincinnati,  would  be  debarred  from  the  prlYileKe  of  participating  In  this 
traffic,  a  result  certainly  never  contemplated  by  the  friends  of  the  act. 

BIRMINGHAM,   ALA. 

This  city  is  perhaps  the  best  known  and  regarded  as  the  niotit  progressive  city  of  the 
South.  It  has  been  very  appropriately  termed  '*  The  Magic  City."  Its  ;:rowth  has  been 
simply  wonderful.  The  first  railroad  built  to  Birmingham  was  the  Alabama  Great  South- 
em,  extending  to  Chattanooga  in  the  northeast  and  to  Meridian  in  the  southwest,  opened 
for  business  in  1871. 

The  second  was  the  South  and  North  Railroad  of  Alabama,  opened  for  business  Octo- 
ber 1,  1872,  extending  to  Decatur  in  the  north  and  Montgomery  lu  the  south,  being  part  of 
the  Louisville  and  Nashville  syltem,  and  reaching  the  Ginf  portii  of  Mobile.  I^ensacola,  and 
New  Orleans  and  the  western  commercial  centers  of  Nashville.  Louisville.  iMncinnati, 
Evansville,  Saint  Louis,  etc. 

The  next  was  the  Georgia  I'aclflc  Railroad,  extending  to  Atlnutn.  Ga.,  in  the  east  and 
Columbus,  >Ii8S->  i°  the  west,  coinpleted  to  Birmingham  In  IHS'J.  The  Kansas  City, 
Memphis  and  Springfield  Railroad  Company  Ik  building  a  line  from  Memphis.  Tenn.,  to 
Birmingham,  which  will  be  completed  within  the  next  few  months.  Tbe  Birmingham  and 
Sheffield  Railroad  Company  is  building  a  line  from  Sheffield  to  Birmingham,  which  will  be 
completed  within  a  very  short  time.  The  Central  Railroad  system  of  Georgia  is  building 
an  extension  to  Birmingham  to  connect  with  Its  system  at  Goodwater.  This  city  com- 
petes In  trade  of  merchandise  and  western  produce  with  the  cities  of  Montgomery,  Selma, 
Chattanooga.  Atlanta,  and  Anniston. 

Birmingham  is  the  center  of  the  great  pig-Iron  producing  diHtrict  of  the  South.  Pig 
Iron,  coal,  bar  iron,  stoves,  and  ranchlnery  represent  the  principal  articles  shipped  from. 
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that  city.  It  is  often  necessary  to  make  lower  rates  to  <li8tant_j;>olnt8  than  to  interme- 
diate points.  For  example :  Pig  iron  from  Birmingham  to  New  York  Is  taken  via  Savan 
nah  for  $3.75  per  ton.  Of  this  rate  the  steamers  take  about  $1.60  and  the  rail  lines  to 
SaTannah  an  average  of  about  $2.25  per  ton.  There  being  few  points  between  Birming- 
ham and  Savannah  using  pig  iron,  the  roads  to  Savannah  can  without  injury  apply  this 
rate  to  all  intermediate  points,  and  being  a  water  line  between  Savannah  ana  New  York, 
there  is  no  intermediate  territory  to  consider. 

The  Chaibman.  What  are  your  rates  to  New  York  on  pig  iron,  it  being  $3.75  by  way  of 
Savannah  ? 

Mr.  Stahlman.  By  rail  it  should  be  about  $4,  insurance  making  the  difference. 

On  this  particular  traffic  we  have  two  classes  of  comnetition.  BMrst,  the  competition 
by  water  and  rail  lines  through  Savannah,  whose  intermediate  business  will  not  be  affected 
by  the  low  rates  to  New  York ;  the  other,  the  competition  between  the  Alabama  manu- 
facturer of  iron  and  the  English  manufacturer,  iron  from  England  coming  to  New  York  at 
a  nominal -rate  of  transportation  as  ballast  for  steamers.  Mr.  Bowron*s  testimony  shows 
that  this  rate  has  frequently  been  as  low  as  25  cents  per  ton. 

The  Chaibman.  But  does  not  that  sometimes  raise  the  question  whether  the  traffic 
should  be  taken  at  all?  There  is  a  question  whether  traffic  should  be  taken  at  all  when 
you  must  take  It  at  such  extremely  low  rates.  Now,  evidently  the  idea  that  existed  in  the 
mind  of  Congress  to  some  extent,  and  In  the  minds  of  the  people  to  a  larger  extent,  ha8 
been  that  when  you  act  upon  that  principle  so  far  as  to  impose  some  share  of  the  expense 
of  the  distant  traffic  upon  the  intermediate  traffic,  you  burden  the  local  traffic  in  order 
that  you  might  carry  a  distant  traffic  from  which  you  get  no  profit  at  all. 

Mr.  Stahlman.  Apprehending  this  feeling  from  the  tendency  of  the  investigation  in 
the  South,  I  brought  out  all  the  facts  relating  to  It  in  Mr.  Gulp's  deposition.  I  want  to 
show  just  what  we  are  doing.  The  impression  prevails  that  the  southern  roads  are  car- 
nring  lumber,  coal,  cotton-factory  prooucts,  ana  pig  iron  for  the  manufacturers  of  the 
South  at  any  rates  necessary  to  enable  them  to  sell — in  fact,  at  rates  which  will  enable 
theni  to  cripple  the  manufacturing  industries  of  other  sections.  This  Is  a  ereat  mistake. 
I  have  In  my  hand  Mr.  Gulp's  deposition,  which  is  very  clear  and  full. .  It  shows  that 
the  average  rate  on  pig  Iron  from  the  Birmingham  district  to  all  leading  points  In  the 
West  is  $5.12  per  ton  ;  that  tlie  average  distance  carried  Is  675  miles ;  and  that  the 
rate  per  ton  per  mile  Is  7  mills.  From  the  Hocking  Valley  district  to  the  same  points 
the  average  rate  is  $2.54  per  ton  :  the  average  distance,  860  miles :  and  the  rate  per  ton 
per  mile.  7  mills.  From  the  Mahoning  and  Shenango  Valley  districts  to  the  same  points 
the  average  rate  is  $2.46  per  ton  :  the  average  distance,  380  miles ;  and  the  rate  per  ton 
per  mile,  6  mills.  From  the  Hanging  Hook  district  to  the  seme  points  the  averas^e  rate 
b  $2.39  per  ton,  the  average  distance  Is  383  miles,  and  the  rate  per  ton  per  mile,  7  mllla. 
Surely  the  iron  manufacturers  of  the  Hocking  Valley,  the  Mahoning  and  Shenango  Valley, 
and  tne  Hanging  Rock  districts  have  no  right  to  complain  of  an  average  rate  from  Bir- 
mingham of  $5.12  per  ton  against  $2.54,  $2.46.  and  $2.,30  per  ton.  respectively,  while 
the  rate  per  ton  per  mile  from  the  South  is  as  great,  and  In  one  c^se  greater,  than  from 
the  Pennsylvania  and  Ohio  iron-making  districts  I  You  ma^-,  Mr.  Chairman,  compare 
these  rates  with  the  table  furnished  yon  from  Birmingham,  and  you  will  see  that  the 
highest  rates  are  to  Minneapolis  and  Saint  Paul,  and  that  they  come  down  as  they  reach 
Louisville,  the  nearest  point. 

Commissioner  Walker.  LouiRviUe  may  \ye  verv  profitable  and  Minneapolis  a  great  loss. 

Mr.  Stahlman.  No.  sir;  the  rate  to  Louisville  is  $3.40  per  ton;  distance,  394  miles; 
8  mills  per  ton  per  mile. 

Commissioner  Walkkr.  How  many  tons  on  the  oar? 

Mr.  Stahlman.  Fifteen,  sometimes  twenty.  The  rate  to  MInueanolis  Is  $7.90  per  ton ; 
distance,  1,071  miles;  7  mills  per  ton  per  mile.  Minneapolis  Is  the  most  distant  point. 
The  rate  to  Cincinnati  Is  $3.65  per  ton  ;  distance,  470  miles ;  7  mills.  Columbus.  Ohio. 
$4.40  per  ton ;  509  miles ;  7  mills.  IMttsburgh.  Pa.,  $5.25  per  ton  :  792  miles ;  6  mills.  At 
Pittsburgh  we  corae  in  direct  competition  with  iron  from  the  Pennsylvania  district,  but 
the  Pennsylvania  road  has  given  ns  a  rate  to  Pittsburgh. 

I  want  to  remove  from  the  mind  of  the  Commission  the  idea  that  the  southern  roads 
have  deliberately  gone  to  work  to  flood  the  whole  western  country  with  southern  pig 
Iron  to  the  detriment  of  the  manufacturers  of  iron  in  other  sections. 

I  take  the  position,  Mr.  Chairman,  that  our  southern  furnaces,  being  considerably  far- 
ther distant  from  the  consuming  market.s  than  the  furnaces  in  the  Kast.  ousrht  not  to 
be  taxed  In  excess  of  what  other  people  pay,  or  what  would  seem  reasonable.  If  they  are 
paying  from  $2  to  $5  per  ton  more  than  the  other  furnaces  are  paying.  It  Is  protection 
enough.  I  do  not  l)elieve  this  law  was  designed  to  protect  the  Lake  Superior  man's  ore 
bed,  where  he  is  asking  $4  t(f  $6  per  ton  for  ore.  in  order  to  cripple  the  Alabama  man. 
who  is  willing  to  sell  his  ore  at  75  cents  to  $1  p<*r  ton. 

The  Chairman.  The  real  question  Is  l>etween  the  competitive  points,  as  you  call  them, 
and  the  small  points  on  your  road,  and  not  any  quention  between  you  and  these  other 
people.  If  you  are  giving  to  these  intermediate  stations  what  are  fair  rates,  and  not 
charging  them  with  any  burdens  on  traffic  to  competing  and  distant  points,  then  there  is 
no  equitable  claim  against  you. 

Mr.  Stahlman.  I  think  that  is  true.  I  do  not  think  it  will  l)e  claimed  that  we  have 
not  given  to  all  our  points  a  line  of  reasonable  rates.  Our  local  business  is  not  all 
strictly  local  buKlness.  Taice  a  '-ertain  class  of  traffic  at  a  local  point  on  the  line  of  one 
railroad,  and  the  business  is  more  or  less  afTected  by  competition  between  markets;  we 
are  obliged  to  recognize  this  fact,  and  adjust  our  rates  accordingly.  We  have  not  fixed 
any  rates  from  Birmingham  on  either  pij?  Iron,  bar  iron,  or  iron  products  In  any  form, 
which  are  onerous.  exorl>itant.  or  oppressive  to  the  people.  I  say  frankly  that  we  have 
BO  adjusted  rates  on  the  line  of  our  road  that  the  people  do  not  feel  oppressed.  I  be- 
lieve the  people  generally  aie  satisfied,  and  satisfied  with  our  basis  of  making  rates. 

The  CHAIK.MAN.  What  Is  the  highest  ajrijrejjate  charg»»  on  pig  iron  to  intermediate 
points  between  Birmingham  and  Cincinnati? 

Mr.  Stahl.man.  There  is  no  pip  iron  consumed  at  intermediate  points  except  Louisville 
and  Nashville,  that  I  am  aware' of  now.  The  rates  to  those  points  are  lower  than  to 
Cincinnati;  but  considerable  bar  Iron,  stoves,  etc..  are  manufactured  at  Birmingham,  on 
which  the  rates  to  Intermediate  points  are  higher  than  to  Cincinnati. 

The  Chairman.  Then,  so  far  as  pig  Iron  is  concerned,  you  have  no  occasion  for  relief. 

Mr.  Stahlmax.  So  far  as  pig  iron  is  concerned  we  are  precisely  in  the  same  condition 
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as  the  gentleman  who  appeared  be/oi*e  you  a  few  days  ago  representing  the  Lake  Shore 
road.     We  have  a  long  line  and  want  permission 

The  Chaibman.  Is  it  only  with  reference  to  New  York,  Boston,  and  Philadelphia  busi- 
ness that  you  ask  relief? 

Mr.  Stahlman.  So  far  as  I  now  know,  It  is. 

The  Chairman.  Then  that  is  the  only  traffic  that  needs  discussion  here ;  all  else  is  im- 
material. 

Mr.  Stahlman.  I  was  discussing  it  only  in  connection  with  the  general  business  of 
Birmingham. 

Commissioner  Walker.  That  is  a  matter  for  the  trunk  lines. 

Mr.  Stahlman.  I  do  not  so  understand  it.     We  have  applied  for  general  relief  on  be- 


half of  the  city  of  Birmingham,  covering  not  only  the  pig  iron,  but  bar  Iron,  stoyes.  west- 
ern produce,  merchandise,  and  general  business  of  the  city.  So  far  as  relief  on  pic  iron 
to  the  East  Is  concerned.  It  will  not  apply  to  any  line  which  does  not  participate  In  the 


relief.  The  idea  seems  to  preyail  that  the  people  of  Birmingham  have  no  cause  for  com- 
plaint :  they  arc  not  in  any  trouble :  they  are  not  being  hart.  The  facts  are,  they  are 
being  hurt,  and  being  hurt  by  the  enforcement  of  the  law  north  of  the  Ohio  River.  It  is 
not  mere  imagination ;  the  testimony  shows  that  the  lumbermen,  the  cotton-factory  men, 
in  fact,  all  classes  who  have  business  intercourse  with  the  East  and  West,  are  being  seri- 
ously affected  by  the  enforcement  of  the  law. 

The  Chairman.  That  is  a  matter  for  Congress,  not  for  us. 

Mr.  Stahlman.  I  want  to  show  you  how  our  people  reason :  "  If  the  roads  north  of 
the  river,  in  complying  with  the  law,  have  advanced  their  rates,  it  stands  to  reason  that 
the  lines  south  of  the  river,  when  they  enforce  the  law,  will  be  obliged  to  advance  their 
rates  also,  and  this  we  can  not  stand.  Upon  that  point  it  seems  to  me,  Mr.  Chairman, 
there  can  be  no  doubt.  You  may  say  to  us,  you  should  reduce  your  rates,  or  you  should 
so  adjust  your  rates  that  they  shall  not  be  higher  to  and  from  Intermediate  points  than 
they  are  to  and  from  competing  points.  I  say  to  you.  In  all  frankness  and  candor,  that 
we  can  not  do.  You  may  say,  "You  ought  to  do  it."  I  say  that  we  can  not,  unless  we 
are  willing  to  throw  ourselves  right  Into  the  jnws  of  bankruptcy.  That  is  a  plain  propo- 
sition. If  we  were  to  fix  our  rates  to  Intermediate  points  between  Montgomery  and 
Louisville  on  the  basis  of  our  rates  to  Montgomery,  It  means  ruin.  If  we  were  to  nx  our 
rates  to  intermediate  points  between  Mississippi  Kiver  points  and  Louisville  and  Cincin- 
nati on  the  basis  of  those  rates,  that  means  ruin.  If  we  were  to  withdraw  from  traffic 
at  competitive  points,  it  means  ruin,  unless  we  advanced  our  local  rates ;  and  if  we  were 
to  advance  our  local  rates  it  means  ruin  to  the  business  Interests  of  the  country.  Mr. 
Culp's  evidence  is  very  full  and  explicit  on  these  points.  It  bristles  with  facts  which 
can  not  be  controverted,  and  I  beg  you,  Mr.  Chairman  and  gentlemen,  to  carefully  con- 
sider all  that  this  testimony  implies. 

Take  the  line  from  Birmingham  through  Savannah,  and  there  is  nothing  in  the  act  to 
obstruct  the  movement.  There  is  no  pig  iron  of  any  consequence  consumed  l)etween 
Birmingham  and  Savannah  at  intermediate  points.  Of  course  none  is  consumed  between 
Savannah  and  New  York,  so  that  this  line  can  fix  any  rate  it  pleases  without  afTectlng 
its  intermediate  business.  This  route  has  fixed  the  rate  from  Birmingham  to  New  York 
at  $3.7r>  per  ton,  which  is  a  fair  revenue.  We  could  carry  that  business,  and  we  ought 
to  carry  our  share  of  It,  at  least,  by  fixing  a  rate  of  about  $4.  per  fon. 

The  Chairman.  How  much  would  that  l.>e  per  mile? 

Mr.  STAHL.MAN.  Something  over  three  mills:  very  small  to  be  sure.  But  remember, 
Rti  shown  in  the  testimony,  and  I  have  It  here  in  figures,  that  our  cars  are  going  north- 
lK>und  empty,  and  while  we  have  heen  able  to  increase  our  tonnage  north-bound  consid- 
erablj'  by  reason  of  the  development  of  this  Iron  industry,  a  large  number  of  our  cars 
are  still  going  back  empty.  The  movement  for  the  last  nine  months  shows  the  excess  of 
empty  cars  moved  north  to  be  : 

Cars. 

Over  the  Nashville  and   Decatur  Division 11,400 

Over  the  Henderson    Division 14,700 

Over  the  Main    Stem 6,936 

Over  the  Mobile  and  Montgomery  Division 0,040 

Over  the  South   and   North    (Birmingham) 15,017 

I  want  to  suy.  Mr.  Chairman,  that  while  the  manufacture  of  pig  iron  is  the  basis  of 
all  business  at  Birmingham  it  does  not  by  any  means  co\cr  the  total  business  of  that' 
city.  We  did  not  suppose  that  it  was  the  design  of  the  Commission  to  apply  relief  to 
any  particular  branch  of  business.  The  application  for  relief  was  not  made  in  that 
form,  but  to  cover  the  treneral  business  of  that  city.  We  desire  very  much  to  have  relief 
on  pig  iron  to  the  end  of  our  line,  and  we  will  do  the  best  we  can  with  it  beyond 
that.  If  the  Now  York  and  Philadelphia  traffic  continues  to  grow  as  it  has  done  for 
some  time,  it  will  be  a  very  serious  question  with  us :  but  Independent  of  pig  iron  we 
need  relief  on  the  general  business  of  Birmingham.  The  manufacture  of  bar  Iron,  spikes, 
rails,  stoves,  and  other  articles  the  product  of  iron  has  grown  to  quite  large  proportions. 

In  supplying  the  southern  coast  with  such  articles  a  lower  rate  is  necessary  to  the  coast 
than  to  intermediate  points :  and  in  supplying  the  West  with  such  articles  a  lower  rate 
is  necessary  to  (Mnclnnati,  Louisville,  and  other  points  to  meet  competition  of  iron  com- 
ing from  the  Pittsburgh  districts  down  the  Ohio  River,  than  Is  made  to  intermediate 
points  l)etwecn  Cincinnati  and  Birmingham  ;  besides,  there  Is  a  large  traffic  in  merchan- 
dise from  the  East,  and  grain,  provisions,  etc..  from  the  West. 

Birmingham,  it  is  true,  is  not  directly  affected  by  water  competition,  but  indirectly  It 
la.  The  towns  of  Florence  and  Sheffield  are  located  on  the  Tennessee  River,  a  stream 
which  is  navigable  the  year  round.  Sheffield  Is  about  100  miles  from  Birmingham,  and  a 
railroad  will  be  completed  there  within  a  few  months.  The  Memphis  and  Charleston  and 
Louisville  and  Nashville  via  Decatur  have  a  line  there  now.  The  town  of  Florence  was 
■omewhat  of  a  distributing  center  several  years  ago  before  the  Memphis  and  Charleston 
road  felt  the  necessity  of  having  the  western  business  come  over  Its  long  line  from  Mem- 
phis, since  which  time  they  have  not  encouraged  business  via  Florence.  The  rail  lines 
from  the  West  belns:  compelled  to  charge  as  much   to  Birmingham  as  to  intermediate 

Klnts,  would  make  that  progressive  center  a  local  station.     The  Birmingham  and  Sheffield 
tllroad  will  not  want  anything  better  than  the  opportunity  of  going  in  and  saying  to 
Florence,  *'  Now  build  up  your  commercial  center  for  the  supply  of  Alabama ;  ours  is  an 
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Alabama  road.  You  can  bring  your  supplies  from  the  Ohio  and  Mississippi  rivers.  You 
nave  regular  lines  of  steamers  the  year  round.  Bring  It  In  any  quantity  from  Cincin- 
nati, Louisville,  Saint  Louis,  Evansville.  and  Cairo  to  Florence,  and  we  will  give  you 
alstributing  facilities  at  Birmingham  and  other  Alabama  points.*'  This  is  an  element 
which,  In  our  Judgment,  makes  it  necessary  to  give  us  the  right  to  charge  to  and  from  Bir- 
mingham less  rates  than  we  charge  to  and  from  intermediate  points.  It  is  an  element 
over  which  we  have  no  control,  and  over  which  this  Interstate-commerce  act  has  no  con- 
trol. These  supplies  are  shipped  from  the  West  to  Florence,  and  Florence  is  made  the 
center  from  which  they  are  reshipped.  The  only  question  is,  whether  they  shall  go 
through  Florence  by  steamboat  line  or  direct  by  rail,  as  heretofore. 

I  have  now,  Mr.  Chairman,  covered  all  the  points  involved  in  the  application  for  relief 
made  on  behalf  of  the  Louisville  and  Nashville  Railroad  Company.  They  are  not  so  nu- 
merous as  would  appear  from  the  form  of  application.  There  are  only  twenty,  and  all 
of  these,  except  Lexington,  Ky.,  and  Birmingham,  Ala.,  are  located  on  navigable  streams, 
favored  with  direct  water  transportation,  which  the  proof  in  the  investigation  clearly 
shows  to  be  the  leading  factor  In  fixing  the  rail  rates  to  and  from  these  points. 

I  desire  to  impress  upon  this  honorable  Commission  another  fact  clearly  established  by 
the  proof,  and  that  is  that  the  Louisville  and  Nashville  Railroad  Company  has  not  been 
engaged  in  the  practice  of  building  up  one  city  or  locality  to  the  detriment  of  another. 
The  proof,  I  aver,  is  overwhelming  that  the  rates  of  transportation  to  and  from  these  sev- 
eral commercial  centers  have  not  been  arbitrarily  fixed  by  the  Louisville  and  Nashville 
Company  in  the  interest  of  any  particular  city,  but  have  been  forced  upon  the  company 
bjr  circumstances  and  conditions  over  which  it  has  had  no  control.  The  Congress  of  the 
united  States  has  from  time  to  time  appropriated  the  following  sums  for  the  improve- 
ment of  the  following  rivers : 

The  KentuclLy $762,500.00 

The   Ohio 3,  341,  562.  91 

The  Mississippi  below  Cairo 20,194,188.53 

The  Cumberland  and  tributaries 857,000.00 

The  Tennessee  and  tributaries 3,377.456,94 

The  Alabama  and  tributaries 1 695,500.00 

Total 29,  228,  208.  38 

These  appropriations  have  served  to  largely  augment  the  competitive  forces  which  the 
r^ouisville  and  Nashville  Railroad  Company  has  been  unable  to  Ignore. 

I  wish  the  law  had  been  framed  so  as  to  prevent  wars  between  transportation  com- 
panies. But  I  do  not  construe  the  law  in  that  way.  So  far  as  the  contests  with  the 
steamboats  are  concerned,  it  has  simply  tied  the  hands  of  the  railroads  in  order  that  the 
steamboats  may  cudgel  them  to  their  heart's  content.  Mr.  Culp's  deposition  shows  to 
what  extent  we  have  been  fighting  the  steamboats.  It  is  very  clear  on  this  point.  It 
gives  the  rates  in  detail  in  effect  between  river  points  during  the  past  seven  years;  and 
u  careful  scrutiny  of  this  table,  compared  with  the  rates  to  the  interior,  where  there  is  no 
river  competition,  will*show  that  the  rates  by  rail  into  the  interior  have  been  relatively 
reduced  as  much  as  or  more  than  the  rates  between  river  points  during  that  period.  This, 
Mr.  Chairman,  proves  conclusively  that  the  railroads  have  not  forced  the  issue,  and  if 
there  is  any  issue  it  is  due  to  the  steamboat  people  themselves,  who  have  brought  it  on. 
The  railroads  have  had  fights  among  themselves,  and  very  vigorous  fights  at  that;  but 
the  section  which  I  represent  has  been  comparatively  free  from  such  troubles.  We  have 
had  our  disagreements  and  disturbances,  and  here  and  there  some  friction,  but  as  a  rule 
all  of  our  troubles  have  been  adjusted  without  wars.  We  had  a  little  brush  In  Birming- 
ham with  the  Queen  and  Crescent  route  several  years  ago  to  determine  what  the  rates 
from  Cincinnati  and  Louisville  should  be  to  Birmingham,  which  was  settled  by  arbi- 
tration. 

The  Chairman.  Have  the  rates  as  fixed  by  that  arbitration  been  left  so  ever  since? 

Mr.  Stahlman.  Yes,  sir ;  they  have  not  been  disturbed.  The  disturbing  element  with 
us  in  the  South  all  the  way  through  has  l>een  that  of  a  relative  adjustment  of  rates.  We 
have  had  our  disagreements,  but,  as  a  rule,  have  been  too  conservative  to  fight  about  It. 
The  Southern  Hallway  and  Steamship  Association  was  one  of  the  earliest  organizations 
of  that  kind  created  in  this  country.  Through  it  and  through  similar  appliances  we  have 
been  able  to  adjust  our  trouble,  so  that  we  have  been  comparatively  free  from  wars. 
The  Louisville  and  Nashville  Company,  although  it  traverses  a  vast  territory  and  is  con- 
sidered a  strong  line,  is  not  In  a  position  to  arbitrarily  demand  anything  or  to  fix  an  ar- 
bitrary adjustment  of  rates  to  and  from  any  point.  Although  we  have  a  direct  line 
from  the  West  to  Montgomery,  we  are  not  in  a  position  to  say  that  the  rates  to  and  from 
Montgomery  shall  be  absolutely  fixed  at  a  given  flgiire.  To  take  that  position  would 
warrant  another  line  in  saying  that  the  rates  to  Atlanta  shall  be  made  a  certain  figure, 
and  still  another  to  say  that  the  rates  to  Augusta  should  be  a  certain  figure,  and  still 
another  that  the  rates  to  Macon  should  he  a  certain  figure,  and  still  another  that  the 
rates  to  Selma  should  be  a  c«^rtain  figure,  and  so  on  through  the  list.  Therefore  the 
lines  dlrectlv  interested  in  the  traffic  to  and  from  these  various  centers  come  together 
and  agree  among  themselves  what  the  rates  shall  be.  and  if  they  can  not  agree  the  ques- 
tion is  submitted  to  arbitration.  This  method,  which  is  undoubtedly  the  best,  has  en- 
abled the  lines  of  the  South  to  avoid  the  rate  wars  so  frequent  between  the  trunk  lines 
of  the  East  and  the  railroads  of  the  West.  I  do  not  mean  to  say  that  the  southern  rail- 
road men  are  more  capable  than  the  railroad  managers  of  the  East  and  West,  but  I  do 
believe  thev  are  more  conservative ;  and  I  l)elieve,  furthermore,  they  realize  that  the 
southern  roads  have  no  margins  to  spare;  that  their  earnings  are  barely  suflSclent  to 
meet  the  demands  upon  them,  and  that  they  could  not  afford  to  participate  in  wars  which 
would  result  In  disaster :  and  it  Is  because  the  southern  roads  have  no  margin  and  can  not 
afford  to  lose  any  part  of  their  revenue,  that  they  have  appeared  before  this  honorable  Com- 
mission for  relief.  It  Is  because  they  can  not  afford  to  reduce  their  local  rates  to  the 
basis  of  their  competitive  rates,  and  because  they  can  not  afford  to  withdraw  from  the 
competitive  business  without  advancing  rates  to  and  from  their  local  points,  and  because 
the  business  interests  of  the  people  can  not  stand  an  advance  of  rates  to  and  from  local 
points  that  they  are  before  you  to-day  pleading  for  relief. 
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COUMEBCIAL   CENTBKS   A   NECESSITY. 

There  are  a  number  of  other  points,  Mr.  Chairman  and  gentleman,  on  behalf  of  which 
applications  for  relief  have  been  made  and  which  are  fully  entitled  to  relief. 

How  these  cities  became  trade  centers  has  been  fully  detailed.  The  majority  of  them 
were  so  situated  before  railroads  were  built  and  the  construction  of  railroads  has  added 
to  their  Importance  only  to  the  extent  that  the  railroads  have  developed  the  interior 
country  tributary  to  them.  I  insist,  Mr.  Chairman,  that  no  effort  has  been  made  by  the 
railroads  of  the  South  to  establish  trade  centers  at  the  expense  of  the  interior,  and  that 
the  railroads,  when  they  reached  these  trade  centers,  simply  adjusted  rates,  of  transpor- 
tation to  meet  the  existing  condition  of  things.  It  will  not  be  assumed  that  the  rail- 
roads are  not  entitled  to  a  just  and  reasonable  compensation  for  the  transportation  facil- 
ities they  furnish  communities  which  they  are  endeavoring  to  serve.  It  will  not  be 
claimed  that  the  railroads  of  the  South  are  collecting  excessive  rates  of  transportation  on 
the  traffic  moved  to  or  from  interior  local  points ;  and  it  must  be  conceded  that  railway 
transportation  companies  are  entitled  to  charge  what  the  service  Is  worth,  and  that  the 
service  at  a  local  point  is  worth  more  than  at  a  competitive  point.  What  I  mean  is,  that 
at  a  point  where  there  is  no  competition  transportation  is  worth  a  just  and  reasonable 
compensation,  and  at  a  point  where  there  is  competition  between  two  or  more  lines  trans- 
portation is  worth  only  what  it  will  bring,  and  the  more  active  the  competition  the  less 
the  value  of  the  transportation.  The  competitive  forces  with  which  the  railroads  of  the 
South  have  had  to  contend  are  very  extraordinary  as  compared  with  any  other  section  of 
the  United  States.  The  several  States  east  of  the  Mississippi  are  traversed  by  numerous 
rivers,  which  furnished  transportation  facilities  to  the  people  of  the  South  vears  before 
any  railroads  were  built,  and  which  have  furnished  competition  to  the  railroads  ever  since 
they  were  constructed. 

Congress  has  appropriated  large  sums  of  money  for  the  improvement  of  these  rivers. 
These  vast  sums,  appropriated  especially  for  the  Improvement  of  the  rivers  of  the  South, 
embracing  the  States  of  Kentucky,  Tennessee.  Mississippi,  Alabama,  Georgia,  Florida, 
Virginia,  and  North  and  South  Carolina,  have  Improved  the  extraordinary  transportation 
facilities  enjoyed  by  the  commercial  trade  centers  of  the  South,  and  have  largely  aided 
in  diminishing  the  value  of  the  transportation  at  these  centers,  and  have  at  all  times 
fixed  the  limits  of  rates  charged  by  the  rail  lines. 

I  was  much  impressed,  Mr.  Chairman,  with  the  testimony  relating  to  the  business  cus- 
tom of  the  South.  Of  course  I  knew  what  the  custom  was,  but  such  forcible  lilustrntionB 
as  we  had  given  us  at  Atlanta,  Memphis,  and  other  points  only  served  to  impress  upon 
my  mind  the  Importance  of  commercial  trade  centers  and  the  great  value  and  conven- 
ience of  such  centers  to  the  masses.  Colonel  Hanson,  of  Macon,  Ga.,  explained  this  to  us 
at  Atlanta.  General  Patterson,  representing  the  Cotton  Exchange  of  Memphis,  explained 
Jt  to  us  at  Memphis,  and  Mr.  Penzel,  of  Little  Rock,  gave  a  very  clear  explanation.  I 
can  do  no  better  than  to  give  his  testimony  on  the  subject : 

"  One  peculiar  thing,  perhaps,  in  the  Southern  States — I  don't  know  whether  it  is  so 
in  other  States — the  small  country  dealer  sells  the  consumer  and  Is  to  a  large  extent 
dependent,  perhaps,  on  the  merchant  who  does  the  furnishing  business.  These  men  are 
not  able  to  go  abroad,  where  they  have  no  standing  or  credit ;  they  are  confined  to  home 
trade.  If  the  freight  rates  become  so  much  higher  to  any  of  those  trade  centers,  of 
course  the  merchant  computes  the  first  cost  on  the  goods  and  his  freight.  The  increased 
fi-eight  necessarily  enters  into  the  cost  price,  and  the  small  dealer  and  consumer  naturally 
have  to  pay  more  for  their  supplies,  and  in  consequence  they  suffer  as  well  as  the  trade 
centers ;  in  other  words,  they  are  taxed  more  than  they  were  taxed  before." 

Referring  to  the  cotton  trade,  he  said  : 

'*  The  producers  or  small  dealers  are  able  to  pay  local  freight  into  Little  Rock,  either 
1)T  wagon  or  by  railroad,  and  market  their  cotton  there  themselves,  thereby  saving  all 
the  commission,  insurance,  warehouse  charges,  etc.  They  go  In  and  sell  it  and  get  their 
money  for  it  right  away  and  go  off.  If  the  Little  Rock  rate  had  to  be  equally  as  high 
SK  the  local  rate  the  people  would  have  to  stand  that  or  ship  to  distant  markets,  where 
they  are  exposed  to  all  the  charges  of  Insurance,  commission,  etc.,  and  very  often  exiiosed 
to  great  inconvenience  by  not  being  able  to  get  their  money.*' 

This  is  the  general  custom  of  the  South.  The  orincipal  products  of  the  soil  in  the 
South  transported  are  leaf  tobacco  and  cotton,  while  the  principal  ijroduct  of  the  West 
Is  grain  of  all  descriptions.  In  the  West  a  farmer  may  take  a  .sample  of  hU  wheat,  corn, 
or  other  grain  from  the  field  to  the  nearest  town  and  sell  the  whole  crop  by  that  sample, 
shipping  it  from  his  station  to  any  consuming  market  the  purchaser  may  designate.  No 
such  transaction  would  be  admissible  in  the  cotton  and  tobacco  growing  region.  I'^/ery 
bale  of  cotton  grown  is  sampled,  weighed,  and  classified  on  its  own  merits  and  is  sold 
by  that  sample.  It  is  only  after  it  reaches  a  commercial  center  that  the  cotton  coming 
from  the  interior  in  quantities  to  that  center  Is  classed  in  round  lots  of  100  to  1,000  bales 
and  sold  for  shipment  to  consuming  markets.  Such  classification  and  sales  would  be 
Impossible  at  local  stations;  moreover,  cotton  for  shlimionl  to  distant  markets  most  be 
compressed;  there  is  not  a  sufficient  quantity  at  local  stations  to  warrant  the  erection  of 
compresses,  and  hence,  if  for  no  other  reason,  the  cotton  from  local  stations  must  go  to 
trade  centers.  A  large  number  of  local  iK>int8  handle  only  a  few  hundred  bales,  the 
largest  but  five  to  ten  thousand  bales.  A  suitable  compress  can  not  be  erei'ted  and  oper- 
ated at  any  point  at  a  profit  upon  the  investment  where  the  receipts  of  cotton  fall  l)elow 
20,000  bales  per  annum. 

Leaf  tobacco  is  marketed  In  a  like  manner.  The  tobacco  is  gathered  and  put  into  hogs- 
beads  by  the  planter ;  it  is  then  shipped  to  market,  where  the  casings  of  the  hogshef^s 
are  removed  and  samples  drawn  from  three  or  four  different  portions  of  the  hogsheads 
by  a  sworn  Inspector,  an  officer  created  under  the  laws  of  the  States.  Every  hogshead 
is  sold  on  its  merits  by  each  individual  sample.  In  Tennessee  and  Kentucky  this  sale  is 
made  through  the  medium  of  an  auctioneer,  and  I  think  this  is  also  true  of  Virginia  and 
other  tobacco-growing  States.  A  leaf-tobacco  sale  is  really  an  Interesting  sight.  Sales 
in  these  centers,  such  as  Clarksvlllc,  Louisville,  and  Nashville  are  made  usually  every 
day,  the  warehouses  In  each  city  rotating  in  the  sales,  so  that  no  two  houses  sell  at  the 
same  hour  the  same  day.  All  the  buyers  congregate  around  the  one  hogshead  or  sample 
which  is  being  cried  off  by  the  auctioneer,  and  In  this  way  (It  Is  quick  work)  from  one 
to  two  thousand  hogsheads  are  sold  in  large  markets  each  day  during  the  busy  season. 
The  buyers  for  Spain,  Italy,  Liverpool,  Bremen,  and  other  consuming  markets  of  course 
congregate  at  those  centers  where  they  can  buy  in  large  quantities,  so  as  to  make  shAv 
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ments  in  round  lots  of  one  to  five  hundred  or  a  thousand  hogsheads  each.  They  coulri 
not  be  Induced  to  go  to  interior  stations,  where  receipts  are  small. 

Convenient  commercial  centers  are,  therefore,  a  necessity  to  the  cotton  and  tobacco 
trade  of  the  South.  These  products  can  not  be  concentrated  in  any  other  way  so  as  to 
admit  of  satisfactory  sales. 

I  had  the  pleasure  of  traveling  with  an  Arkansas  planter  on  my  way  to  this  city.  His 
views  impressed  me  with  the  importance  of  commercial  centers.  Said  he,  **  We  want  to 
trade  near  home."  He  lived  a  short  distance  from  Little  Hock,  and  raises  annually 
about  four  hundred  bales  of  cotton — a  pretty  big  plantation  for  that  section.  "  My  dear 
sir,'*  said  he,  "  it  would  ruin  me  if  I  had  to  trade  anywhere  else  but  Little  Rock.  I 
want  to  do  business  with  people  I  know;  I  want  to  be  sure  that  my  cotton  is  properly 
classified  and  sold ;  I  don't  want  to  ship  my  cotton  to  New  York,  New  Orleans,  or  Liver- 
pool ;  I  want  to  place  my  cotton  in  the  nands  of  men  I  know ;  men  who  will  advance  me 
money  to  make  my  crops  if  I  need  it.  Twenty-five  or  50  cents  a  bale  is  a  small  matter 
to  me  if  I  know  I  am  getting  justice;  if  I  know  the  man  with  whom  I  am  trading;  if 
I  know  he  is  the  right  sort  of  a  man,  and  will  classify  my  cotton  rightly  and  account  to 
me  for  every  dollar."  These  views  were  expressed  in  a  casual  way,  and  yet  I  am  sure 
they  represent  the  general  views  and  customs  of  the  South. 

It  is  clear,  therefore,  that  any  advance  in  rates  to  and  from  the  commercial  centers 
would  seriously  affect  the  people  residing  at  the  interior  towns.  These  people  pay  local 
rates  to  and  from  such  Interior  markets  to  the  centers,  and  any  advance  of  rates  to  and 
from  the  commercial  centers  would  not  only  reduce  the  value  of  the  product  they  sell 
but  Increase  the  cost  of  the  supplies  they  purchase. 

SOUTHERN    rORTS    AS    COMPETITORS. 

In  the  further  discussion  of  this  question  it  Is  hardly  necessary  for  me  to  refer  at 
length  to  the  commercial  centers  located  on  the  Ohio  and  Mississippi  Rivers  or  to  the 
Gulf  or  South  Atlantic  coast  ports  embraced  in  this  application  for  relief.  Their  ad- 
vantages and  surroundings  are  too  well  known  to  require  any  detailed  argument  from  me. 

Commissioner  Walkek.  It  is  rather  curious  that  Savannah,  Charleston,  Mobile,  New 
Orleans,  these  Gulf  ports  to  which  the  southern  roads  make  the  lowest  rates  of  any 
points  on  their  lines,  should  all  of  them  substantially  say  that  they  want  this  law  strictly 
enforced. 

Mr.  Staiilman.  The  people  at  these  ports  believe  that  the  enforcement  of  the  act 
against  the  Interior  will  advance  the  rates  from  the  interior  and  preclude  the  shipment 
on  long  rail  hauls  to  and  from  the  East  and  other  distant  markets,  and  therefore  the 
business  which  the  Interior  centers  have  been  doing  and  the  cotton  which  they  have 
been  handling  will  naturally  drift  toward  the  ports  on  short  rail  hauls,  or  fioat  down  the 
riyers  and  fall  into  their  laps. 

Commissioner  Braqg.  A  man's  hand  was  never  plainer  to  his  eye  than  that  Is. 

Mr.  Stahlman.  One  not  familiar  with  the  business  of  the  South  would  suppose  that 
these  southern  ports  were  of  great  value  to  the  railroad  systems  of  the  South.  They  are 
in  some  respects,  but  In  the  main  they  are  competitors  to  the  railroads.  They  are  not 
to  the  southern  rail  lines  what  the  eastern  ports  arc  to  the  trunk  lines.  The  ports  of 
New  York,  rhlladelphla,  Baltimore,  and  Boston  are  feeders  to  the  trunk  lines.  They 
do  an  immense  business.  Do  any  of  these  Gulf  ports  feed  the  Louisville  and  Nashville 
road?  Assuredly  not.  It  is  a  mere  trifle  as  compared  with  the  business  furnished  by 
the  eastern  ports.  The  southern  ports  import  very  little  from  abroad,  so  that  the  south- 
ern roads  realize  but  very  little  traffic  and  revenue  from  that  source.  The  steamships 
entering  the  ports  are  engaged  In  the  carrying  trade  between  the  eastern  ports  and  the 
South  and  through  the  eastern  ports  between  the  West  and  the  South.  It  Is  safe  to  say 
00  per  cent  of  all  the  steamers  which  enter  the  southern  harbors  are  competitors  to  the 
rail  lines  instead  of  feeders.  It  is  true  they  furnish  an  outlet  for  the  products  of  the 
Sout:),  but  that  outlet  Is  in  the  nature  of  a  competitor  to  all  of  the  interior  southern 
roatts.  The  proof  taken  during  the  sittings  of  the  Commission  in  the  South  shows  very 
conclusively  that  a  great  deal  of  the  competition  between  the  South  and  the  East  and  the 
South  and  the  West  Is  forced  upon  the  rail  lines  by  vessels  plving  between  the  southern 
and  eastern  ports  at  very  low  rates.  Congress  has,  from  time  to  time,  appropriated 
$5,483,571. 6:i  for  the  improvement  of  these  harl)ors.  The  railroad  people  have  not  com- 
plained, although  these  appropriations  have  added  very  materially  to  the  competitive 
forces  which  they  have  been  obliged  to  meet.  The  proof  is  clear  that  many  vessels 
entering  the  southern  ports  come  loaded  with  grain  and  other  western  produce  as  ballast, 
and  returning  take  naval  stores,  rosin,  cotton,  etc.,  for  the  East  and  West,  in  competi- 
tion with  the  rail  lines.  But  for  this  strong  competition  we  would  doubtless  be  able  to 
arrange  an  adjustment  of  rates  which  would  appear  more  equitable  to  the  general  public. 
But  if  we  hopo  to  do  any  business  between  the  West  and  southern  ports  we  must  take  it 
at  rates  fixed  by  these  competing  lines.  There  is  absolutely  no  escape  from  It.  Of 
course  the  traffic  carried  to  the  ports  works  back  iuto  the  Interior  and  thus  fixes  the  rates 
to  the  interior. 

COMrK'UTION    nHUFA)    II'OS    KAIL    LINKS    BV    NAVIGABLE    UIVBRS. 

Let  us  now,  Mr.  Chairman,  take  up,  in  a  general  way,  the  competition  which  is  forced 
upon  the  rail  lines  through  the  navigable  rivers.  1  have  already  alluded  to  the  vast  ap- 
propriations made  for  the  improvement  of  rivers  which  furnish  active  competition  to  the 
Louisville  and  Nashville  Uailroad.  I  have  had  a  table  carefully  prepared  showing  the 
appropriations  made  for  the  Improvement  of  the  rivers  of  the  South  traversed  by  the 
system  of  roads  which  have  applied  to  you  for  relief,  and  the  total  sum,  as  shown  by  this 
table,  is  $41,019.141).1.*3.  (See  Exhibit  A.)  Now,  I  assume  that  this  vast  sum  of  money 
was  appropriated  for  the  purpose  of  giving  the  people  of  those  States  increased  trans- 
portation lacllltlcs  and  the  l>enet)ts  of  competition.  1  do  not  believe  these  appropria- 
tions could  have  been  made  for  any  other  purpose.  Would  it  be  right  to  practically  de- 
Srive  the  people  of  the  competition  which  this  vast  sum  of  money  was  designed  to  give? 
urely  such  a  thing  could  not  have  been  contemplated  by  the  enactment  of  the  inter- 
state-commerce act! 

1  have  been  very  much  Interested,  and  really  I  may  sav  amused,  at  the  course  of  the 
people  representing  the  river  interests  who  have  appeared  before  you  and  have  asked  that 
you  enforce  the  law  against  the  rail   lines.     They  have  come  as  though  they  were  the 
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objects  of  special  favor ;  as  though  the  law  was  designed  for  their  benefit.  Congress  hat 
always  been  so  liberal  In  Its  appropriations  to  promote  their  interests  that  they  have 
about  concluded,  no  matter  what  Congress  does,  it  is  especially  designed  to  help  them. 
One  would  suppose  from  their  appeals  and  pleadings  that  they  were  the  embodiment  of 
all  that  is  pure  and  good.  They  dwell  at  great  length  and  with  great  emphasis  on  the 
vices  and  iniquities  of  railway  transportation  lines,  assuming  for  themselvee  a  Pharisa- 
ical garb.  Tney  know  they  have  been  the  especial  wards  oi  the  Government,  and  now 
seek  to  become  masters  of  the  situation.  They  appear  as  the  advocates  of  the  people, 
holding  up  their  hands  in  holy  horror  because  the  railroads,  where  circumstances  and  con- 
ditions are  dissimilar,  are  charging  more  for  a  shorter  than  for  a  longer  haul,  adroitly 
concealing  at  the  same  time  their  custom,  which  is  even  more  pernicious — and  I  may  say, 
more  vicious.     I  say  vicious,  Mr.  Chairman,  and  I  will  undertake  to  demonstrate  that 


this  is  true.  Nature  has  furnished  these  people  a  free  right  of  way  and  roadbed.  Con- 
gress has  built  for  them  their  trestles,  bridges,  and  laid  their  track,  and  is  keeping  their 
roadways  and  track  in  repair.     These  great  highways  have  cost  them  nothing.     The  equip- 


ment is  their  onlv  Investment.     It  costs  them  less  to  build  a  steamboat  than  it  does  the 
railroads  to  purchase  equipment  capable  of  moving  the  same  amount  of  tonnage. 
Taking  the  line  between  Cincinnati  and  New  Orleans  as  an  illustration,  we  find — 

Outside  cost  of  steamer,  1,000  tons  capacity |40,  000.  00 

Cost  of  railroad  equipment  to  move  same  quantity : 

Two  engines,  capacity  25  cars  of  20  tons  each $20,000.00 

Fifty  cars  of  20  tons  each 25,000.00 

45,  000.  00 

Does  anvone  for  a  moment  suppose  that  a  railroad  company,  with  an  investment  of 
many  millions  in  its  right  of  way,  roadbed,  bridges,  trestles,  tracks,  etc.,  and  a  sum  be- 
sides for  equipment  equal  to  the  cost  of  a  steamboat,  with  an  enormous  expense  in  keep- 
ing up  the  roadbed,  bridges,  trestles,  tunnels,  etc..  running  over  steep  grades,  etc.,  can 
live  If  it  were  to  reduce  its  rates  (»n  Intermediate  traffic  to  the  basis  of  rates  established 
in  competition  with  such  a  favored  rival  as  this?  Of  course  not.  And  yet  this  is  what 
these  gentlemen  ask ;  but  what  they  really  want  is  that  the  law  shall  be  rigidly  enforced 
so  that,  as  a  measure  of  self-preservation,  the  rail  carriers  will  be  compelled  to  abandon 
traffic  in  competition  with  them. 

This  table  and  testimony  shows  that  the  steamboat  lines  on  the  Alabama,  Arkansas, 
Cumberland,  Ohio,  Missouri,  upper  Mississippi,  and  lower  Mississippi  rivers  are  charg- 
ing more  for  the  short  haul  to  Intermediate  landings  than  for  the  long  haul  to  terminal 
landings,  and,  on  the  very  day.  while  Mr.  A.  .7.  Mossett.  the  representative  of  the  steam- 
boat interest,  was  at  Atlanta  appealing  to  this  honorable  Commission  to  enforce  the  law 
so  as  to  protect  the  people,  his  representative  and  a  cent  in  Cincinnati  was  exacting  the 
"  pound  of  flesh  '*  by  charging  much  higher  rates  to  all  intermediate  river  points  for  short 
distances  than  to  terminal  points  for  a  much  greater  distance — not  to  intermediate  plan- 
tation landings  alone,  where  they  put  off  an  occasional  box  or  barrel,  but  to  such  impor- 
tant points  as  Friars  Point,  Bayou  Sara.  Columbia,  etc.,  where  the  business  is  large. 

The  railroads,  they  say.  pool  their  issues,  and  combine  to  make  war  on  them.  Steam- 
boats never  pool  their  Issues ;  they  never  omblne ;  they  never  make  war  on  anyone ! 
Oh,  no,  of  course  not !  I  suppose.  Mr.  Chairman,  in  the  history  of  combinations  in  pro- 
portion to  the  amount  Involved  there  have  l>cen  none  more  formidable,  none  more  selfish 
than  the  combinations  between  water  crafts. 

The  Southern  Transportation  Company,  consisting  of  six  steamers,  representing  the 
line  between  Cincinnati  and  New  Orleans,  of  which  Mr.  Mossett  is  the  accredited  agent, 
is  a  combination  of  steamboats  pure  and  simple.  The  boats  are  all  owned  separately 
and  pool  their  issues  and  combine  to  prevent  competition. 

The  Cincinnati  and  Memphis  Packet  Company,  consisting  of  six  steamers,  is  a  combi- 
nation of  boats  formed  for  a  like  purpose. 

The  Cuml)erland  River  Packet  Company,  consisting  of  five  steamers,  is  established  on 
the  same  basis.  Look  where  you  may  and  go  where  you  will,  and  you  will  find  these 
organizations,  which  are  nothing  more  nor  less  than  combinations  between  the  different 
owners  of  steamboats,  which  pool  their  Issues  for  the  purpose  of  avoiding  competition 
and  making  a  united  war  on  such  boats  as  may  not  see  fit  to  enter  these  combinations. 
Even  after  these  several  combinations  are  made  they  divide  their  territory  so  as  to  not 
come  in  conflict  with  each  other.  For  Instance,  the  Upper  Cumberland  River  Packet  Com- 
Mny  will  not  compete  for  traffic  In  the  lower  Cumberland,  and  the  Lower  Cumberland 
Packet  Company  will  not  compete  for  traffic  in  the  upper  Cumberland,  and  the  two  will 
Interchange  ^raffle  with  each  other,  but  will  not  Interchange  traffic  with  any  independent 
or  outside  steamers. 

The  Southern  Transportation  Company  and  the  Cincinnati  and  Memphis  Packet  Com- 
pany will  not  compete  with  the  United  States  Mall  Line  for  traffic  between  Louisville  and 
Cincinnati,  and  the  United  States  Mail  Line  in  turn  declines  to  compete  for  traffic  des- 
tined to  points  on  the  river  below  Louisville.  The  Cincinnati  and  Memphis  Packet 
Company  will  not  compete  with  the  Southern  Transportation  Coinnany  for  trallic  on 
the  river  between   Memphis   and    New   Orleans,   and   the   Southern   Transportation    Com- 

?any  in  turn  will  not  compete  for  traffic  on  the  river  between  Cincinnati  and  Memphis, 
'he  same  Is  true  of  the  steamers  on  the  Mississippi  above  Cairo.  .\ll  tliose  Interests 
agree  among  themselves  to  protect  each  other's  territory,  and  all  of  them  refuse  to  inter- 
change trafnc  with  outside  steamboats. 

But  this  Is  not  all.  When  an  outside  boat  makes  Its  appearance  In  the  trade  between 
any  particular  points.  It  Is  the  custom  of  these  combinations  to  select  a  particular  boat, 
commonly  called  "a  raider."  which  Is  to  follow  In  the  wake  of  the  Independent  boat,  or 
rather  move  with  the  movements  of  the  Independent  boat,  starting  from  the  terminal 
point  on  the  same  day  and  at  the  same  hour.  landing  at  the  same  points  at  the  same 
time,  cutting  the  rates  and  keeping  up  the  raid  until  the  independent  boat  is  van<|uisliefl 
or  falls  Into  line  by  Joining  the  combination.  This  Is  the  general  practice  on  all  of  the 
navigable  rivers,  and  yet  these  gentlemen,  representing  these  combinations,  appear  before 
this  nonorable  Commission  In  robes  of  white.  Innocent  apparently  as  babes,  pleading  for 
the  enforcement  of  the  act  to  the  end  that  rail  competition  may  be  removed  and  they  be 
allowed  to  advance  the  rates  and  Indulge  to  a  greater  extent  In  their  nefarious  practices. 
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CONGRESS    DID   NOT   INTEND  TO   ENFORCE   THE   ACT   IN   COMPETITION    WITH    WATER   CARRIERS. 

Can  It  be  that  Congress  Intended  to  enforce  the  act  against  rail  carriers  and  promote 
this  state  of  things  on  the  navigable  rivers?  I  can  not  believe  It.  The  article  of  the 
Constltntion  which  gave  to  Congress  the  right  to  regulate  commerce  with  foreign  nations 
and  among  the  several  States  certainly  never  contemplated  anything  of  this  kind.  The 
right  to  regulate  commerce  with  foreign  nations  was  designed  to  regulate  the  duties  on 
imports  and  exports.  The  right  to  regulate  commerce  among  the  several  States.  I  believe, 
was  designed  for  a  like  purpose.  In  other  words,  designed  to  prevent  eithe)r  of  the  sev- 
eral States  from  levying  duties  on  Imports  or  exposts  passing  from  one  State  to  another. 
I  do  not  believe  It  was  designed  to  regulate  rates  of  transportation.  But,  assuming  that 
the  right  to  regulate  commerce  among  the  several  States  carried  with  It  the  right  to  regu- 
late rates  of  transportation,  the  framers  of  the  Constitution  could  not  have  had  in  view 
the  regulation  of  transportation  by  railroads.  When  the  Constitution  was  framed  there 
were  no  grounds  for  supposing  that  there  would  ever  be  any  railroads  constructed.  The 
Constitution  was  framed  at  least  fifty  years  before  transportation  by  railways  was  beard 
of.  If,  therefore.  It  was  designed  to  regulate  the  rates  of  transportation,  the  framers  of 
the  Constitution  could  have  had  in  view  only  transportation  by  rivers,  lakes,  and  canals. 
It  is  fair  to  assume  that  Congress  was  not  unconscious  of  this  fact,  and,  having  failed  in 
the  act  to  take  supervision  over  transportation  by  water  carriers.  It  Is  not  unreasonable 
to  conclude  that  Congress  did  not  undertake  to  reinilate,  or  rather  restrict,  transportation 
by  rail  in  competition  with  the  water  carrier.  This  conclusion  is  warranted  by  the  lan- 
guage of  the  act  Itself,  which  confines  the  long  and  short  haul  restriction  to  "  the  trans- 
portation of  passengers  or  like  kind  of  property,  under  substantially  similar  circum- 
stances and  conditions."  That  traffic  carried  In  competition  with  water  lines  Is  not 
moved  under  substantially  similar  circumstances  and  conditions  as  traffic  between 
Intermediate  local  points  where  no  competition  exists  will  hardly  be  controverted. 

HOW     IT    AFFECTS     THE     LOUISVILLE     AND     NASHVILLE     RAILROAD     ON     SPECIAL     CLASSES     OF 

FHEIOHT. 

Mr.  Chairman  and  gentlemen,  I  desire  now  to  enter  into  a  further  discussion  of  this 
question  so  far  as  it  affects  the  Louisville  and  Nashville  Railroad.  Let  me  again  invite 
your  attention  to  the  testimony  of  Mr.  Culp  as  to  the  volume  of  the  business  of  the  Louis- 
yllle  and  Nashville  Railroad  which  will  be  affected  by  the  rigid  enforcement  of  this  act. 
It  is  not  only  the  pig-iron,  the  bar-iron,  the  lumber,  the  coal,  and  the  provision  business, 
but  It  is  the  general  business  between  local  and  competitive  points. 

COAL. 

Take  the  coal  business  as  presented,  from  the  Alabama  mines  to  New  Orleans :  We  are 
trying  to  build  up  a  business  at  New  Orleans ;  the  people  of  New  Orleans  are  paying 
from  one  to  two  cents  per  bushel  less  for  coal  now  than  they  were  five  or  six  years  ago. 
Competition  between  tne  Alabama  and  Pittsburg  mines  has  forced  down  prices.  We 
are  charging  higher  rates  to  Intermediate  points  than  we  are  to  New  Orleans.  If  you 
say  we  can  not  make  a  lower  rate  to  New  Orleans  than  to  intermediate  points,  you  drive 
us  out  of  New  Orleans.  We  simply  can  not  afford  to  compete  for  the  New  Orleans  busi- 
ness. 

We  also  have  a  growing  coal  traffic  at  Pensacola,  Savannah,  and  points  In  Georgia, 
and  we  are  supplying  several  railroads  In  Georgia  with  coal.  On  all  of  this  traffic  we 
charge  less  rates  than  we  do  to  Intermediate  points.  There  Is  no  telling  to  what  extent 
this  business  can  be  Increased  if  we  are  permitted  to  do  so.  But  it  would  be  very  much 
diminished,  in  fact  entirely  cut  off.  if  we  are  compelled  to  enforce  higher  rates. 

From  our  Henderson  division.  In  southwestern  Kentucky,  we  are  carrying  large  quan- 
tities of  coal  to  Nashville,  Clarksville,  and  Memphis,  in  competition  with  coal  from  the 
Tennessee  and  Pennsylvania  mines,  the  latter  floating  down  the  Ohio  River  on  barges, 
the  former  reaching  the  markets  over  purely  State  roads.  If  we  are  to  charge  as  much 
on  this  traffic  as  we  do  on  traffic  to  intermediate  points,  we  will  be  obliged  to  abandon 
the  business  at  Memphis,  Nashville,  and  Clarksville.  and  this  Includes  a  large  business 
the  mines  have  built  up  by  contracts  to  supply  several  Tennessee  and  Mississippi  rail- 
roads, which  coal  is  delivered  to  them  at  Milan.  Humboldt,  and  Memphis.  Tenn. 

This  competitive  coal,  as  shown  by  Mr.  Culp's  deposition.  Is  carried  at  a  fair  profit  to 
the  railroad  company.  A  careful  estimate  shows  that  at  least  60  per  cent  of  the  coal 
traffic  of  the  Lfoulsvllle  and  Nashville  road  from  our  Alabama  and  Henderson  division 
mines,  aggregating  a  gross  revenue  of  about  $800,000,  will  be  lost  under  the  rigid  en- 
forcement of  the  fourth  section.  The  people  of  Memphfs,  Nashville,  New  Orleans,  Mo- 
bile, Pensacola.  etc..  will  be  obliged  to  pay  higher  prices  for  their  coal,  the  mining  in- 
terests seriously  crippled,  if  not  ruined,  and  the  poor  miners  of  Kentucky  and  Alabama 
thrown  out  of  employment.  I  do  not  believe  that  Congress  ever  Intended  to  enforce  this 
law  in  such  a  way  as  to  cripple  any  particular  Interest  or  to  prevent  a  free  Interchange 
of  traffic  between  the  several  States.  If  the  framers  of  the  Constitution  meant  anything, 
they  meant  to  guarantee  to  the  people  the  freest  Interchange  of  traffic  possible. 

The  Chairman.  They  Intended  to  turn  that  subject  over  to  Congress. 

Mr.  Stahlman.  Very  true :  but  I  do  not  believe  that  the  right  to  regulate  commerce 
among  the  several  States  was  designed  to  put  restrictive  measures  on  commerce  between 
the  States. 

The  CiiAiR.MA.v.  We  do  not  deny  that  this  law  was  framed  to  promote  traffic  and 
encouraee  competition.     Do  you  And  that  purpose  in  the  law? 

Mr.  Stahlman.  I  do  not;  although  the  effect  of  the  law,  as  rigtdlv  construed  by 
some  who  urged  its  pa.s.sape,  would,  as  I  have  already  shown,  undoubtedly  restrict  com- 
petition. 

Ll'MBEK. 

What  I  am  endeavoring,  Mr.  Chairman,  to  show  is  the  effect  of  the  rigid  enforcmnent 
of  this  act  upon  rlie  various  kinds  of  traffic  carried  by  the  Louisville  and  Nashville 
Railroad.     Let  us  now  take  the  lumber  traffic. 

This  Is  explained  very  fully  on  pages  2H.  29.  .SO.  and  31  of  Mr.  Culp's  deposition. 
which  Is  in  substance  this :    That  we  have  a  large  lumber  traffic  all  along  the  line  of  oar 
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road  between  Mobile,  Ala.,  and  Louisville,  Ky..  including  the  Pensacola  and  Atlantic 
road  between  Pensacola  'and  lliver  Junction.  At  Nashvirie,  Tenn.,  the  Industry  Is  es- 
pecially large.  It  has  been  developed  within  the  past  few  years.  The  logs  and  lumber 
are  floated  from  the  upper  Cumberland  and  tributary  rivers  down  to  Nashville.  Prior 
to  1880  nearlv  all  of  the  lumber  and  logs  were  Hoated  down  the  river  past  Nashville  to 
the  mouth  of  the  Cumberland  and  there  distributed.  About  1880  some  enterprising 
mill  men  concluded  to  establish  a  market  at  Nashville.  They  located  mills  and  began 
manufacturing  and  shipping  lumber.  The  lumber  consists  of  oak,  hickory,  walnut, 
poplar,  etc.  At  first  they  shipped  largely  by  barges  and  steamboats  to  Evansville  and 
Cincinnati.  Later  on  the  Louisville  and  Nashville  road  put  in  a  line  of  rates  which, 
with  its  other  facilities,  enabled  it  to  share  in  this  traffic.  The  business  at  this  point 
has  grown  to  such  an  extent  that  Nashville  handled  during  the  year  1886  about  125,000,- 
000  feet.  Competition  Is  very  strong.  There  is  no  difficulty  in  getting  steamboats, 
rafts,  and  barges  to  transport  this  lumber  down  the  Cumberland  Uiver.  Our  present 
rates  have  been  virtually  fixed  for  us  by  the  steamboats  and  barges.  Large  shipments 
have  been  made  from  Nashville  to  Evansville  by  riv^r  during  the  past  year,  and  we  shall 
probably  be  obliged  to  make  further  reductions  to  compete  with  the  rates  by  river.  Any 
advance  in  these  rates  from  Nashville  to  the  intermediate  rates  would  force  the  entire 
trallic  bv  river.  We  bring  a  great  many  logs  Into  Nashville  from  points  south  of  Nash- 
ville, which  are  manufactured  into  lumber,  and  we  thus  get  two  hauls  on  a  large  share 
of  this  business — one  into  Nashville  on  the  logs,  and  another  out  on  manufactured  lum- 
ber. These  shipments  of  logs  in  and  lumber  out  would  stop  if  the  local  intermediate 
rates  were  charged.  The  same  can  be  said  of  the  large  pine  lumber  interests  from  the 
Pensacola  and  Atlantic,  and  South  and  North  Alabama,  and  Mobile  and  Montgomery 
divisions.  The  rates  on  this  lumber  to  Intermediate  points  are  higher  than  to  more 
distant  points.  That  is  to  say,  the  rates  from  Howling,  Ala.,  on  the  Mobile  and  Mont- 
gomery road,  are  higher  to  LynnviUe.  Tenn.,  and  other  intermediate  stations  than  to 
Nashville,  and  higher  to  Cave  City,  Ky.,  and  other  intermediate  stations  than  to  I^uls- 
viUe.  There  seems  to  be  an  impression  that  the  southern  roads  are  flooding  the  West 
with  pine  lumber  to  the  exclusion  of  the  lumber  of  other  pine  regions.  Mr.  Culp  pre- 
sents a  table  of  rates  from  all  points  on  our  line  to  the  leading  points  In  the  West,  which 
shows  that  there  is  no  rate  as  low  as  7  mills  per  tons  per  mile,  while  some  of  the  lumber 
pays  as  much  as  1.1(5  per  ton  per  mile.     Mr.  Culp.  speaking  of  these  rates,  says : 

**  We  undertake  to  make  rates  which  will  enable  the  manufacturers  of  this  lumber  to 
fairly  compete  In  northern,  western,  and  eastern  markets  with  the  pine  and  other 
lumbers  of  those  sections.  We  do  not  make  the  rates  unnecessarily  low,  or  on  a  basis 
which  does  not  yield  to  the  transportation  lines  a  profit ;  nor  is  It  our  aim  to  make 
rates  which  will  destroy  the  lumber  interests  of  other  sections.  To  illustrate  that  the 
rates  are  not  such  as  to  destroy  the  lumber  Interests  of  other  sections.  I  will  say  that 
we  have  brought  large  quantities  of  white  pine  lumber  from  Michigan  to  Nashville,  and 
such  articles  as  sash,  doors,  and  blinds  are  sold  all  over  the  South  in  competition  with  like 
articles  made  from  like  yellow  pine  and  the  poplar  of  the  South.  The  policy  of  the  rail- 
road has  been  to  fix  such  reasonable  rates  as  to  allow  u  free  interchange  of  products 
between  the  different  lumber-producing  sections." 

GRrVlN,  FLOUK,  AND  PBOVISIONS. 

The  next  item  of  magnitude  is  grain  and  flour.  We  have  some  of  this  on  the  line  of 
our  own  road,  of  which  a  limited  surplus  is  shipped,  as  shown  on  page  40  of  Mr.  Culp's 
deposition.  We  are  obliged  to  make  less  rates  for  the  long  haul  than  for  a  short  haul 
on  this  business. 

To  charge  the  same  rates  to  Savannah  and  Charleston  as  are  charged  to  Atlanta  would 
prohibit  our  farmers  from  selling  their  products  at  Charleston  or  Savannah.  We  are 
obliged  to  make  a  less  rate  from  our  stations  to  the  coast  than  to  Atlanta,  the  same  as  we 
are  obliged  to  do  from  western  points,  not,  however,  for  the  same  reasons.  From  west- 
ern points  we  make  a  less  rate  because  of  the  competition  between  rival  transportation 
lines,  as  well  as  rival  markets.  From  our  local  points  we  make  less  rates  because  we 
deem  it  but  fair  to  place  our  local  producers  on  a  footing  to  enable  them  to  compete  with 
other  producing  sections  at  the  coast,  as  well  as  In  the  interior. 

This  rule  holds  good  as  to  Montgomery,  I'ensacola,  and  Mobile. 

The  Chairman.  That  is  the  necessity  of  the  situation? 

Mr.  Stahlman.  Yes.  sir;  and  our  people  appreciate  it.  They  know  that  the  enforce- 
ment of  this  section  will  prevent  them  from  reaching  distant  markets  with  their  products. 

The  volume  of  western  products,  including  provisions  and  hay,  transported  over  the 
Louisville  and  Nashville  Railroad  will  aggregate  800,000  tons  per  annum.  All  this  traffic 
is  involved  in  the  application  for  relief.  The  testimony  Is  overwhelming  that  a  large  pro- 
portion of  this  tramc.miist  be  carried,  if  at  all,  at  less  rates  to  distant  points  than  to  in- 
termediate points,  and  that  this  basis  of  rates  is  forced  upon  us  by  water  lines  over  which 
we  have  no  control. 

The  testimony  given  by  Mr.  Culp  and  others  on  behalf  of  the  Louisville  and  Nashville 
Railroad  clearly  Indicates  that  the  rigid  construction  and  the  enforcement  of  the  fourth 
section  of  the  act  to  regulate  commerce  would  cause  a  loss  In  the  net  revenue  of  the  Louis- 
yllle  and  Nashville  Company  of  a  sum  approximating  $1,500,000,  and  that  this  loss  can 
be  made  up  onlv  by  a  material  advance  of  local  rates,  which  would,  in  the  end,  seriously 
cripple  the  business  Interests  of  the  country.  Now,  I  submit.  Mr.  Chairman,  with  this 
state  of  facts,  which  can  not  be  successfully  controverted,  how  can  this  honorable  Com- 
mission refuse  to  give  the  relief  asked  for? 

Of  the  twenty  commercial  centers  located  on  the  Louisville  and  Nashville  Hallroad. 
which  I  have  been  discussing,  and  In  the  interest  of  which  relief  is  sought,  eighteen  are 
on  navigable  streams,  and  the  other  two.  Lexington  and  Birmingham,  are  so  situated 
that  with  the  aid  of  purely  State  roads  the  act  to  regulate  commerce  can  not  deprive 
them  of  the  advantages  they  now  enjoy.  These  twenty  points,  then,  are  exceptional 
cases.  They  represent  less  than  li  per  cent  of  the  whole  number  of  railway  stations 
in  the  States  of  Kentucky,  Tennessee,  and  Alabama.  If  relief  can  be  granted  only  in 
exceptional  cases,  you  have  them  here  fully  and  clearly  set  forth  and  with  ample  reasons 
why  relief  should  not  be  withheld.  If  you  can  not  grant  relief  In  these  cases,  you  will 
be  unable  to  And  any  cases  where  relief  may  be  granted,  and  the  provisions  of  the  act 
which  authorizes  you  to  give  relief  will  thus  become  a  dead  letter. 
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It  may  be  suid  that  this  would  give  benefits  only  to  the  few  to  the  Injury  of  the  many. 
Not  BO.  Mr.  Chairman  ;  the  manv  are  equally  Involved  In  this  relief.  A  refusal  to  give 
it  to  the  few  means  a  general  disruption,  a  general  revolution  of  the  business  relations 
which  the  people  of  the  South  sustain  to  each  other.  It  means  a  general  upheaval  and 
a  leveling  process  for  which  the  country  is  not  prepared.  It  means  an  untold  losa  of 
reyenue  to  the  railroads  In  the  interest  of  water  carriers,  and  a  general  advance  of  rates 
to  the  interior,  which  the  many  are  ill  prepared  to  bear. 

It  is  useless,  Mr.  Chairman,  to  sav  that  a  refusal  to  grant  the  relief  will  benefit  the 
interior;  that  the  rates  to  the  interior  will  be  reduced  to  correspond  with  the  rates  to 
competitive  points.  It  is  simply  out  of  the  question,  and  I  want  to  impress  this  fact 
upon  this  honorable  Commission. 

If  relief  is  not  granted,  and  the  act  is  rigidly  construed  and  enforced,  the  railroads  of 
the  South  will  be  obliged,  as  an  act  of  self-preservation,  to  advance  the  rates  to  com- 
peting i>olnts,  and  such  an  advance  will  force  the  business  to  the  water  lines,  and  this 
large  loss  of  revenue  to  the  rail  carriers  can  only  be  made  up  by  an  advance  of  rates  to 
the  interior. 

PRODLCT.S   OF   THE    SOUTH   COMPARED   WITH    THE   WEST. 

And  thlM,  Mr.  Chairman,  brings  up  another  phase  of  the  question.  The  Eastern  and 
Western  roads,  it  is  said,  are  euforcin;;  this  act,  and  the  question  naturally  arises,  why 
can  not  the  roads  of  the  South  do  likewise?  I  think  I  have  demonstrated.  Mr.  Chair- 
man, in  what  respect  the  business  of  the  South  differs  from  the  business  of  any  other 
section  of  the  country.  The  Southern  trade  centers  for  which  we  are  asking  relief  were 
not  made  by  the  railroads ;  they  ^aere  in  existence  before  railroads  were  constructed. 
The  business  of  the  South  is  so  entirely  different  from  the  business  of  other  sections  that 
I  have  prepared  some  statistics  which  I  desire  to  present,  and  which  to  my  mind  very 
clearly  and  forcibly  illustrate  the  reasons  why  the  roads  of  the  East  and  West  may 
enforce  the  law  while  the  rouds  of  the  South  can  not  afford  to  do  so.  I  hold  in  my  hand 
a  table  which  I  will  file  as  Exhibit  L).  This  table  shows  the  products  of  Ohio.  Mich- 
igan, Indiana.  Illinois,  Minnesota,  Iowa.  Missouri.  Kansas,  and  Wisconsin — nine  West- 
ern States  bordering  on  the  territory  covered  by  the  Southern  Railway  and  Steamship 
Association.  The  products  of  these  nine  Western  States,  consisting  of  corn,  wheat,  etc., 
yield  an  average  tonnage  per  acre  of  1,603  pounds.  Compared  with  this  we  have  the 
products  of  nine  Southern  States,  to  wit :  Virginia.  North  Carolina,  South  Carolina. 
Georgia,  Florida,  Alabama,  Mississippi.  Tenne.ssve.  and  Kentucky.  These  States  pro- 
duce an  average  tonnage  of  only  002  pounds  per  acre ;  but  of  the  products  of  the  soil  in 
the  South  the  exports  or  shipments  which  the  railroitds  carry  are  confined  exclusively  to 
cotton  and  tobacco — there  being  very  little  surplus  grain  shipped,  and  that  surplus  very 
limited  Indeed,  confined  to  only  two  States.  Kentucky  and  Tennessee.  Upon  tnis  point 
I  present  a  table  which  1  will  mark  Exhibit  E.  This  includes  corn,  wheat,  and  oats 
produced  in  the  West,  and  cotton  and  tobacco  produced  In  the  South.  This  table  shows 
that  the  average  tonnage  per  acre  in  the  nine  Western  States  is  1,386  pounds,  while  in 
the  Southern  States  it  is  only  175  pounds.  Thus  a  railroad  in  the  west  14  miles  In 
length  will  secure  as  much  tonnage  as  a  railroad  in  the  South  of  100  miles  in  length. 
It  may  be  said  In  response  to  this  that  if  the  people  of  the  South  produce  so  much  less 
than  the  people  of  the  West,  they  can  ill  afford  to  pay  higher  rates  of  transportation. 
The  people  of  the  South  do  not  pay  higher  rates  of  transportation  in  the  aggregate.  It 
is  hardly  necessary  to  go  Into  an  extended  argument  on  this  point,  but  I  want  to  illus- 
trate by  comparing  some  of  the  leading  Western  roads,  in  the  grain-growing  region,  with 
the  Louisville  and  Nashville,  which  is  generally  conceded  to  l^  one  of  the  leading  rail- 
roads of  the  South.  The  earnings  per  ton  per  mile  for  the  fiscal  year  ending  in  1885 
were : 

Cents. 
For  the  Ix>uisviIIe  and  Nashville 1.16 

For  the  Chicago  and  Northwestern 1.  19 

For  the  Chicago.  Milwaukee  and  St.  Paul 1.28 

For  the  Chicago,  Uock  Island  and  Taciflc . 1.40 

But.  Mr.  Chairman,  this  table  presents  another  fact.  While  it  is  true  the  tonnage  to 
the  railroads  of  the  South  per  acre  is  only  175  pounds,  as  against  1,366  pounds  to  the 
railroads  of  the  West,  it  shows  that  the  cotton  and  tobacco  of  the  South  is  worth  to  the 
producer  $15. 27  per  acre,  against  $8.03.  the  average  value  of  the  corn,  wheat,  and  oat 
crop  of  the  Wost.  I  am  aware  that  It  co.^ts  more  to  produce  an  acre  of  cotton  or  tobacco 
than  it  does  an  acre  of  wheat  or  corn,  but  It  is  safe  to  assume  that  the  difference  in  the 
products  per  acre  will  more  than  pay  the  difference  in  the  cost  of  making  the  crop. 
There  Is  another  point,  Mr.  Chairman.  The  cotton  cr(>p  of  the  "South,  moved  largely 
uncomi>reHsed,  will  only  load  twenty-four  baled,  or  12.000  pounds,  to  the  car,  and  the 
tobacco  will  only  load  ten  hogsheads,  or  20,000  pounds,  to  the  car,  while  the  grain  crop  of 
the  West  will  load  40,000  pounds  to  the  car.  and  even  In  ca.ses  where  the  cotton  is  com- 
pressed it  will  not  load  to  exceed  24.(K)0  pounds  to  the  car.  Of  course  it  costs  relatively 
but  little  more  to  move  a  car  (»f  40.0n(»  pounds  than  It  costs  to  move  a  car  of  12.000  or 
20,000  pounds.  So  that  the  Southern  railroads  iu  this  respect  are  laboring  under  a  very 
great  disadvantage. 

Couiuilssfoner  Mourison.  You  give  that  as  a  reason  why  this  Is  a  special  case  Justify- 
ing relief  to  all  that  country.  Now.  kt  us  see  If  that  would  not  force  us  to  relieve 
another  country  farther  north.  You  mentioned  tl>at  there  was  a  railroad  building  from 
Kansas  rity.  across  the  States  of  Mls.souri  and  Arkansas,  to  Memphis,  in  the  direction  of 
Birmingham,  where,  of  course,  it  will  have  an  eastern  connecthm  over  your  road  or  some 
other.  Now,  at  Kansas  City  you  arc  rljjht  In  that  grain  field,  right  in  the  pork  houses, 
right  at  the  point  where  they  furnish  all  this  tonnage.  They  reach  out  from  Kansas 
City,  circling  to  the  north  as  far  as  Chicago,  and  get  In  that 'way  another  eastern  con- 
nection. Now.  ir  wo  relieve  your  road  throu^'h  Tennessee  and  Alabama,  up  into  Mis- 
souri and  Kansas  City,  and  then  on  to  New  York,  shall  we  not  have  to  do  the  same  thing 
with  the  road  that  goes  out  of  Kansas  City  throuirh  Illinois  and  Michigan,  and  on  to 
New  York  In  that  way? 

Mr.  St.\hlm.\x.  I  do  not  understand  that  tlie  relief  applied  for  by  the  Louisville  and 
Nashville  Railroad  will  have  the  effect  Colonel  Morrison  suggests.  For  Instance,  we 
ask  for  reli'^f  on  business  from  ^alut  Louis  and  business  from  beyond.     This  means  that 
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if  we  are  ylveu  relief  on  buHiness  from  Suiut  Louis  to  SaTanntib,  tliat  business  from 
beyond  delivered  to  our  road  at  Saint  Louis  may  be  taken  on  the  same  basis,  it  does  not 
mean  that  the  lines  west  of  Saint  Louis  bringing  thi^  business  to  us  shall  be  authorised 
to  MTall  themseWes  of  the  relief  granted  to  us  on  business  for  the  South,  to  carry  traffic 
in  another  direction,  in  other  words,  the  relief  applies  only  to  business  from  Saint 
Louis  to  the  South. 

Commissioner  Morbison.  According  to  your  teaching,  if  we  turn  your  road  loose 
through  the  southern  country,  and  tie  up  all  the  otuer  roads  at  Kansas  City,  would  it  not 
force  the  produce  for  the  East  over  your  roadV 

Mr.  Stahlman.  Not  at  all.     That  is  not  our  design. 

Commissioner  Mobbison.  Would  not  that  be  the  effect? 

Mr.  Stahlman.  No,  sir ;  it  could  not  be  in  any  event.  Starting  at  Kansas  City  to  go  to 
Savannah  or  Charleston,  the  distance  is  about  the  same  as  to  New  York.  (Distances* 
Kansas  City  to  New  York,  1,348  miles;  distances,  Kansas  City  to  Savannah,  1,189  miles.) 

The  Chairman.  Could  you  not  carry  freight  in  competition  with  those  lines? 

Mr.  Stahlman.  We  might  do  so,  but  that  is  not  our  aim.  All  we  ask  is  relief  on  busi- 
ness to  the  South,  such  as  we  are  carrying  to  the  South  now  to  supply  our  own  people. 
If  there  is  any  apprehension  on  this  point,  the  Commission  can  fix  the  limit ;  it  has  ample 
power  under  the  provisions  of  the  act  to  "  prescribe  the  extent  "  to  which  such  relief  shall 
apply. 

KABNINOS  OF  SOUTHERN  COMPARED   WITH  EASTERN   AND  WESTERN  RAILROADS. 

I  have  another  table,  Mr.  Chairman,  which  I  desire  to  file  as  Exhibit  F.  This  table 
likewise  bears  directly  on  the  question  as  to  whether  or  not  the  southern  railroads  can 
afford  to  enforce  the  law  simply  because  it  is  being  done  by  lines  in  the  East  and  West. 
This  table  makes  comparison  oetween  seven  of  the  leading  eastern  and  western  roads  and 
seven  of  the  leading  southern  roads.     It  shows  the  following : 

Average  tons  freight  carried  per  mile  of  road : 

EUistern  and  western  roads 11,853 

Southern    roads 2,  327 

Average  number  of  passengers  carried  per  mile  of  road : 

ICastern   and   western   roads 7,926 

Southern    roads 1,  204 

Gross  earnings  per  mile  of  road : 

Eastern  and  western  roads |12, 166.  98 

Southern    roads $4,  184.  47 

Need  I  say  more,  Mr.  Chairman  ?  Have  we  not  reached  a  point  in  this  discussion  where 
further  argument  is  unnecessary  ?     We  have  shown  you — 

(1)  When  and  under  what  influences  the  commercial  trade  centers  of  the  South  were 
created,  and  under  what  infiuences  they  are  being  maintained. 

(2)  That  these  trade  centers  were  not  made  by  the  railroads. 

(3)  The  strong  competitive  forces  at  work  to  compel  the  adjustment  of  rates  now  in 
vofue  to  and  from  these  trade  centers. 

(4)  The  vast  sums  appropriated  by  Congress  from  the  public  Treasury,  which  have 
served  to  augment  the  competitive  forces  with  which  the  railroads  are  obliged  to  contend. 

(5)  The  absolute  necessitv  to  the  railroads  of  the  South  of  recognising  the  existing  con- 
ditions at  these  centers  as  they  found  them,  and  as  they  are  to-day. 

(6)  The  utter  impracticability  of  reducing  rates  to  Intermediate  points  on  the  basis  of 
rates  to  competitive  points. 

(7)  The  aoeolute  necessity  of  advancing  rates  to  the  interior  under  the  rigid  construc- 
tion of  the  fourth  section  of  the  act. 

(8)  The  disaster  which  will  befall  the  manufacturing,  commercial,  and  agricultural 
Interests  of  the  South  by  an  advance  of  rates  to  the  interior. 

(9)  The  character  and  customs  of  the  southern  trade  calling  for  convenient  trade 
centera. 

(10)  The  character  and  volume  of  the  traffic  carried  by  the  southern  roads  as  com- 
pared with  roads  in  other  sections. 

(11)  That  the  products  of  the  South  have  not  been  carried  to  distant  markets  at  rates 
which  do  not  insure  to  the  rail  carriers  a  fair  profit. 

(12)  That  like  products  of  other  sections  have  had  free  access  to  the  South  upon  equal 
terms. 

All  these  things,  Mr.  Chairman,  have  been  shown.  We  have  shown,  also,  that  the 
granite  of  South  Carolina  and  marble  of  Tennessee  have  beefl  carried  to  LK>uisvllle.  Cin- 
cinnati, and  other  points  East  and  West ;  while  the  granite  of  the  East  and  the  building 
stone  of  Indiana  and  other  sections  of  the  West  have  in  turn  been  shipped  into  Tennessee, 
Cieorgia,  and  other  Southern  States. 

That  the  hard  wood  and  pine  lumber  of  the  South  have  been  carried  to  the  East  and 
West,  and  the  pine  of  Michigan  and  the  mahogany  of  California  and  the  lumber  of  other 
sections  have,  in  turn.  In  various  forms,  been  sold  and  shipped  into  the  South. 

That  the  early  produce  and  vegetables  of  the  South  nave  gone  to  the  western  and 
eastern  markets,  and  that  like  products  of  the  West,  and  later  m  the  season,  have  found 
consuming  markets  in  the  South. 

That  southern  iron  products  have  been  shipped  East  and  West,  and  that  like  products 
from  the  West  and  East  have  found  markets  in  the  South. 

That  the  products  of  the  cotton  factories  of  the  South  have  been  shipped  to  eastern  and 
western  markets,  and  like  products  of  the  eastern  factories  have  been  shipped  freely  into 
the  Southern  States.  , ,  , 

That  wagons  manufactured  In  Tennessee  and  other  Southern  States  have  been  sold  in 
the  West,  and  that  wagons  manufactured  In  the  West  have  been  shipped  freely  and  sold 
In  competition  with  wagons  in  the  South. 

That  stoves  manufactured  In  the  South  have  been  shipped  to  distant  points  in  the  East 
and  West,  including  California,  and  that  stoves  manufactured  at  Cincinnati,  I'ittsburgh, 
and  elsewhere  have  been  sold  freely  in  the  South. 

Tbat  the  movement  of  the  products  of  the  farm  and  factory  of  the  South  has  not  been 
obstructed,  and  that  the  products  of  the  farm  and  factory  of  the  North,  East,  and  West 
have  had  free  access  to  the  southern  territory  on  like  terms. 

All  these  things  have  we  shown,  and  much  more  which  I  ueed  not  now  enumerate. 

It  is  sufficient  to  say  that  the  history  of  this  Investigation,  Impartially  Written,  will 
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demonstrate  beyond  question  tbat  the  railroad  managers  of  the  South  have  labored  earn- 
estly and  well  to  secure  a  free  interchan&:e  of  commerce  among  the  several  States ;  that 
they  have  not  placed  emhargos  on  any  business,  but  with  an  eye  to  what  is  just  as  l)etween 
them  ,and  their  patrons  have  adjusted  rates  of  transportation  so  as  to  encourage  and 
promote  the  material  welfare  of  the  masses,  irrespective  of  classes  or  sections. 

The  people  of  the  South  who  know  us  best  appreciate  this.  The  people  living  on  the 
line  of  the  Louisville  and  Nashville  Railroad  appreciate  this.  They  came  from  local  as 
well  as  terminal  stations  during  the  sittluRs  of  the  Commission  to  manifest  their  appre- 
ciation by  presenting  memorials  and  testimony  In  favor  of  relief.  They  came  from  one 
end  of  the  line  to  the  other  and  said,  '*  Do  not  enforce  this  law."  They  realize  the  situa- 
tion. They  know  what  effect  it  will  have  upon  their  business.  They  know  what  effect  it 
will  have  upon  the  manufacturing  and  other  Interests  of  the  South.  They  know  the  con- 
dition of  our  road.  They  know  what  effects  the  enforcement  of  the  law  will  have  upon 
the  revenue  of  our  road.  They  kuow  that  if  we  are  forced  to  withdraw  from  competi- 
tion, where  competition  exists,  that  we  can  not  live  without  advancing  our  local  rates, 
and  they  know  that  an  advance  In  local  rates  means  serious  damage  to  the  farming,  the 
manufacturing,  and  the  business  Interests  of  the  country. 

They  know  as  well  as  we  do  that  we  can  not  afford  to  carry  the  business  to  and  from 
intermediate  points  at  the  rates  we  arc  obliged  to  accept  on  business  between  New  Orleans 
and  Cincinnati,  between  New  Orleans  and  Louisville,  New  Orleans  and  Nashville.  Mem 

£his  and  Cincinnati,  Memphis  and  Louisville,  Nashville  and  Louisville,  or  Nashville  and 
[ontgomery.  They  know  that  the  rates  being  made  to  these  terminal  points  in  competi- 
tion with  water  carriers  do  not  hurt  them ;  biit  that  It  will  Intllct  a  great  loss  of  revenue 
upon  us  to  deprive  us  of  the  privilege  of  competing  for  this  traffic 

More  than  all  that,  the  people  of  the  South  are  fair-minded,  they  are  not  agrarians, 
they  are  not  communists.  Those  residing  at  local  points  realize  the  fact  that  they  have 
**  built  their  houses  on  hills,"  and  heuce  can  not  expect  rates  accorded  to  terminal  com- 
peting points.  I  was  much  Interested  In  a  question  put  to  a  gentleman  at  Atlanta,  who 
came  before  the  Commission  asking  the  suspension  of  the  law  ;  he  lived  at  a  local  station 
between  Macon  and  Brunswick,  and  was  content  with  his  lot.  The  question  asked  him 
was,  *'  Would  you  not  like  to  have  Brunswick  rates':"  He  said.  "  I  Would  not  object  to 
It."  Of  course  he  would  not  object  to  It,  and  yet  he  was  candid  enough  to  say  that  he 
was  not  entitled  to  them. 

This  Is  the  feeling,  with  an  isolated  exception  here  and  there,  throughout  the  entire 
South  (outside  of  the  ports,  and  we  kuow  why  they  feel  differently).  This  is  what  the 
memorials  and  petitions  mean,  and  the  unanimity  with  which  the  people  of  the  South 
came  to  our  rcHcue  Is  to  nic  the  most  gratifying  feature  of  this  whole  matter.  I  was  my- 
self surprised — agreeably  surprised — when  this  Commission  had  finished  Its  investigation, 
to  find  that  there  had  been  no  more  complaint.  In  the  vast  magnitude  of  a  business  cov* 
ering  eight  or  ten  Southern  States,  embracing  fifteen  or  twenty  railway  systems,  it  was 
to  be  expected  that  there  should  be  some  complaints;  that  some  would  complain  of  this 
and  some  of  that :  that  some  would  demand  one  thing  and  some  another.  I  undertake  to 
say,  Mr.  Chairman,  that  there  is  not  a  business  house  in  the  city  of  New  York,  Pbiladel- 

?hia,  Baltimore,  or  elsewhere,  with  a  trade  covering  such  a  vast  territory,  although  able 
o  exercise  the  closest  supervision  over  its  business,  which  can  show  a  cleaner  reconl  than 
the  railroads  of  the  South  have  shown.  It  Is  marvelous,  and  I  feel  proud  of  the  fact 
that  the  people  of  the  South,  during  this  investigation,  have  come  to  our  rescue,  and  have 
said  to  this  honorable  Commission  that  the  railroads  have  treated  them  fairly  ;  that  they 
are  more  than  satisfied,  and  that  the  relief  prayed  for  should  be  granted. 

A  word.  Mr.  Chairman,  In  respect  to  the  act  itself.  1  would  not  have  this  honorable 
Commission  conclude  that  I  have  sought  to  make  an  attack,  either  directly  or  indirectly, 
upon  an  act  which  it  is  vour  duty  to  execute.  In  many  respects  the  act  is  a  good  one 
There  are  provisions  in  It  which  should  commend  themselves  to  all  fair-minded  people. 

In  these  you  are  clothed  with  the  power  to  prevent  unjust  discriminations  between 
individuals. 

To  prevent  discrimination  between  localities  similarly  situated. 

To  prevent  the  payment  of  rebates  for  the  purpose  of  discriminations. 

To  prevent  the  cutting  of  rates. 

To  prevent  extending  favors  In  any  form  to  one  man  which  may  not  be  extended  to 
another. 

To  prevent  the  frequent  changing  of  rates  so  injurious  to  comraercial  communities. 

All  of  these  features  are  good,  and  the  enforcement  of  these  provisions  must  result  in 
much  good. 

I  have  now.  Mr  Chairman,  said  about  all  that  It  is  necessarv  for  me  to  say.  The  views 
entertained  by  the  management  of  the  Louisville  and  Nashville  Railroad  as  to  the  con- 
struction of  the  act  are  known  to  the  Commission.  In  these  views  I  fully  concur.  It  is 
not  necessary  for  me  to  deal  with  this  phase  of  the  question. 

It  has  been  my  privilege  and  pleasure  to  participate  in  the  Investigation  so  far  as  it 
affected  the  interests  of  this  company.  an<l  it  has  been  made  niy  duty  to  present  to  you 
such  facts  as  might  have  a  bearing  upon  the  issue  involved.  This  duty  I  have  endeav- 
ored to  perform. 

You  now  have  all  the  facts  as  far  as  I  am  capable  of  presenting  them.  Should  your 
decision  be  favorable,  I  shall  feel  gratified.  Should  it  be  the  reverse,  and  thereby,  as  1 
believe.  Involve  the  railroads  of  the  South  In  serious  complications  and  the  business  In- 
terests In  grave  troubles.  1  shall  have  the  satisfaction  of  knowing  that  I  made  an  earnest 
effort,  feeble  though  it  be.  to  avert  the  disaster. 

The  question  is  now  with  you  to  dispose  of  In  such  manner  as  you  In  your  best  judg- 
ment may  deem  equitable  and  right. 

For  the  many  courtesies  :ind  kindnesses  received  at  the  hands  of  the  honorable  Com- 
mission, both  here  and  el.<«cwhere.  1  beg  to  make  my  grateful  acknowledgments. 


Exhibit  B. — From  deposition  of  J.  M.  Gulp. 

O.  (By  Mr.  Stahlman.)  The  m«»morlaI  presented  by  the  river  men  stated  that  the  river 
tariffs,  which  were  submitted  with  the  memorial,  show  that  the  steamboats  never  make 
rates  of  freight  and  passage  more  to  intermediate  than  to  terminal  points,  but  gCDerailj 
less.     Please  state  fully  what  you  know  as  to  this*  giving  rates  and  distances. 


DIGEST  OF  HEABINOS  ON  SAILWAT  BATES. 


821 


A.  I  have  the  sworn  statement  of  a  resident  of  Cincinnati  that  on  the  28th  day  of 
April.  Mossett  A  Co.,  agents  of  the  Southern  Transportation  Company,  of  which  firm  of 
"^F^^if.  A-  ^-  Mossett  is  the  principal  member,  stated  to  him  that  to  wharf  landings  on 
the  Mississippi  River  their  rates  were  6  cents  per  100  pounds  higher  than  to  Viclctbarg 
and  New  Orleans ;  that  to  bank  landings  on  the  Mississippi  River  the  rates  were  from  10 
to  15  cents  per  200  pounds  higher  than  the  rates  to  Vicksburg  and  New  Orleans,  and  that 
the  throygh  rate  on  whisky  to  points  between  Memphis  and  New  Orleans  was  from  ll.SO 
to  |2  per  barrel,  according  to  the  landings,  and  that  the  through  rate  to  New  Orleans  was 
75  cents  per  barrel.  This  sworn  statement  of  the  affiant  further  says  that  he  has  seen  a 
bill  of  lading  of  the  Southern  Transportation  Company's  steamboats  Thomas  Sherloek  and 


Golden  Rule,  dated  on  or  after  April  20,  at  |2  per  barrel  on  whisky,  Cincinnati  to  Omega 
landing.  La.,  and  f  1.25  per  barrel  from  Cincinnati  to  Bayou  Sara,  La.  I  ask  leave  to 
file  an  exhibit,  marked  "A,"  being  a  printed  list  of  the  landings  on  the  Ohio  and  Missis- 


sippi rivers  between  Cincinnati  and  New  Orleans,  which  1  believe  to  be  correct  Thli 
table  shows  the  distance  from  Cincinnati  to  Omega  Landing  to  be  1,108S  miles,  and  to 
Bayou  Sara  l,345i  miles.  The  distance  to  Vicksburg  is  1,132)  miles,  and  the  distance  to 
New  Orleans  1.513  miles.  I  desire  further  to  say  that  on  the  28th  of  April,  1887,  Moi- 
aett  A  Co.  quoted  to  a  firm  in  Cincinnati  a  rate  on  sawmill  machinery,  knocked  down  and 
small  pieces  boxed,  65  cents  per  100  pounds,  Cincinnati  to  Bayou-  Sara,  and  to  New 
Orleans  50  cents  per  100  pounds,  the  distance  to  Bayou  Sara  being  1,845 1  and  to  New 
Orleans  1.513  miles.  On  the  same  day  Mossett  A  Co.  quoted  to  a  nrm  in  Cincinnati  on 
whisky.  Cincinnati  to  Friars  Point,  Miss.,  |1.50  per  barrel,  and  to  Bayou  Sara  $1.25  per 
barrel,  and  to  New  Orleans  75  cents  per  barrel,  the  distance.  Cincinnati  to  Friars  Point 
being  832|  miles,  and  to  New  Orleans  1,513  miles,  and  to  Bayou  Sara  1,845^  miles.  On 
the  same  day  Mossett  &  Co.  quoted  to  a  Cincinnati  Arm,  on  rooflne  and  corrugated  iron, 
to  Friars  Point,  Miss.,  35  cents  per  100  pounds;  to  Meyersville,  Miss.,  40  cents  per  100 
pounds ;  to  Grand  Gulf,  Miss.,  40  cents  per  100  pounds ;  to  Bayou  Sara,  25  cents  per  100 

iK>unds,  and  to  New  Orleans  20  cents  per  100  pounds,  the  distance,  Cincinnati  to  Friars 
>oint.  being  842|  miles;  to  Meyersville,  1,064 i  miles;  to  Grand  Gulf,  1,171  i  miles;  to 
Bayou  Sara,  1,845|  miles:  to  New  Orleans,  1,518  miles.     The  rates  of  transportation  on 

Iilaster  by  the  same  line  from  Cincinnati  to  points  named  were  on  the  same  day  as  fol- 
ows: 


From  Cincinnati  to— 


Per  100 
I  jMunds. 


Dis- 
tance. 


I    CenU. 

Friars  Point,  Miss 80 

Australia,  BOSS 35 

Arkansas  City.  Ark 25 

Meyersville.  Miss I  85 

Lake  Providence,  La 80 

Vicksburg.  Miss 1  20 

Grand  Gulf ,  Miss I  40 

Plaquemine,  La i  25  | 


Miles. 
8aH 
884 

l,074i 
1.180^ 
l,171i 
1.400 


The  rates  from  Saint  Louis  to  landings  on  the  Mississippi  River,  including  New  Orleani, 
were,  on  April  8.  as  follows : 

[In  cents  per  100  pounds.] 


From  Saint  Loula  to— 

:| 

1 

m 

n 

-a 

l 

Potnto  between  Or««iiTilleazul  Donaldsanville,  fndud- 

s, 

so 

an 

20 
17* 

2D 

m 

80 

Kew  Orleans  .T.. ■..,.__. 

25 

I  have  the  sworn  statement  of  a  prominent  steamboat  man  on  the  Alabama  River, 
with  reference  to  the  business  of  that  river,  in  which  he  says  that  '*  on  business  offering 
At  Mobile  for  Montgomery  and  Selma  the  rate  on  dry  barrels"  (meaning  barrels  of  flour, 
•etc),  "the  rate  on  which  between  intermediate  landings  is  40  cents  per  barrel,  would  In 
some  cases  be  as  low  as  15  or  20  cents  per  barrel,  and  on  wet  barrels**  (meaning  barrel! 
of  whisky,  pork,  etc.),  **  where  the  rate  uetween  intermediate  landings  would  be  60  centa 
per  barrel,  the  rate  on  the  same  offered  at  Montgomery  or  Selma  for  Mobile,  or  vice  versa, 
would,  under  circumstances  where  the  competition  is  strong,  be  reduced  as  much  as  one- 
half.'*  In  other  words,  the  boats  frequently,  on  account  of  competition,  are  compelled  to 
haul  freight  a  longer  distance  lor  less  than  they  would  the  same  freight  a  much  shorter 
distance  in  the  same  direction. 

The  testimony  of  Captain  Ryman,  of  Nashville,  shows  that  it  is  the  custom  to  charge 
lees  for  long  hauls  than  short  hauls  on  the  Cumberland  River. 

The  following  table,  which,  to  the  best  of  mv  knowledge  and  belief,  gives  the  exact 
rates  in  effect  one  yejir  a);o,  shows  that  on  the  Ohio,  MlHsisslppi,  Missouri,  and  Green  and 
Barren  rivers  the  boats  charged  more  for  a  long  than  for  a  short  distance. 
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BATBS    OF  TRANSPORTATION   TIA   RIVBR. 

[Ohio  River,  via  Cincinnati  and  Loulsyllle  United  States  Mail  Line  Company.] 


Dry  goods. 

$0.10 
.15 

Oil  and    1  p^fot/v- 
whisky.     Potatoes. 

Nails. 

Cincinnati  to  liOtilRyille,  Iffl  milm 

$0.85            fO.m 
.40                16 

1 

$0.04^ 

Ohicfnn«t1  to  Rifling  Biiti,  f^  mil^ ...  . 

[Via  Memphis  and  Cincinnati  Packet  Company.] 


Oil  and    I  Sugar  and 
whislcy.        coffee. 


Cincinnati  to  Evansville,  316  miles 

Cincinnati  to  Maukport,  175  miles 

Cincinnati  to  Cairo,  500  miles 

Cincinnati  to  Elizabethtown,  400  miles., 


$0.40  ! 

.50  1 
.40 
.00  I 


.t7t 
.l«f 
.SO 


[Via  Cincinnati  and  New  Orleans  Packet  Company.] 


Cincinnati  to  New  Orleans,  1,518  miles . 
Cincinnati  to  Leota  Landing,  1,043 


Meat,     j  Whisky. 


liVrftonr/. 

$0.20  i  |1.0» 

.30  S.0O 


[Lower  Mississippi  River — Anchor  Line,  Saint  Louis  a*id  New  Orleans.] 


Classes. 


Memphis  to  New  Orleans,  776  miles I  $0.36 

Memphis  to  Columbia,  Ark.,  216  miles <     .50 


$0.32 
.40 


""■M 


10.19 
.30 


[Arkansas  River — Arkansas  River  Packet  Company.] 


1    • 

Classes. 

1    ^' 

2. 

3. 

4. 

5. 

A. 

B. 

C. 

D. 

Memphis  to  Pine  Bluff,  200 miles.  |0. 35 
Memphis  to  Hopedale,  164  miles .       .  50 

$0.28 
40 

$0.25 
35 

$0.22 
30 

$0.15 
.25 

»»:1!* 

.30 

$0.12 
.20 

[Green  and  Barren  rivers — Green  and  Barren  River  Navigation  Company.] 

Fourth  class. 

Rvansville  to  Bowling  Green,   126  miles $0.17 

Evansville  to  Rochester,  Ky.,  75  miles .26 

[Missouri  River — Missouri  River  Packet  Company.] 

Fourth  class. 

Booneville  to  Kansas  City,   214   miles |0.15 

Booneville  to  Cambridge,  Mo.,  40  miles .26 

[Upper  Mississippi  River.] 


Classes. 

1. 

2. 

8. 

4. 

Saint  Louis  to  Saint  Paul,  739  miles 

$0.80 
.38 

10.26 
.30 

•^:g 

Saint  Louis  to  CassviUe,  468  miles 
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Exhibit  C. — Table  showing  the  number  of  railway  stations,  terminal  and  junc- 
tion points  in  the  Southern  States, 


State. 

Number  of 
local  points 
at  which  re- 
Uef  has  not 
been  asked. 

Number  of  I  Number  of 

and  junction!and  jiuictkm 
points  at   i    Txnntsat 

wldch  relief  1  whiS  relief 

has  been    ihaanot  beeo 

asked.      1      asked. 

Kentucky 

604 

ao8 

200 
270 
299 
99 
246 
189 
179 
375 

il 

15 ; 

6.1 

il 

li 
•i 

n 

Tennessee 

IS 

Alabama 

(Jeonfia 

Mississippi 

Louisiana 

Florida 

16 
7 
5 
10 
14 

North  Carolina 

r 

Sonth  Carolina 



6 

Virginia 

15 

2,704 

"i 
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LOUISVILLE  AND  NASHVILLE  RAILROAD  COMPANY. 

Louisville,  Ky.,  October  16,  1905. 

Deab  Sib:  Referring  to  your  letter  of  September  9,  concerning  the  corre- 
ppondence  In  the  year  1887,  relative  to  the  application  made  by  this  company 
to  the  Interstate  Commerce  Commission  for  relief  from  the  operation  of  the 
fourth  section  of  the  act  to  regulate  commerce  so  far  as  the  rates  to  and  from 
certain  designated  points  and  points  Intermediate  thereto  were  concerned. 

I  have  been  somewhat  delayed  In  answering  definitely  because  the  traffic 
department  has  been  much  occupied  with  Important  special  work  in  the  way  of 
preparing  court  and  commission  cases,  etc.  I  also  find  that  It  will  be  impossible 
for  us  to  give  you  as  complete  and  detailed  information  as  is  called  for  by  your 
letter  In  the  limited  time  allowed. 

In  the  seventeen  years  which  have  ensued  the  correspondence  referred  to  by 
you,  the  changes  In  the  tariffs  have  been  almost  countless,  therefore  I  will  content 
myself  for  the  time  being  in  giving  you  some  outline  information  as  well  as  de- 
tailed data  in  connection  with  representative  business,  with  request  that,  if  a 
complete  statement  Is  desired,  we  be  allowed  more  time  In  which  to  get  It  to- 
gether. 

I. 

You  ask  to  be  informed  in  detail  whether  the  conditions  descril)ed  in  corre- 
spondence referred  to  have  changed;  and  if  so,  how  and  when.  So  far  as  we 
are  concerned  in  the  particular  shipping  points  and  destinations  named  in  the 
correspondence  of  18i87,  the  circumstances  and  conditions  surrounding  the 
traffic  Involved  are  practically  the  same  now  as  then,  except  that  extensions  of 
new  lines,  thus  opening  up  new  territories  of  supply,  the  Increased  competition 
betiii-een  carriers  and  the  improvements  in  some  of  the  Grovernment  waterways 
have  added  to  rather  than  lessened  the  necessities  of  the  adjustments,  the  only 
modification  In  the  measure  of  the  competition  being  the  absence  of  the  old 
Anchor  Line  of  boats  on  the  Mississippi  River.  There  is  still  active  lx)at  competi- 
tion there,  but  it  is  not  of  precisely  the  same  character  as  in  1887. 

The  application  of  Mr.  M.  H.  Smith,  at  that  time  vice-president  of  the  Louis- 
ville and  Nashville  Railroad,  filed  April  5,  1887,  for  relief  from  the  operation 
of  the  fourth  section  of  the  act  to  regulate  commerce,  covered  the  following 
cities  and  towns :  Frankfort,  Lexington,  Ijoulsville,  Owensboro,  Henderson,  Ky. ; 
Evansvllle,  Ind. ;  Shawneetown,  East  St.  Ix)uis,  III. ;  St  Louis,  Mo. ;  Nashville, 
Clarksville,  Memphis,  Tenn. ;  Birmingham,  Montgomery,  Selma,  Mobile,  Ala. ; 
Pensacola,  Fla. ;  New  Orleans,  Ea.  The  conditions  necessitating  the  adjust- 
ment of  rates  to  these  points  were  fully  outlined  In  said  petition  and,  as  stated 
above,  there  have  been  no  material  changes  In  these  conditions.  In  addition, 
statement  was  made  In  the  petition  of  Bowling  Green,  Ky.,  which  Is  a  point 
located  on  the  main  line  of  the  Louisville  and  Nashville  Railroad,  between 
Louisville  and  Nashville,  at  the  crossing  of  the  Barren  River.    The  competition 
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of  the  boats  operating  In  the  Ohio,  Green,  and  Barren  rivers  has  necessitated 
the  application  ot  less  rates  between  the  various  Ohio  River  crossings  and 
Bowling  Green  than  In  elTect  to  intermediate  local  stations. 

Tbe  following  points  have  been  added  since  1887  to  the  list  of  points  on  the 
Louisyille  and  Nashville  Railroad  (Company's  lines,  to  and  from  which  the 
published  rates  are  in  many  instances  less  than  the  rates  to  and  from  inter- 
mediate local  stations  on  said  lines:  Alabama  City,  Anniston,  Ala.,  Atlanta, 
Qa.,  Attalla,  Ck>lambiana,  Ala.,  Covington,  Ky.,  Florence,  Gadsden,  Ala.,  Jenifer, 
Ala.,  Knoxville,  Tenn.,  Marietta,  Ga.,  Munford,  Ala.,  Paris,  Richmond,  Ky., 
Sylacauga,  Ala.,  Sheffield,  Ala.,  Talladega,  Ala.,  Tuscumbia,  Ala.,  Winchester, 
Ky.  These  points  are  reached  either  by  extensions  of  branches,  construction 
of  new  lines,  or  by  purchase  of  existing  lines,  and  the  rates  as  found  in  effect 
thereto  were  simply  adopted  by  the  Louisville  and  Nashville  Railroad;  in 
other  words,  the  reason  for  the  adjustment  to  these  points  is  potential 
competition  of  carriers. 

The  following  points  not  located  on  the  Louisville  and  Nashville  Railroad  Com- 
pBOy's  lines  In  1887,  but  which  are  now  reached  by  purchase  of  existing  lines  or 
by  construction  of  new  lines,  have  rates  which  are  in  many  instances  less  than 
to  intermediate  local  stations;  a  description  of  the  governing  reasons  for 
such  an  adjustment  is  appended  in  connection  with  each  of  these  towns : 

AndaluHa,  Ala. — Located  at  the  crossing  of  the  Alabama  and  Florida  Rail- 
road (Louisville  and  Nashville  Railroad)  and  the  Columbus  and  Andalusia 
division  of  the  Central  of  Georgia  Railway.  The  rates  from  the  West  thereto 
are  less  than  to  intermediate  points  on  the  Louisville  and  Nashville  Railroad 
to  the  extent  that  the  combination  of  published  tariff  rates  to  and  from  Colum- 
bus or  Eufaula,  Ala.  (using  Central  of  Georgia  rates  from  these  points),  results 
in  less  rates  than  would  obtain  under  the  application  of  the  local  scale  of  this 
company,  and  to  the  extent  that  the  competition  of  the  Central  of  Georgia 
Railway  from  South  Atlantic  ports  and  from  the  East  necessitates  lower  figures 
to  keep  the  western  markets  in  line  with  these  others. 

Appalachia,  Va, — Located  on  the  Cumberland  Valley  division  of  the  Louis- 
ville and  Nashville  Railroad  at  its  Junction  with  the  Norfolk  and  Western 
Railway  and  with  the  Virginia  and  Southwestern  Railway.  The  rates  from 
the  West  thereto  are  less  than  to  intermediate  points  on  the  Louisville  and 
Nashville  to  the  extent  that  the  combination  of  tariff  rates  to  and  from  Bristol, 
Tenn.,  via  the  Virginia  and  Southwestern  Railway,  results  in  lower  rates 
than  would  obtain  under  the  local  scale  of  this  company;  and  to  the  extait 
that  the  competitioa  of  the  Norfolk  and  Western  Railway  direct  and  the 
Southern  Railway  and  the  Virginia  and  Southwestern  Railway  via  Bristol 
from  the  East  necessitates  figures  to  keep  the  western  markets  in  proper* line 
with  the  eastern. 

Belleville,  III, — Large  manufacturing  center,  located  on  the  Louisville  and 
Nashville  Railroad,  Southern  Railway,  and  Illinois  Central  Railroad,  about  17 
miles  east  of  St  Louis.  St  Louis  rates  have  been  applied  by  these  lines  for 
many  years  between  Belleville  and  all  points  south. 

Big  Stone  Gap,  Va. — ^Located  on  the  Cumberland  Valley  division  of  the 
Louisville  and  Nashvlile  Railroad  and  on  the  Virginia  and  Southwestern  Bail- 
way.    The  circumstances  and  conditions  are  practically  as  at  Appalachia. 

Cal€ra,  Ala. — Located  on  the  South  and  North  Alabama  division  of  the 
Louisville  and  Nashville  Railroad,  33  miles  south  of  Birmingham,  at  the  cross- 
ing of  the  Southern  Railway's  line  from  Rome  through  Anniston  to  Selma. 
The  rates  to  this  point  from  the  West  are  less  than  to  intermediate  points 
to  the  extent  that  the  combination  of  tariff  rates  to  and  from  Anniston, 
Talladega,  Montgomery,  Birmingham,  etc.,  results  in  less  through  rates  than 
they  would  otherwise  be  on  this  company's  local  scale;  and  to  the  extent 
that  the  competition  of  the  Southern  Railway  from  South  Atlantic  ports, 
eastern  cities,  and  West,  necessitates  the  application  of  such  "competitive" 
figures. 

Central  City,  Ky. — Located  on  the  Owensboro  and  Nashville  division  of  the 
Louisville  and  Nashville  Railroad,  at  the  crossing  of  the  Louisville  division 
of  the  Illinois  Central  Railroad.  The  competition  between  these  two  roads  and 
the  fact  that  in  some  instances  the  application  of  one  road's  local  scale  makes 
lesser  figures  than  the  application  of  the  other's  local  scale  has  resulted  In 
lower  figures  from  certain  points  to  Central  City  than  in  effect  to  intermediate 
local  stations. 

Cumberland  City,  Tenn. — Located  on  the  Memphis  line  of  the  Louisville  and 
Nashvlile  Railroad  and  on  the  Cumberland  River.    The  town  is  served  hy  boats 
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operating  on  the  Cumberland  River,  whose  plane  of  rates  is  comparatiyely  low. 
It  has  been  found  necessary,  therefore,  for  this  company  to  accept  to  and  from 
Cumberland  City  approximately  the  same  rates  as  we  accept  to  and  from  Clarka- 
TiUe,  in  order  to  meet  the  boat  competition.    Clarksyille  is  also  a  river  point 

Decatur  and  New  Decatur,  Ala. — Located  at  the  Junction  of  the  Nashville  and 
Decatur  and  the  South  and  North  Alabama  divisions  of  the  Louisville  and  Nasb- 
ville  Railroad,  and  on  the  line  of  the  Southern  Railway  between  Memphis  and 
Chattanooga,  and  at  the  crossing  of  both  lines  of  the  Tennessee  River.  The 
competition  existing  between  the  three  controlling  Interests  has  resulted  In 
lesser  rates  from  practically  all  points  than  to  intermediate  local  stations. 

Elizaheihioton,  Ky, — Located  on  the  main  line  of  the  Louisville  and  Nashville 
Railroad  and  on  the  Hodgensville  branch  of  the  Illinois  Central  Railroad.  The 
conditions  surrounding  traffic  to  and  from  Elizal)ethtown  are  substantially 
similar  to  those  described  above  as  In  connection  with  Central  City  traffic,  and 
have  necessitated  lower  rates  from  certain  points  than  in  effect  to  intermediate 
local  stations. 

Florence,  Sheffield,  and  Tuscumbia,  Ala, — Located  at  the  southern  end  of  thW 
company's  Nashville,  Florence,  and  Sheffield  division,  and  also  on  the  Memphis 
division  of  the  Southern  Railway,  and  on  the  Tennessee  lUver.  Competition 
Itetween  these  three  factors  has  resulted  in  less  rates  to  each  of  them  than  to 
intermediate  local  stations. 

Gracey,  Ky, — One  of  the  termini  of  the  Clarksville  and  Princeton  division  of 
the  Louisville  and  Nashville  Railroad  and  on  the  Henderson  division  of  the 
Illinois  Central  Railroad.  The  conditions  surrounding  the  traffic  to  and  from 
Oracey  and  certain  points  are  the  same  as  described  above  as  in  connection  with 
Central  City  business. 

Oulfport,  Mis8. — Located  on  the  New  Orleans  and  Mobile  division  of  the 
Ix>uisville  and  Nashville  Railroad  and  at  the  southern  terminus  of  the  Gulf 
and  Ship  Island  Railroad,  which  extends  thence  to  Jackson,  Miss.,  where  it 
connects  with  the  Illinois  Central  -Railroad  for  points  north  and  west.  It  is  also 
located  on  the  Gulf  of  Mexico  and  Is  reached  by  steamers  plying  between  points 
on  the  Gulf  coast,  and  Is  affected  particularly  by  sailing  vessel  competition. 
The  Illinois  Central  and  the  Gulf  and  Ship  Island  roads  found  it  necessary  to 
establish  New  Orleans  rates  from  all  northern  and  western  points  to  Gulfport 
This  company  lately  met  the  competition  thus  established,  and,  owing  to  the 
competition  of  markets  of  supply,  relative  rates  have  been  established  from 
points  not  reached  by  the  Illinois  Central  and  Gulf  and  Ship  Island  roads.  The 
competition  therefore  at  Gulfport,  not  being  found  potential  at  intermediate 
local  stations,  results  in  higher  rates  from  the  various  markets  to  the  latter. 

ffopkinsvUle,  Ky. — Ix)cated  on  the  Henderson  division  of  the  Louisville  and 
Nashville  Railroad  and  on  the  Henderson  division  of  the  Illinois  Central  Rail- 
road. In  addition  it  is  the  western  terminus  of  the  Tennessee  Centra!  Rail- 
way, extending  from  Harriman.  Tenn.,  through  Nashville.  The  competition 
existing  between  these  three  roads,  and  the  fact  that  from  certain  points  the 
applicalon  of  one  road's  local  scale  has  resulted  in  lesser  rates  than  under  the 
application  of  another  line's,  has  brought  about  lower  rates  from  the  same 
shipping  points  than  in  effect  to  Immediate  local  stations. 

Humbolt,  Tenn, — Located  on  the  Memphis  line  of  the  Ijoulsvllle  arfd  Nashville 
Railroad,  at  the  crossing  of  the  main  line  of  the  Mobile  and  Ohio  Railroad, 
extending  from  St.  Louis  through  Cairo.  The  competition  existing  between 
these  two  roads,  together  with  the  fact  that  the  application  of  one  road's  local 
scale  makes  less  rates,  in  some  instances,  than  the  application  of  the  other's, 
has  resulted  In  lower  rates  from  certain  points  to  Humboldt  than  in  effect  to 
intermediate  local  stations. 

Ironaton,  Ala. — Located  on  the  Alabama  Mineral  division  of  the  Louisville 
and  Nashville  Railroad.  There  Is  a  large  pig-iron  furnace  at  this  point,  and 
the  rate  adjustment  ne<'e8sary  for  the  establishment  and  maintenance  of  this 
industry  has  resulted  in  lower  rates  thereto,  in  a  number  of  instances,  than  In 
effect  to  Intermediate  local  stations. 

JelUco,  Tenn, — located  on  the  Knoxville  division  of  the  Ijouisville  and 
Nashville  Railroad  and  on  the  K.  and  O.  division  of  the  Southern  Railway  run- 
ning form  Jelllco  to  Knoxville.  Waldcns  Uidge  branch  of  the  Southern  Rail- 
way, extending  from  Harriman,  where  it  connects  with  the  Cincinnati,  New 
Orleans  and  Texas  Pacific  Railway,  forms  a  competitive  through  route  from 
the  west,  with  such  line  tlirough  Knoxville  forming  one  from  the  east.  Com- 
petition hereat  Is  relatively  verj'  active,  as  between  the  eastern  and  N9«B\.«rcL 
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of  the  boats  operating  in  the  Ohio,  Green,  and  Barren  rivers  has  necessitated 
the  application  of  less  rates  between  the  various  Ohio  River  crossings  and 
Bowling  Green  than  in  effect  to  intermediate  local  stations. 

The  following  points  have  been  added  since  1887  to  the  list  of  points  on  the 
liOuisTllle  and  Nashville  Railroad  Ck)mpany'8  lines,  to  and  from  which  the 
published  rates  are  in  many  instances  less  than  the  rates  to  and  from  inter- 
mediate local  stations  on  said  lines:  Alabama  City,  Anniston,  Ala.,  Atlanta, 
Gla«,  Attalla,  Columbiana,  Ala.,  Covington,  Ky.,  Florence,  Gadsden,  Ala.,  Jenifer, 
Ala.,  KnoxTille,  Tenn.,  Marietta,  Ga.,  Munford,  Ala.,  Paris,  Richmond,  Ky., 
8ylacauga,  Ala.,  Sheffield,  Ala.,  Talladega,  Ala.,  Tuscumbia,  Ala.,  Winchester, 
Ky.  These  points  are  reached  either  by  extensions  of  branches,  construction 
of  new  lines,  or  by  purchase  of  existing  lines,  and  the  rates  as  found  in  effect 
thereto  were  simply  adopted  by  the  Louisville  and  Nashville  Railroad;  in 
other  words,  the  reason  for  the  adjustment  to  these  points  is  potential 
competition  of  carriers. 

The  following  points  not  located  on  the  Louisville  and  Nashville  Railroad  Com- 
pai^'s  lines  In  1887,  but  which  are  now  reached  by  purchase  of  existing  lines  or 
by  construction  of  new  lines,  have  rates  which  are  in  many  instances  less  than 
to  intermediate  local  stations;  a  description  of  the  governing  reasons  for 
such  an  adjustment  is  appended  in  connection  with  each  of  these  towns : 

Andalusia,  Ala. — Located  at  the  crossing  of  the  Alabama  and  Florida  Rail- 
road (Louisville  and  Nashville  Railroad)  and  the  Columbus  and  Andalusia 
division  of  the  Central  of  Georgia  Railway.  The  rates  from  the  West  thereto 
are  less  than  to  intermediate  points  on  the  Louisville  and  Nashville  Railroad 
to  the  extent  that  the  combination  of  published  tariff  rates  to  and  from  Colum- 
bus or  Eufaula,  Ala.  (using  Central  of  Georgia  rates  from  these  points),  results 
in  less  rates  than  would  obtain  under  the  application  of  the  local  scale  of  this 
company,  and  to  the  extent  that  the  competition  of  the  Central  of  Georgia 
Railway  from  South  Atlantic  ports  and  from  the  East  necessitates  lower  figures 
to  keep  the  western  markets  in  line  with  these  others. 

Appalachia,  Va. — Located  on  the  (jumberland  Valley  division  of  the  Louis- 
ville and  Nashville  Railroad  at  its  Junction  with  the  Norfolk  and  Western 
Railway  and  with  the  Virginia  and  Southwestern  Railway.  The  rates  from 
the  West  thereto  are  less  than  to  intermediate  points  on  the  Louisyille  and 
Nashville  to  the  extent  that  the  combination  of  tariff  rates  to  and  from  Bristol, 
Tenn.,  via  the  Virginia  and  Southwestern  Railway,  results  in  lower  rates 
than  would  obtain  under  the  local  scale  of  this  company;  and  to  the  extent 
that  the  competition,  of  the  Norfolk  and  Western  Railway  direct  and  the 
Southern  Railway  and  the  Virginia  and  Southwestern  Railway  via  Bristol 
from  the  Bast  necessitates  figures  to  keep  the  western  markets  in  proper 'line 
with  the  eastern. 

Belleville,  III. — Large  manufacturing  center,  located  on  the  Louisville  and 
Nashville  Railroad,  Southern  Railway,  and  Illinois  Central  Railroad,  about  17 
miles  east  of  St  Louis.  St  Louis  rates  have  been  applied  by  these  lines  for 
many  years  between  Belleville  and  all  points  south. 

Big  Stone  Gap,  Va. — Located  on  the  Cumberland  Valley  division  of  the 
Louisville  and  Nashville  Railroad  and  on  the  Virginia  and  Southwestern  Rail- 
way.   The  circumstances  and  conditions  are  practically  as  at  Appalachla. 

Oalera,  Ala. — Located  on  the  South  and  North  Alabama  division  of  the 
Louisville  and  Nashville  Railroad,  33  miles  south  of  Birmingham,  at  the  cross- 
ing of  the  Southern  Railway's  line  from  Rome  through  Anniston  to  Selma. 
The  rates  to  this  point  from  the  West  are  less  than  to  intermediate  points 
to  the  extent  that  the  combination  of  tariff  rates  to  and  from  Anniston, 
Talladega,  Montgomery,  Birmingham,  etc.,  results  in  less  through  rates  than 
they  would  otherwise  be  on  this  company's  local  scale;  and  to  the  extent 
that  the  competition  of  the  Southern  Railway  from  South  Atlantic  ports, 
eastern  cities,  and  West,  necessitates  the  application  of  such  "competitive" 
figures. 

Central  City,  Ky. — Located  on  the  Owensboro  and  Nashville  division  of  the 
Louisville  and  Nashville  Railroad,  at  the  crossing  of  the  lioulsville  division 
of  the  Illinois  Central  Railroad.  The  comi)etition  between  these  two  roads  and 
the  fact  that  in  some  instances  the  application  of  one  road's  local  scale  makes 
lesser  figures  than  the  application  of  the  other's  local  scale  has  resulted  In 
lower  figures  from  certain  points  to  Central  City  than  in  effect  to  intermediate 
local  stations. 

Cumberland  City,  Tenn. — Located  on  the  Memphis  line  of  the  Louisville  and 
Nashville  Railroad  and  on  the  Cumberland  River.    The  town  is  served  by  boats 
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operatlDg  on  the  Cumberland  River,  whose  plane  of  rates  is  comparatiTely  iow. 
It  has  been  found  necessary,  therefore,  for  this  company  to  accept  to  and  from 
Cumberland  City  approximately  the  same  rates  as  we  accept  to  and  from  Clarks- 
Tille,  in  order  to  meet  the  boat  competition.    Clarksville  is  also  a  river  point 

Decatur  and  New  Decatur,  Ala. — Located  at  the  Junction  of  the  Nashville  and 
Decatur  and  the  South  and  North  Alabama  divisions  of  the  Louisville  and  Nash- 
ville Railroad,  and  on  the  line  of  the  Southern  Railway  between  Memphis  and 
Chattanooga,  and  at  the  crossing  of  both  lines  of  the  Tennessee  River.  The 
competition  existing  between  the  three  controlling  interests  has  resulted  in 
lesser  rates  from  practically  all  points  than  to  intermediate  local  stations. 

EHzahethtoicn,  Ky, — Located  on  the  main  line  of  the  Louisville  and  Nashville 
Railroad  and  on  the  Hodgensville  branch  of  the  Illinois  Central  Railroad.  The 
conditions  surrounding  traffic  to  and  from  Elizabethtown  are  substantially 
similar  to  those  described  above  as  in  connection  with  Central  City  traffic,  and 
have  necessitated  lower  rates  from  certain  points  than  in  effect  to  intermediate 
local  stations. 

Florence,  Sheffield,  and  Tuscumhia,  Ala, — Located  at  the  southern  end  of  thii 
company's  Nashville.  Florence,  and  Sheffield  division,  and  also  on  the  Memphis 
division  of  the  Southern  Railway,  and  on  the  Tennessee  River.  Competition 
lietween  these  three  factors  has  resulted  in  less  rates  to  each  of  them  than  to 
intermediate  local  stations. 

Oracey,  Ky. — One  of  the  termini  of  the  Clarksville  and  Princeton  division  of 
the  Louisville  and  Nashville  Railroad  and  on  the  Henderson  division  of  the 
Illinois  Central  Railroad.  The  conditions  surrounding  the  traffic  to  and  from 
Oracey  and  certain  points  are  the  same  as  described  above  as  in  connection  with 
Central  City  business. 

Ou  If  port.  Miss. — Located  on  the  New  Orleans  and  Mobile  division  of  tlie 
liouisville  and  Nashville  Railroad  and  at  the  southern  terminus  of  the  Gulf 
and  Ship  Island  Railroad,  which  extends  thence  to  Jackson,  Miss.,  where  it 
connects  with  the  Illinois  Central  -Railroad  for  points  north  and  west.  It  is  also 
located  on  the  Gulf  of  Mexico  and  is  reached  by  steamers  plying  between  points 
on  the  Gulf  coast  and  is  affected  particularly  by  sailing  vessel  competition. 
The  Illinois  Central  and  the  Gulf  and  Ship  Island  roads  found  it  necessary  to 
establish  New  Orleans  rates  from  all  northern  and  western  points  to  Gulfport 
This  company  lately  mot  the  competition  thus  established,  and,  owing  to  the 
competition  of  markets  of  supply,  relative  rates  have  been  established  from 
points  not  reached  by  the  Illinois  Central  and  Gulf  and  Ship  Island  roads.  The 
competition  therefore  at  Gulfport,  not  being  found  potential  at  intermediate 
local  stations,  results  in  higher  rates  from  the  various  markets  to  the  latter. 

Hopkinsvillc,  Ky. — located  on  the  Henderson  division  of  the  Louisville  and 
Nashville  Railroad  and  on  the  Henderson  division  of  the  Illinois  Central  Rail- 
road. In  addition  it  is  the  western  terminus  of  the  Tennessee  Central  Rail- 
way, extending  from  Ilarriman,  Tenn.,  through  Nashville.  The  competition 
existing  between  these  three  roads,  and  the  fact  that  from  certain  points  the 
applicaion  of  one  road's  local  scale  has  resulted  in  lesser  rates  than  under  the 
application  of  another  line's,  has  brought  about  lower  rates  from  the  same 
shipping  points  than  in  effect  to  immediate  local  stations. 

Humbolt,  Tenn. — Located  on  the  Memphis  line  of  the  Louisville  arfd  Nashville 
Railroad,  at  the  crossing  of  the  main  line  of  the  Mobile  and  Ohio  Railroad, 
extending  from  St.  Ix)ui8  through  Cairo.  The  competition  existing  t>etween 
these  two  roads,  together  with  the  fact  that  the  application  of  one  road's  local 
scale  makes  less  rates.  In  some  Instances,  than  the  application  of  the  other's, 
has  resulted  in  lower  rates  from  certain  points  to  Huml)oldt  than  In  effect  to 
intermediate  local  stations. 

Ironaton,  Ala. — Located  on  the  Alabama  Mineral  division  of  the  Ix)ulsvllle 
and  Nashville  Railroad.  There  is  a  large  pig-iron  furnace  at  this  fx>int  and 
the  rate  adjustment  necessary  for  the  establishment  and  maintenance  of  this 
industry  has  resulted  In  lower  rates  thereto,  in  a  number  of  Instances,  than  in 
effect  to  intermediate  local  stations. 

Jellico,  Tenn. — Located  on  the  Knoxvllle  division  of  the  Louisville  and 
Nashville  Railroad  and  on  the  K.  and  O.  division  of  the  Southern  Railway  run- 
ning form  Jelllco  to  Knoxvllle.  Waldcns  lUdge  branch  of  the  Southern  Rail- 
way, extending  from  Harrlnmn,  where  It  connects  with  the  Cincinnati,  New 
Orleans  and  Texas  Pacific  Railway,  forms  a  competitive  through  route  from 
the  west,  with  such  line  through  Knoxvllle  forming  one  from  the  east  Con)- 
petition  hereat  Is  relatively  ver>'  active,  as  between  the  eastern  aud  ^«\.«\l 
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markets,  and  has  resulted  in  rates  from  many  of  our  shipping  points  being 
less  thereto  than  to  intermediate  local  stations. 

Junction  City,  iCi/.— Located  on  the  Knoxville  branch  of  the  Louisville  and 
Nashville  Railroad  and  on  the  main  line  of  the  Cincinnati,  New  Orleans  and 
Texas.  Pacific  Railway,  121  miles  south  of  Cincinnati  and  39  miles  south  of 
Jjexington.  The  distances  via  this  company's  rails  are:  From  Cincinnati, 
162  miles;  from  Lexington,  181  miles.  This  company  has  found  it  necessary, 
from  Cincinnati  and  I^xlngton,  to  meet  the  rates  of  the  short  line,  and  to  put 
competitive  markets,  such  as  Louisville,  St.  Louis,  etc.,  in  line  on  proper  relative 
basis.  This  results  in  the  application  of  lower  rates,  in  many  instances,  to 
Junction  City  than  in  effect  to  intermediate  local  stations. 

Marietta,  Ga. — Located  on  the  Atlanta  division  of  the  lioulsville  and  Nashville 
Railroad  and  on  the  main  line  of  the  Western  and  Atlantic  Railroad,  20  miles 
north  of  Atlanta.  The  rates  to  this  point  from  the  west  are  less  than  to  inter- 
mediate local  stations,  to  the  extent  tliat  the  combination  of  published  tariff 
rates  to  and  from  Atlanta  or  to  and  from  Chattanooga  has  resulted  In  less 
'rates  than  would  be  obtained  under  the  application  of  this  company's  local 
scale. 

Maysville,  Ky, — Northeastern  terminus  of  the  Maysville  branch  of  the  Louis- 
ville and  Nashville  Railroad,  and  is  on  the  main  line  of  the  Chesai)eake  and 
Ohio  Railway,  G4  miles  east  of  Cincinnati.  It  is  also  on  the  Ohio  River,  and 
thus  has  the  advantage  of  l)oat  transportation  to  and  from  the  various  Ohio 
River  points.  The  competition  thus  existing  has  resulted  in  less  rates  from 
certain  points  thereto  than  in  effect  to  intermediate  local  stations. 

McKenzie,  Tcnn, — Located  on  the  Memphis  line  of  the  Louisville  and  Nash- 
ville Railroad,  113  miles  northeast  of  Memphis,  and  on  the  northwestern  divi- 
sion of  the  Nashville,  Chattanooga  and  St.  Louis  Railway,  extending  from 
Hickman  to  Nashville.  The  latter  line  connects  at  Martin,  Tenn.,  with  the 
Illinois  Central  and  at  Union  City  with  the  Mobile  and  Ohio  Railroad,  handling 
traffic  to  and  from  all  points  north  and  west.  The  competition  thus  existing 
between  the  roads,  together  with  the  fact  that  the  application  of  one  road's 
local  scale  makes  less  rates  In  some  Instances  than  the  application  of  another 
road's  local  scale,  has  resulted  In  less  rates  from  certain  points  to  McKenzle 
than  in  effect  to  Intermediate  local  stations. 

Middlesboro  and  Cumhcrland  Oap,  Tenn. — Located  on  this  company's  Cum- 
berland Valley  division  and  on  the  Middlesboro  branch  of  the  Southern  Rail- 
way, extending  from  Knoxvllle.  The  competitive  conditions  existing  at  both 
points  are  almost  precisely  like  those  existing  at  Jelllco,  as  described  above. 

Midway,  Ky. — Located  on  the  I^xington  branch  of  the  Louisville  and  Nash- 
ville Railroad  and  on  the  Georgetown  branch  of  the  Southern  Railway  in 
Kentucky.  The  competition  of  these  two  roads,  together  with  the  fact  that 
the  application  of  one  road's  local  scale  makes  less  rates  In  some  Instances  than 
the  application  of  the  other's  local  scale,  has  resulted  In  lower  rates  from  cer- 
tain points  to  Midway  than  to  intermediate  local  stations. 

Milan,  Tenn. — Iiocated  on  the  Memphis  line  of  the  Louisville  and  Nashville 
Railroad,  93  miles  northeast  of  Memphis,  and  on  the  main  line  of  the 
Illinois  Central  Railroad,  extending  from  Cairo  south  through  Milan  to  Neif» 
Orleans.  The  conditions  described  as  obtaining  at  Humboldt,  Tenn.,  apply  in 
practically  the  same  measure  at  this  point. 

Norton,  Va. — The  eastern  terminus  of  the  Cumberland  Valley  division  of  the 
Louisville  and  Nashville  Railroad  and  western  terminus  of  the  Clinch  Valley 
division  of  the  Norfolk  and  Western  Railway.  The  rates  from  the  west  to 
this  point  are  less  than  to  intermediate  local  stations  on  this  company's  line 
to  the  extent  that  the  combination  of  rates  to  and  from  Lynchburg  and  Roa- 
noke, Va.,  etc.,  results  In  lower  rates  than  would  obtain  under  application  of  the 
local  scale  of  this  company,  and  to  the  extent  that  the  competition  of  the 
Norfolk  and  Western  Railway,  from  Cincinnati  and  other  Ohio  points  and 
from  the  east,  necessitates  the  application  of  lower  rates  to  Norton  than  to 
Intermediate  points. 

NorionviUe.  Ky. — Located  on  the  Henderson  division  of  the  Louisville  and 
Nashville  Railroad  and  on  the  Louisville  division  of  the  Illinois  Central  Rail- 
road, between  Ix)uisville  and  Padncah.  The  conditions  as  described  in  connec- 
tion with  Central  City  traffic  apply  also  as  to  Nortonville  traffic. 

Palis,  Tenn. — Located  on  the  Memphis  line  of  the  Louisville  and  Nashville 
Railroad,  i:^  miles  northeast  of  Memphis,  and  on  the  Memphis  and  Paducah 
division  of  the  Nashville.  Chattanooga  and  St.  liouls  Railway.    The  conditions 
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described  as  obtaining  at  McKenzie,  Tenn.,  apply  practically  the  same  at  Paris 
as  well. 

Prattville,  AZa.— Located  on  the  Prattville  branch  of  the  Louisville  and  Nash- 
ville Railroad,  about  18  miles  northwest  of  Montgomery,  Ala.,  and  on  the  Mont- 
gomery division  of  the  Mobile  and  Ohio  Railroad.  The  competition  thus  result- 
ing necessitates  the  application  of  lower  rates  than  would  otherwise  be  the  case, 
and  consequently,  in  a  number  of  instances,  intermediate  local  rates  are  higher. 

River  Junction,  Fla, — Is  the  terminus  of  the  Pensacola  and  Atlantic  division 
of  the  Louisville  and  Nashville  Railroad,  where  it  connects  with  the  Atlantic 
-Coast  Line  and  the  Seaboard  Air  Line.  The  point  Is  nearly  equidistant  between 
Pensacola  on  the  west  and  Jacksonville  on  the  east.  It  is  also  located  on  the 
Chattahoochee  River,  and  is  reached  by  boats  plying  between  points  on  the 
Chattahoochee  and  Apalachicola  rivers.  Competition  between  markets  and 
boat  competition  has  resulted  In  less  rates,  In  many  Instances,  than  to  inter- 
mediate local  stations. 

Shelby,  Ala, — Located  on  the  Alabama  Mineral  division  of  the  Louisville  and 
Nashville  Railroad,  extending  from  Calera  to  Attalla,  Ala.  There  are  large  pig- 
iron  furnaces  at  this  point,  and  the  rate  adjustment  necessary  for  the  establish- 
ment and  maintenance  of  these  Industries  has  resulted  in  the  application  of 
lower  rates  In  some  instances  than  in  effect  to  Intermediate  local  stations. 

SJielhy  City,  Ky. — Located  on  this  company's  KnoxvlUe  branch,  1  mile  east 
of  Junction  City,  whose  competitive  conditions,  as  described  above,  also  govern 
the  adjustment  of  rates  to  Shelby  City,  owing  to  the  existence  of  wagon  trans- 
fer lines  between  the  two  points. 

Shelhyville,  Ky, — Located  on  the  Shelby  branch  of  the  Louisville  and  Nash- 
Tille  Railroad  and  on  the  main  line  of  the  Southern  Railway  in  Kentucky. 
The  competition  between  these  two  roads,  together  with  the  fact  that  the  appli- 
cation of  one  road's  local  scale  makes  less  rates  than  the  application  of  the  other 
Toad's  local  scale,  has  resulted  in  less  rates  from  certain  points  to  ShelbyviUe 
than  In  effect  to  Intermediate  local  stations. 

South  Calera,  Ala, — Is  practically  the  same  town  as  Calera,  Ala.,  and  takes 
the  same  rates. 

Walton,  Ky. — Located  on  the  Cincinnati  division  of  the  Louisville  and  Nash- 
ville Railroad  and  on  the  main  line  of  the  Cincinnati,  New  Orleans  and  Texas 
Pacific  Railway,  between  Cincinnati  and  Lexington.  The  conditions  governing 
liere  are  practically  the  same  as  described  In  the  case  of  Shelbyvllle. 

Wellington,  Ala, — Located  on  the  Alabama  Mineral  division  of  the  Louisville 
and  Nashville  Railroad  and  on  the  Birmingham  division  of  the  Seaboard  Air 
Line  Railway.  The  rates  to  this  point  from  the  west  are  less  than  to  inter- 
mediate local  stations  to  the  extent  that  the  combination  of  tariff  rates  to  and 
from  Atlanta,  Birmingham.  Gadsden,  Annlston,  etc.,  results  in  less  rates  than 
would  govern  under  this  company's  local  scale,  and  to  the  extent  that  the  com- 
petition of  the  Seaboard  Air  Line  from  South  Atlantic  ports,  eastern  cities,  etc., 
necessitates  the  application  of  lower  rates  to  Wellington  than  to  intermediate 
local  stations. 

Wetunipka,  Ala, — Located  on  the  Wetumpka  branch  of  the  Louisville  and 
Nashville  Railroad,  about  18  miles  northeast  of  Montgomery,  Ala. ;  also  located 
•on  the  Alabama  River,  and  the  competition  of  boats  on  the  said  river  and  of  wagon 
lines  between  Montgomery  and  Wetumpka  has  resulted  in  the  application  of 
through  rates  from  the  west  sightly  higher  than  the  rates  in  effect  In  Mont- 
gomery. 

Worth ville,  Ky, — Located  on  the  Cincinnati  division  of  the  Louisville  and 
Nashville  Railroad,  between  Cincinnati  and  Louisville,  at  the  road's  crossing  of 
the  Kentucky  River.  Through  boats  ply  between  Louisville  and  Worthvllle  and 
points  beyond,  and  business  from  Cincinnati  via  boat  Is  transshipped  at  Carroll- 
ton.  Ky.,  and  In  order  to  meet  this  competition  it  has  been  found  necessary  to 
accept  materially  less  rates  between  Ix)ulsvllle  and  Cincinnati,  on  the  one  hand, 
and  Worthvllle,  on  the  other,  than  In  effect  to  Intermediate  local  stations. 

There  are  quite  a  number  of  points  located  in  the  immediate  vicinity  of  Bir- 
mingham (or  in  what  is  known  as  the  **  Birmingham  district "),  at  which  points 
there  are  pig-Iron  furnaces  and  other  iron  and  steel  industries,  and  It  has  been 
found  necessary,  to  establish  and  maintain  such  industries,  to  adopt  rates  to 
and  from  these  points  and  various  other  places  on  the  Ix)uisvllle  and  Nashville's 
rails  on  the  same  basis,  or  a  slightly  higher  basis,  than  In  effect  to  Birmingham. 
"These  points  are  also,  in  most  Instances,  reached  by  the  rails  of  other  lines. 
Tliey  are  Bessemer,  Blocton,  Blocton  Junction,  Boyles,  Ensley,  Gate  City,  Gras- 
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sell!.  Gumee,  North  Birmingham,  Owetah,  Oxmoor,  Pratt  City,  RufFner,  Truss- 
ville,  Woodlawn,  and  Woodward,  Ala. 

The  following  points,  located  on  the  St  Louis  division  of  the  Louisrllle  and 
Nashville  Railroad  between  Evausville,  Ind.,  and  East  St  Louis,  TIL,  are  Junc- 
tion points  with  the  various  northern  roads,  which  roads  operate  rates  gov- 
erned by  the  "Official  "  classification,  while  the  rates  of  the  Louisville  and 
Nashville  Railroad  are  subject  to  the  "  Southern  freight "  classification  with 
Louisville  and  Nashville  local  exceptions  thereto,  viz:  Ashley,  Carmi,  Cypress 
Junction,  Eldorado,  Enfield,  Mount  Vernon,  111. ;  Mount  Vernon,  Ind.,  Nashville 
and  Shawneetown,  III.  At  these  points  this  company  has  found  It  necessary  to 
meet  the  rates  operated  by  the  northern  lines  from  such  cities  as  Cincinnati, 
Louisville,  East  St.  Louis,  etc.,  thus  resulting  in  the  application  of  less  ratea 
to  these  Junction  points  than  in  effect  to  Intermediate  local  stations. 

Shawneetown,  111.,  was  mentioned  in  the  petition  of  April  5,  1887,  because  it 
is  a  point  located  on  the  Ohio  River  and  is  affected  by  boat  competition.  The 
same  is  true  of  Mount  Vernon.  Ind.,  from  which  we  have  found  it  necessary  to 
establish  Evansville  rates  to  the  south. 

I  referred  to,  in  the  description  of  conditions  at  many  of  these  Junctions, 
"competition  between  railroads."  To  make  this  clear,  I  beg  to  illustrate: 
Humboldt,  Tenn.,  the  Junction  of  the  Memphis  line  of  the  Louisville  and  Nash- 
ville Railroad  and  the  main  line  of  the  Mobile  and  Ohio  Railroad,  has  lower 
rates  from  St  Louis  than  would  apply  under  the  local  scale  of  the  Louisville 
and  Nashville  via  its  long  haul ;  in  other  words,  the  primary  basis  of  the  rates- 
from  St  Louis  is  the  local  tariff  of  the  Mobile  and  Ohio  Railroad.  The  Louis- 
ville and  Nashville  Railroad  contends  that  Louisville  should  have  no  higher 
rates  than  St  Louis.  To  apply  this  basis  logically  the  resultant  figures  from 
both  points  are  the  lower  of  either  the  Louisville  and  Nashville's  rates  from 
Louisville  or  the  Mobile  and  Ohio's  rates  from  St  Louis.  Cincinnati,  Evans- 
ville. etc.,  are  kept  in  line  with  St.  liouis  and  Louisville  on  a  competitive  basis. 
Again,  at  Jellico,  Tenn.,  the  Louisville  and  Nashville  Railroad  is  anxious  to  do- 
business  from  Cincinnati,  Louisville,  St.  Louis,  etc.  The  Southern  Railway,  on 
the  other  hand,  is  unwilling  to  see  the  shippers  at  New  York,  Richmond,  Lynch- 
burg, etc.,  kept  out  of  the  markets,  and  between  these  two  competitive  forces 
fair  relative  rates  are  established.  In  the  case  of  stations  intermediate  to- 
Humboldt  our  rates  from  St.  Louis  are  established,  as  compared  with  Louis- 
ville, on  a  fair  basis,  considering  our  long  haul  through  Evansville.  In  the  case- 
of  our  local  stations  intermediate  to  Jellico  the  eastern  markets  have  not  the 
advantage  over  Louisville  and  Cincinnati  that  they  have  in  the  case  of  Jellico- 
proper;  hence  the  competition  we  find  thereat  is  not  so  potential  as  at  the 
Junction  points. 

Inclosed  herewith  is  a  statement  marked  "A,"  which  is  a  list  of  the  common 
and  Junction  points  on  the  Louisville  and  Nashville  Railroad  between  which 
rates  are  less  than  to  and  from  intermediate  local  stations.  You  imderstand 
that  the  Junction  rates  are  not  invariably  less,  as  we  always  try  to  observe 
the  local  scale  as  maximum  to  the  junctions. 

Also  herewith  is  a  statement  marked  "  B,"  which  gives  a  list  of  the  common 
and  Jimction  points  In  the  territory  south  of  the  Ohio  and  Potomac  rivers  and 
east  of  the  Mississippi  river  between  which  the  rates  are  less  than  the  rates 
to  and  from  intermediate  local  stations. 

So  far  as  the  points  not  located  on  the  rails  of  the  Louisville  and  Nashville 
Railroad  are  concerned,  I  have  not  given  you  any  detailed  information,  because 
this,  I  believe,  you  will  secure  direct  from  other  lines,  and  there  is  no  use  of 
any  duplication. 

Statements  A  and  B  both  show  the  roads  and  rivers  or  other  navigable  bodies 
of  water  on  which  the  cities  and  towns  named  therein  are  located. 

IL 

You  also  request  the  rates  now  in  effect  between  the  points  referred  to  in  the 
correspondence,  showing  what  changes  have  been  made  since  1887,  together  with 
dates  on  which  said  changes  occurred  and  the  reasons  for  which  such  changes 
were  made.  As  stated  to  you  in  the  preface  of  this  letter.  It  has  not  been 
found  practicable  to  compile  within  the  limited  time  allowed  a  statement  show- 
ing the  changes  In  all  of  the  rates  to  and  from  all  of  the  points  outlined  In  the 
correspondence  which  you  Inclosed ;  but  we  havp  compiled,  and  you  will  find 
attached,  a  statement  marked  "  C,"  showing  the  changes  in  rates  on  classes  1  to 
F.  inclusive,  from  Cincinnati,  Louisville,  St  Louis,  and  New  Orleans  to  Annlston. 
Ala.,  Atlanta,  Ga.,  Birmingham,  Ala.,  Chattanooga,  Tenn.,  Decatur,  Ala.,  Flor- 
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ence,  Ala.,  Gadsden,  Ala.,  Knoicville,  Tenn.,  Macon,  Ga.,  Memphis,  Tenn.,  Mo- 
bile, Ala.,  Montgomery,  Ala.,  NashTille,  Tenn.,  New  Orleans,  La.,  Pensacola, 
Fla.,  and  Savannah,  Ga.,  during  the  period  October  1,  1887,  to  October  1,. 
1905,  showing  the  dates  of  the  various  changes.  These  are  representatlTe 
points  and,  generally  speaking,  the  raising  and  lowering  of  the  rates  thereto 
have  affected  the  surrounding  territories  to  the  same  extent.  The  first  six 
classes  represent  the  rates  under  which  the  general  merchandise  moved,  class  B- 
the  packing-house  product  rates,  and  classes  C,  D,  and  F  the  rates  on  grain, 
grain  products,  and  hay. 

A  separate  statement,  marked  "  D,"  has  been  prepared  showing  a  comparison* 
of  the  rates  In  effect  on  October  1,  1905,  with  those  in  effect  on  October  1,  1887,. 
from  Louisville,  Ky.,  to  New  Orleans,  La.,  and  from  I^uisville,  Ky.,  to  Atlanta, 
Ga.  The  latter  statement  will  show  you  the  decided  reductions  that  have  been 
made  in  certain  commodities.  You  understand  that  in  1887  many  of  the  articles 
now  having  "  commodity  "  rates  were  handled  under  class  rates.  It  is  becauae- 
of  these  numerous  commodity  additions  (brought  about  by  reason  of  the  ne- 
cessity for  having  comparatively  low  rates  on  raw  materials  and  goods  for 
manufacture,  and  competition  existing  from  the  East)  that  a  detailed  statement 
will  be  so  long  in  compiling.  However,  a  history  has  been  prepared  of  the  rates 
and  changes  in  the  rates  on  the  classes  from  Louisville  to  Atlanta  during  the 
period  covered  by  statement  C,  which  we  think  will  give  you  a  fair  idea  of  the 
conditions  and  reasons  governing  the  various  changes  made  In  the  southern 
rate  adjustment  during  that  period — this  coupled  with  the  advice  Just  given  as- 
to  the  commodity  figures.  Such  information  will  show  that,  while  the  rates 
from  the  various  Ohio  and  Mississippi  River  crossings  have  fluctuated  more  or 
less,  the  general  trend  of  them  has  been  downward,  the  tendency  being  uni- 
formly toward  reductions.  The  comparison  between  the  present  class  and  com- 
modity rates  to  Atlanta  as  per  statement  D,  shows  that  the  existing  figures  on: 
classes  are  approximately  8.1  per  cent  less  than  those  in  effect  In  1887,  that  the 
present  rates  on  commodities  are  approximately  40.8  per  cent  less  than  those- 
In  effect  In  1887,  and  that  all  the  rates  on  both  classes  and  commodities  are  ap- 
prqxlmately  39.2  per  cent  less. 

The  comparison  t)etween  the  rates  on  classes  and  commodities  between  Louis- 
ville and  New  Orleans  with  those  In  effect  on  October  1,  1887,  shows  that  the- 
former,  so  far  as  classes  are  concerned,  are  approximately  the  same,  but  that  the 
present  rates  on  the  commodities  are  approximately  26.8  per  cent  lower  than, 
those  governing  in  1887.  I  should  say  that  about  90  per  cent  of  the  business 
from  the  West  to  New  Orleans  is  handled  under  the  commodity  figures. 

The  history  of  the  rates  from  Louisville  to  Atlanta  during  the  period  October 
1,  1887,  to  date  is  as  follows : 

(a)  On  date  named  they  were : 


1.  1  2. 

1 

3.   4. 

6. 

6. 

A. 

B. 

C. 

D.  E. 

H. 

P. 

107  92 

81  '  88 

56 

46 

28 

36 

31 

27  48 

63 

64 

(&)  The  first  change,  effective  June  16,  1888,  was  a  reduction  of  10  cents  per 
himdred  pounds  on  classes  C  and  D  and  20  cents  per  barrel  on  class  F  (which 
three  classes  embrace  grain  and  grain  products)  ;  effective  July  16,  1888,  reduc- 
tion of  G  cents  per  hundred  pounds  was  also  made  on  class  B  (which  includes 
meats  and  other  packing-house  products).  The  open  reductions  by  this  com- 
pany were  made  because  of  Irregularities  In  connection  with  the  movement  via 
other  lines.  Evidences  of  proper  maintenance  of  tariffs  having  been  shown,  the 
rates  were  restored,  effective  August  1,  1888,  to  those  In  effect  Immediately 
prior  to  the  reductions. 

(c)  Effective  September  17,  1889,  in  order  to  compete  from  the  West  on  a 
relative  basis  with  the  reduced  rates  established  by  the  Richmond  and  Danville 
Railroad  and  other  carriers  operating  from  Baltimore  and  other  eastern  cities, 
this  company  established  the  following  reduced  rates  from  Louisville,  with  the 
rates  from  other  Ohio  and  Mississippi  River  crossings  In  line : 


1. 

2. 

8.  :  4. 

6. 

E. 

101 

84 

76  61 

51 

45 
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These  rates  remained  in  effect  until  October  16,  1889,  when  they  were  restored 
to. the  former  figures,  the  differences  between  the  eastern  lines  which  had  led  to 
the  reductions  from  the  East  having  been  reconciled. 

(d)  Effective  September  1,  1891,  the  following  reductions  were  made  in  the 
rates  from  Louisville  to  Atlanta : 

B.    C.  '  D.    F.  j 
1  ;    3  ;    3     6    i 

Corresponding  reductions  were  made  at  the  same  time  from  all  Ohio  and 
Mississippi  River  crossings  to  Atlanta,  Columbus,  and  Macon,  Ga.,  and  Eufaula, 
Ala.  This  reduction  was  caused  by  agitation  on  the  part  of  Columbus  mer- 
chants, who  claimed  that  the  rates  from  the  West  to  Columbus  were  unrea- 
sonably high  as  compared  with  those  from  the  same  points  to  Montgomery. 
There  was  also  some  complaint  on  the  part  of  the  Atlanta  merchants  with 
regard  to  the  rates  from  the  West  thereto  versus  rates  from  the  West  to  Annis- 
ton,  Ala.,  etc.  In  order  to  satisfy  these  complaints  reductions  referred  to  above 
were  made.  In  September,  1892,  an  effort  was  made  to  advance  these  rates  3 
cents  per  hundred  pounds,  and  such  advanced  rates  were  actually  publishedt 
effective  September  5,  but  before  they  couid  become  effective  it  was  found 
to  be  impracticable  to  make  the  change  and  the  former  figures  were  restored. 

(e)  Effective  March  6,  1894,  on  account  of  certain  lines  having  cut  the  pub- 
lished rates  on  grain  from  the  West  to  the  Southeast,  the  rates  on  classes  C,  D, 
and  F  from  all  the  Ohio  and  Mississippi  river  crossings  to  all  southeastern 
points,  including  Atlanta,  Ga.,  were  reduced  7  cents  per  hundred  pounds,  or  14 
cents  per  barrel,  and  effective  March  13,  1894,  a  still  further  reduction  of  3  cents 
per  hundred  pounds  was  made,  the  normal  figures  being  restored  April  2,  1894. 

(/)  Owing  to  reductions  made  by  the  Clyde  Line  in  May,  1894,  from  New 
ToriL  to  Charleston,  S.  C,  and  to  southeastern  points  on  basis  of  Charleston 
combination,  other  lines  handling  business  from  the  East  to  the  Southeast  tot 
met  the  Clyde  Line's  reductions,  and  later  made  further  reductions  in  the  rates 
from  the  East  to  the  South  and  Southeast  These  reduced  rates  were  approxi- 
mately only  35  per  cent  of  the  rates  formerly  in  effect,  and  were  adopted  for  the 
purpose  of  doing  away  with  the  demoralization  existing  and  the  secret  cuts 
which  were  supposed  to  be  used  in  connection  with  the  rates  from  the  East  to  tiie 
South.  The  reduced  rates  from  the  East  became  effective  June  2,  1894,  and  In 
order  to  put  the  western  markets  and  lines  on  a  parity  with  the  eastern  martlets 
and  lines  a  reduction  of  approximately  60  per  cent  less  than  the  rates  formerly 
in  effect  was  made  in  the  rates  from  the  West  to  the  Southeast,  effective  June  9, 
1894.    The  reduced  rates  from  Louisville  to  Atlanta  were  as  follows : 


1        '      I      ^ 

I    1.    I  2.  '  3.  I  4. 


38  :  82  I  28     24 


20 


6.  I  A. 

■      I  — 
16  I  16 


The  reduction  from  the  West  was  limited  to  the  numbered  classes  and  to  class 
A,  and  did  not  apply  on  classes  B,  C,  D,  E,  H,  and  F,  nor  on  hay,  straw,  flax- 
seed meal,  less  carloads,  nor  on  beer,  cerealine,  and  whisky.  The  reduced  rates 
remained  in  effect  until  August  1,  1894.  when  rates  from  the  East  and  from  the 
West  to  the  Southeast  were  restored  to  the  normal  basis,  satisfactory  assurances 
having  been  given  that  the  Irregular  practices  which  had  caused  the  reductions 
would  be  discontinued. 

iff)  Effective  May  7,  1895,  the  rate  on  class  B  from  the  West  to  the  South- 
east was  reduced  5  cents  per  hundred  pounds,  which  made  the  Louisville  to 
Atlanta  rate  30  cents.  Evidence  had  been  obtained  by  this  company  indicating 
that  there  had  been  surreptitious  reductions  of  from  4  to  8  cents  per  hundred 
pounds.  This  figure  remained  in  effect  until  June  12,  1895,  the  causes  leading 
to  the  reduction  having  been  removed. 

ih)  In  May,  1895,  it  having  been  found  that  this  company's  competitors  were 
apparently  not  maintaining  published  proportions  on  grain  and  grain  products, 
the  Louisville  and  Nashville  reduced  its  tariff  rates  5  cents  per  hundred  pounds 
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on  classes  C,  D,  and  F  to  the  principal  points  In  the  Southeast.  The  initial 
action,  however,  was  talten  by  the  lines  from  Cairo  and  Mmnphls.  The  change 
was  made  effective  June  1,  3895,  and  made  the  rates  from  Louisville  to  Atlanta: 

C.     D. 
23  I  19     38 

It  havinj^  been  determined  that  the  irregular  practices  which  led  to  the  reduc- 
tions would  be  discontinued,  the  rates  were  restored  to  normal  basis,  effective 
Sq)tember  16,  1895. 

(i)  Effective  June  16,  1896,  the  rates  on  all  classes  (with  the  exception  of 
classes  C,  D,  and  F)  from  Ix)uisville  to  Atlanta  were  reduced  to  the  following 
figures: 


1.    I  2.  ,  3.  I  4.  ,  5.  I  6.  I  A.  {  B.  I  E. 
87  I  77  '  59     45  '  37     35  I  23  !  34  I  41 


H. 


46 


The  amounts  of  the  reductions  were :  26,  15,  22,  23,  19,  11,  5,  1,  7,  7. 

The  rates  from  all  Ohio  and  Mississippi  River  crossings  to  other  southeastern 
common  and  basing  points  were  similarly  affected.  The  change  was  caused  by 
demoralization  in  the  rates  from  eastern  cities  to  Atlanta,  Athens,  and  Aug^usta, 
and  other  points,  reinilting  from  a  misunderstanding  between  the  Seaboard  Air 
Line  and  the  Southern  Railway  and  other  lines  operating  from  the  east 
through  Norfolk  to  points  in  the  southeast.  The  rates  from  Baltimore  and 
Norfolk  to  Atlanta  and  to  points  between  Norfolk  and  Atlanta  were  originally 
reduced  by  the  Seaboard  Air  Line,  the  reduced  rates  made  by  that  company 
being  about  30  per  cent  less  than  the  rates  previously  in  effect  The  western 
lines,  that  is,  the  lines  operating  from  Louisville,  Cincinnati,  and  other  Ohio 
River  crossings  to  the  southeast,  only  met  the  reductions  from  the  east  to  the 
ezent  that  the  combination  of  the  published  rates  to  Virginia  cities,  plus  the 
reduced  rates  of  the  Seaboard  Air  Line  from  Virginia  cities,  resulted  in  less 
rates  to  Atlanta  tlian  those  formerly  in  effect  The  reductions  made  by  the  Sea- 
board Air  Line  were  so  serious  and  far-reaching  in  their  effect  that  resort  was 
had  to  the  courts  to  prevent  the  former  from  continuing  to  operate  such  reduced 
rates,  and  tiie  United  States  circuit  court  of  Atlanta,  Ga.,  finally  issued  a  manda- 
tory order  .compelling  that  line  and  Its  competitors  to  restore  the  rates  to  the 
basis  in  effect  prior  to  the  re<luction,  on  the  ground  that  the  reduced  rates  were 
a  violation  of  section  3  of  the  interstate-commerce  law,  which  prohibits  unjust 
discrimination  in  favor  of  one  locality  against  another.  Said  discrimination 
arose  from  the  fact  that  the  Seaboard  Air  Line  was  only  able  to  reduce  the  rates 
to  points  located  on  its  own  rails  and  was  not  able  to  make  a  corresponding 
reduction  to  such  other  competing  points  as  Chattanooga,  Knoxville,  Macon, 
Montgomery,  etc.  The  rates  from  the  east  to  Atlanta  and  other  points,  which 
had  been  reduced,  were  accordingly  restored,  effective  September  28,  1896 ;  and, 
in  line  therewith,  the  rates  from  the  west  were  restored,  effective  November 
1,1896. 

(i)  Effective  October  16,  1897,  the  rates  on  classes  B,  C,  D,  and  F,  in  less 
than  carload  quantities  only,  from  all  Ohio  and  Mississippi  River  crossings  to 
all  southeastern  points,  including  Atlanta.  Ga.,  were  advanced  4  cents  per  hun- 
dred pounds,  or  8  cents  per  barrel,  resulting  in  differentials  of  4  cents  per  100 
pounds,  or  8  cents  per  barrel,  between  the  carload  and  less  carload  rates.  This 
adjustment,  however,  was  not  found  satisfactory  to  all  interests,  and,  effective 
February  10,  1898,  the  rates  were  restored  to  the  former  basis,  making  the  car- 
load and  less  carload  rates  on  an  equal  plane. 

(k)  Irregularities  having  l)een  developed  in  connection  with  the  rates  on  grain 
from  the  West  to  the  Southeast  as  in  favor  of  certain  shippers  located  on  the 
Missouri  River  at  St  Louis,  the  Louisville  and  Nashville  Railroad  gave  notice 
to  all  concerned  that,  effective  February'  28,  1900,  the  rates  on  classes  C,  D,  and 
F  from  all  Ohio  and  Mississippi  River  crossings  to  all  southeastern  points  would 
be  reduced  3  cents  per  hundred  pounds,  and  tariffs  were  accordingly  issued. 
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These  rates  remained  in  effect  until  April  18,  1900,  wben  they  were  restored  to 
normal  basis. 

(I)  Effective  March  1,  1901,  the  Louisyllle  and  Nashville  Railroad  reduced 
the  rates  on  class  B  (meats  and  packing-house  products)  from  all  Ohio  and 
Mississippi  River  crossings  to  all  southeastern  points,  including  Atlanta,  Ga., 
10  cents  per  hundred  pounds.  This  reduction  was  caused  by  the  fact  that  it 
was  thought  the  published  rates  were  not  being  maintained  by  some  of  the  com- 
petitors, resulting  in  this  company  being  deprived  of  any  participation  in  the 
large  volume  of  traffic  moving  into  the  Southeast  The  reduced  rates  remained 
in  effect  until  April  22,  1901,  when  they  were  restored  to  normal  basis,  the 
Louisville  and  Nashville  having  been  convinced  that  conditions  had  been  altered. 

(m)  Eiffective  February  1,  1905,  material  reductions  were  made  in  the  rates 
from  the  east  and  from  the  west  to  Atlanta,  Ga.,  and  various  other  southeastern 
points.  The  reduced  rates  from  Louisville  to  Atlanta,  as  compared  with  the 
rates  previously  in  effect,  were  as  follows. 

Rates  previously  in  effect : 


1. 

2. 

8. 

4.  !  6. 

6. 
46 

A. 
28 

B. 

C. 

.|. 

H. 

F. 

48 

107 

02 

81 

68 

56 

% 

28 

24  1  48 

58 

Reduced  rates  were  as  follows :  98,  87,  78,  63,  52,  41,  28,  33,  26,  22,  48,  45,  44. 

Amount  of  reductions :  9,  5,  3,  5,  4,  5,  0,  2,  2,  2,  0,  8,  4. 

There  were  also  material  reductions  in  a  number  of  the  commodity  rates,  and 
the  general  result  has  been,  in  dollars  and  cents,  a  very  important  matter.  For 
some  time  considerable  dissatisfaction  had  prevailed  among  the  merchants  and 
shippers  in  Atlanta  with  regard  to  the  adjustment  of  rates  from  the  west  thereto- 
as  compared  with  the  rates  from  the  same  markets  to  Birmingham  and  Mont- 
gomery. The  changes  were  made  after  several  conferences  between  the  Atlanta 
merchants  and  the  traffic  representatives  of  the  various  roads  entering  that 
point  The  result  has  not  been  very  happy,  for,  corresponding  reductions. being^ 
made  to  a  majority  of  the  other  southeastern  points,  Atlanta  has  been  left  Id 
very  much  the  same  position  as  she  was  prior  to  February  1 ;  furthermore,  the- 
Montgomery  and  Selma,  Ala.,  merchants  have  complained. 

(n)  Effective  May  1,  1905,  an  advance  of  approximately  3  cents  per  hun- 
dred pounds  was  made  on  class  H  (which  covers  whisky  in  wood)  from  the- 
various  Ohio  and  Mississippi  River  crossings  to  Atlanta  and  other  southeastern 
points.  This  advance  made  the  net  reduction  from  the  tariff  in  effect  in  Janu- 
ary, 1905,  5  cents.  The  change  was  made  because  of  the  low  plane  of  all  the- 
rates  and  to  line  them  up  properly  as  against  each  other  and  to  avoid  a  threat- 
ened reduction  in  the  intrastate  rates  between  points  in  Georgia. 

I  am  very  sorry  that  I  have  been  unable  to  give  you  as  complete  information 
as  perhaps  you  desire.    If  you  will  kindly  write  me  further  notice,  stating  that 
it  will  be  agreeable  to  send  such  information — say,  within  the  next  five  or  six 
weeks — we  will  have  a  force  of  men  put  to  work  on  it  immediately. 
Yours,  truly, 

A.  R.  SMrrH,  Third  Vice-President. 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Senate  of  the  United  States,  Washington,  D,  C, 
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The  statements  referred  to  in  the  foregoing  are  as  follows: 

Statement  A. — List  of  common  and  junction  points  on  the  Louisville  and  Nashville  Bail- 
road  between  which  the  rates  are  less  than  the  rates  to  and  from  intermediate  local 
stations. 


Name  of  point. 


Alabama  City,  Ala  . 


AndaluBia,  Ala . 
AnniHton.  Ala.. 
Appalachla,  Va. 


Ashley.  111.. 
Atlanta,  Qa. 


Attalla,  Ala  . 


Belleville,  111 

Bessemer,  Ala 

Big  stone  Gap,  Va. . 
Binningham,  Ala. . . 


Blocton.  Ala. 


Blocton  Junction,  Ala. 


Bowling  Green,  Ky. 
Boyles,  Ala 


Calera,  Ala . 
Carmi.  Ill  .. 


Central  City.  Kv.. 
Cincinnati,  Ohio  . 


Eldorado,  111 

Elizabethtown,  Ky. 
Enfield,  111 


Enaley,  Ala 

EvansviUe,  Ind. 


Florence,  Ala  . 
Frankfort,  Ky. 

Gadsden,  Ala.. 


Location. 


Railroads. 


Rivers. 


Clarksville,  Tenn 

Columbiana,  Ala 

Covington,  Ky 

Cumberland  City,  Tenn 
Cumberland  Gap,  Tenn 
Cypress  Junction,  111 . . . 

IXecatur,  Ala 

East  St.  Louis,  111 


Alabama  Great  Southern;  Louisville  and  Nash- 
ville: Southern. 

Central  of  Georgia;  Louisville  and  Nashville... 

Louisville  and  Nashville;  Southern 

Louisville  and  Nashville;  Virginia  and  South- 
western. 

Illinois  Central;  Louisville  and  Nashville 

Atlanta  and  West  Point;  Central  of  Georgia; 
Georgia;  Louisville  and  Nanhville;  Seaboard 
Air  Line;  Southern;  Western  and  Atlantic. 

Alabama  Great  Southern;  Louisville  and  Nash- 
ville; Nashville,  Chattanooga  and  St.  Louis; 
Southern. 

Illinois  Central;  Ix)uisville  and  Nashville; 
Southern. 

Alabama  Great  Southern;  Louisville  and  Nash- 
ville; St.  Louis  and  San  Francisco;  Southern. 

Louisville  and  Nashville;  Virginia  and  South- 
western. 

Alabama  Great  Southern;  Central  of  Georgia; 
Louisville  and  Nashville;  St.  Louis  and  San 
Francisco;  Seaboard  Air  Line;  Southern. 

Alabama  Great  Southern;  Birmingham  south- 
ern; Louisville  and  Nashville;  Mobile  and 
Ohio;  Southern. 

Alabama  Great  Southern;  Birmingham  South- 
em;  Louisville  and  Nashville. 

Louisville  and  Nashville 

Louisville  and  Nashville  (in  Birmingham 
group) . 

Louisville  and  Nashville;  Southern 

Cleveland.  Cincinnati,  Chicago  and  St.  Louis; 
Louisville  and  Nashville. 

Illinois  Central;  Louisville  and  Nashville 

Baltimore  and  Ohio  Southwestern;  Chesapeake 
and  Ohio;  Chicago, Cincinnati  and  Louisville; 
Cincinnati  and  Muskingum  Valley;  C.  W.; 
Cincinnati,  Georgetown  and  Portsmouth; 
Cincinnati,  Hamilton  and  Dayton;  Cincin- 
nati, Lebanon  and  Northern:  Cincinnati 
Northern;  Cleveland,  Cincinnati,  Chicago 
and  St.  Louis;  Cincinnati,  New  Orleans  and 
Texas  Pacific;  Erie;  Louisville  and  Nashville; 
Norfolk  and  Western;  Pittsburg,  Cincinnati, 
Chicago  and  St.  Louis. 

Louisville  and  Nashville;  Tennessee  Central. . . 

Louisville  and  Nash\'ille;  Southern 

Chesapeake  and  Ohio;  Louisvilleand  Nashville. 

Louisville  and  Nashville , 

Louisville  and  Nashville;  Southern 

Baltimore  and  Ohio  Southwestern;  Louisville 
and  Nashville. 

Louisville  and  Nashville;  Southern , 

Baltimore  and  Ohio  Southwestern;  Burlington 
Route;  Chicago  and  Alton;  Chicago  and 
Eastern  Illinois;  Cleveland,  Cincinnati, 
Chicago  and  St.  Louis;  Illinois  Central;  Louis- 
ville and  Nashville;  Mobile  and  Ohio;  St. 
Louis,  Iron  Mountain  and  Southern;  St.  Louis 
Southwestern;  St.  L.,  T.  and  E.;  Southern; 
Toledo,  St.  Ix)uis  and  Western;  Wabash. 

Cleveland,  Cincinnati,  Chicago  and  St.  Louis; 
Illinois  Central;  LouisA'ille  and  Nashville. 

Illinois  Central;  Louisvilleand  Nashville 

Baltimore  and  Ohio  Southwestern;  Louisville 
and  Nashville. 

Alabama  Great  Southern;  Louisville  and  Nash- 
ville: St.  Louis  and  San  Francisco:  Southern. 

EvansviUe  and  '1  erre  Haute:  Evansvillc  and 
Indianspolis;  Illinois  Central:  Louisvilleand 
Nashville;  Louisville,  Henderson  and  St. 
Ixjuis:  Southern, 

Loui.svillc  and  Nii.shville:  Southern 

Frankfort  and  Cincinnati;  Louisville  and 
Nashville. 

Alabama  Great  Southern;  Central  of  Georgia; 
LouLsvillc  and  Nashville;  Southern. 


Barren  River. 


Ohio  River. 


Cumberland  River. 


Ohio  River. 
Cumberland  River. 


Tennessee  River. 
Mississippi  River. 


Ohio  River. 


Tennessee  River. 
Kentucky  River 

Cooea  River. 
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Statement  A. — LiM,  of  common  and  junction  points  on  the  LouinilU  and  NashmUe  RaUr 
road  between  which  the  rates  are  less  than  the  rates  to  and  from  intermediate  local 
«to/ioiw— Continued. 


Name  of  point. 


Location. 


Railrofuls. 


Rivera. 


GatI City,  Ala.... 

Gracey,  Ky 

Graaselli,  Ala 

Gulfport,  Miffl 

Qumee,  Ala 

Henderson,  Ky... 

Hopkinsville,  Ky. 

Humboldt,  Tenn . 

Ironaton.  Ala 

Jellico,  Tenn 

Jenifer,  Ala 

Junction  City,  Ky 

Knoxvllle,  Tenn . 
Lexington,  Ky  . . . 

Louiaville,  Ky.... 


Marietta.  Ga 

Maysville,  Ky... 
Mckenzie,  Tenn. 

Memphis,  Tenn.. 


Middlesboro,  Ky . 
Midway,  Ky 


Milan,  Tenn. 
Mobile,  Ala. . 


Montgomery,  Ala. . 
Mount  Vernon,  111. 


Mount  Vernon,  lud . 

Munford,  Ala 

Nashville,  111 

Nashville,  Tenn 


New  Decatur,  Ala . 
New  Orleans,  La  . . 


Newport,  Ky 

North  Birmingham,  Ala. 

Norton,  Va 

Nortonville,  Ky 

Owensboro,  Ky 


Owetah,  Ala.. 
Oxmoor,  Ala  . 
Paris,  Ky 


Paris.  Tenn 

Pensacola,  Fla . 

Pratt  City,  Ala  . 

Prattvillc.  Ala.. 
Richmond,  Ky . 


Chattanooga  Southern:  Louisville  and  Nash- 
ville: Nashville,  Chattanooga  and  8t.  Louis: 
Southern. 

Illinois  Central;  Louisville  and  Nashville 

Alabama  Great  Southern;  Louisville  and  Nash- 
ville; Southern. 

Gulf  and  Ship  Island;  Louisville  and  Nashville. 

Louisville  and  Nashville;  Southern 

Louisville  and  Nashville;  Illinois  Central; 
Louisville,  Henderson  and  St.  Louis. 

Illinois  Central;  Louisville  and  Nashville; 
Tennessee  Central. 

Louisville  and  Nashville;  Mobile  and  Ohio 

Louisville  and  Nashville 

Louisville  and  Nashville;  Southern 

Louisville  and  Na.shville;  Southern 

Cincinnati,  New  Orleans  and  Texas  Pacific; 
Louisville  and  Nashville. 

Louisville  and  Na.shville;  Southern 

Cincinnati,  New  Orleans  and  Texas  Pacific; 
Chesapeake  and  Ohio;  Lexington  and  East- 
ern; Louisville  and  Nashville;  Southern. 

Baltimore  and  Ohio  Southwestern;  Chesapeake 
and  Ohio;  Chicago.  Indianapolis  and  Louis- 
ville; Cleveland,  Cincinnati,  Chicago  and  St. 
Louis;  Illinois  Central;  Louisville  and  Nash- 
ville: Ix)uisville,  Henderson  and  St.  Louis; 
Pittsburg,  Cincinnati,  Chicago  and  St.  Louis; 
Southern. 

Louisville  and  Nashville:  Western  and  Atlantic. 

Chesapeake  and  Ohio;  Louisville  and  Nashville. 

Louisville  and  Nashville;  Nashville,  Chatta- 
nooga and  St.  Louis. 

Chicago,  Rock  Island  and  Pacific;  Illinois  Cen- 
tral; Louisville  and  Nashville;  Nashville, 
Chattanooga  and  St.  Louis;  St.  Louis,  Iron 
Mountain  and  Southern;  St.  Louis  Southwest- 
ern; St.  Louis  and  San  Francisco;  Southern.. 

Louisville  and  Nashville;  Southern 

Cincinnati,  New  Orleans  and  Texas  Pacific; 
Louisville  and  Nashville. 

Illinois  Central:  Louisville  and  Nashville 

Loui.tville  and  Nashville:  Mobile  and  Ohio; 
Mobile,  Jackson  and  Kansius  City:  Southern. 

Atlantic  Coast  Line;  Louisville  and  Nashville; 
Mobile  and  Ohio;  Sealx>ard  Air  Line;  West- 
ern Railway  of  Alabama. 

Chicago  and  Eastern  Illinois;  Louisville  and 
Nashville;  Southern;  Waba-^h,  Chester  and 
Western. 

Evansville  and  Terre  Haute;  Louisville  and 
Nashville. 

Louisville  and  Na.«!h  ville:  Southern 

Louisville  and  Nashville:  Illinois  Southern 

Louisville  and  Nashville;  Na-shville,  Chatta- 
nooga and  St.  Louis;  Tennes-see  Central. 

Louisville  and  Nashville:  Southern 

Illinois  Central:  Louisiana  Southern:  LouLs- 
villeand  Nashville;  New  Orleans  and  North- 
eastern; Southern  Pacific;  Texas  and  Pacific; 
Yazoo  and  Mi.ssi.^^ippi  Vallev. 

Chesapeake  and  Ohio;  Ix)uisville  and  Nashville. 

Louisville  and  Nashville:  Southern 

Louisville  and  Nashville;  Norfolk  and  Western. 

Illinois  Central:  Louisville  and  Nashville 

IllinoisContral:  Louisville  and  Nashville:  Lou- 
isville, Henderson  and  St.  Louis. 

Ijouisville  and  Nashville  (Birmingham  gnmp). 

do 

Florence  and  Cripple  Creek;  Ix)uisville  and 
Nashville. 

Louisville  and  Nashville:  Nashville,  Cat tanooga 
and  St.  I^uis, 

Ix)uisville  and  Nashville 


Lcniisville  and  Nashville:  St.  Louis  and  San 
Francisco. 

Louisville  and  Ntishville;  Mobile  and  Ohio 

Louisiana  and  Arkansas;  Louisville  and  Nash- 
ville. 


Gulf  of  Mexico. 
Ohio  River. 


Tennessee  River. 


Ohio  River. 


Ohio  River. 
Mississippi  River. 


Mobile  River;  Mobile 
Bay;  Gulf  of  Mexico. 
Alabama  River. 


Ohio  River. 


Cumberland  River. 

Tennessee  River. 
Mississippi  River. 


Ohio  River. 


Ohio  River. 


Pensacola  Bay  (Gulf  of 
Mexico). 
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Statbmsnt  a. — LiM  of  common  and  junction  points  on  the  Louimlle  and  Nashville  Rail' 
road  between  which  the  rates  are  less  than  the  rates  to  and  from  intermediate  local 
»to<t(m«— Continued. 


Name  of  point. 


Location. 


Railroads. 


River  Junction,  Fla 

Ruffner,  Ala 

8t.  Louis,  Mo 

I 
I 


Selma,  Ala 

Shawneetown,  111 

Sheffield.  Ala 

Shelby,  Ala 

Shelby  City,  Ky 

Shelbyvllle.  Ky 

South  Calera.  Ala 

SyJacauga,  Ala 

Talladega,  Ala 

Tnissville,  Ala 

ToHCumbia,  Ala 

Walton, Ky 

Wellington,  Ala 

West  Nashville,  Tenn 

Wetumpka,  Ala 

Winchester,  Ky 

Woodlawn,  Ala 

Woodward,  Ala 

Worthville.  Ky 


Atlantic  Ck)a8t  Line;  Louisville  and  Nashville; 
Seaboard  Air  Line. 

Louisville  and  Nashville  (Birmingham  group). 

Baltimoreand  Ohio  Southwestern:  Burlington 
Route;  Chicago  and  Alton;  Chicago,  Peoria 
and  St.  Louis;  Chicago,  Rock  Island  and  Pa- 
cific; Cleveland,  Cincinnati.  Chicago  and  St. 
Louis:  Illinois  Central:  Louisville  and  Nash- 
ville: Missouri,  Kansa.**  and  Texas:  Missouri 
Pacific:  Mobile  and  Ohio;  St.  Louis  and  Santa 
Y6;  St.  Louis,  Iron  Mountain  and  Southern; 
St.  Louis  Southwestern;  Southern;  Toledo,  St. 
Louis  and  Western;  Vandalia;  Wabash. 

Louisville  and  Nashville;  Southern;  Western 
Railway  of  Alabama. 

Baltimore  and  Ohio  Southwestern;  Louisville 
and  Nashville. 

Louisville  and  Nashville;  Southern 

Louisville  nud  Nashville 

Louisville  and  Nashville  (1  mile  from  Junc- 
tion City.  Ky.). 

Louisville  and  Nashville:  Southern 

Louisville  and  Nashville 

Central  of  Georgia;  Louisville  and  Nashville... 

Birmingham  and  Atlantic;  Louisville  and 
Nashville:  Southern. 

Alabama  Great  Southern;  Louisville  and  Nash- 
ville. 

Louisville  and  Nashville;  Southern 

Cincinnati,  New  Orleans  and  Texas  Pacific; 
Louisville  and  Nashville. 

Louisville  and  Nashville;  Seabord  Air  Line 

Louisville  and  Nashville;  Nashville,  Chatta- 
nooga and  St.  LouLs. 

Louisville  and  Nashville 

Chesapeake  and  Ohio;  Lexington  and  Eastern; 
Louisville  and  Nashville. 

Central  of  Georgia;  Louisville  and  Nashville; 
Southern. 

Alabama  Great  Southern;  Louisville  and  Nash- 
ville; St.  Louis  and  San  Francisco;  Southern. 

Louisville  and  Nashville 


Rivers. 


Chattahoochee  River. 
Mississipppi  River. 


Alabama  River. 
Ohio  River. 
Tennessee  River. 


Tennessee  River. 


Cumberland  River. 
Alabama  River. 


Kentucky  River. 


Statement  B. — List  of  common  and  junction  points  on  and  south  of  the  Ohio  River  and 
on  and  east  of  the  Mississippi  River  between  which  the  rates  are  less  than  the  rates  to  and 
from  intermediate  local  stations. 


Name  of  point. 


Aberdeen,  Miss... 
Alabama  City,  Ala 

Albany,  Ga 

Aldrich,  Ala 

Americus,  Ga 

Andalusia,  Ala... 

Annist^m,  Ala 

Appalachia,  Va... 

Athens,  Ga 

Atlanta.  Ga 

Attalla.AIa 

Asylum.  Ga 

Augusta,  Ga 

Avondale,  Ala 

Barclays,  Ala 

Baton  Rouge,  La. . 
Battelle.Ala 


Location. 


Railroads. 


River. 


Frisco;  Illinois  Central:  Mobile  and  Ohio Tombigbee  River. 

Louisville  and  Nashville;  Queen  and  Crescent;  ! 
Southern.  • 

A.  and  N.;  Atlantic  Coast  Line;   Central  of     Flint  River. 
Georgia;   Georgia  Northern;   Seaboard    Air 

Line.  j 

Southern 1 

Central  of  Georgia;  Seaboard  Air  Line 

Central  of  Georgia:  Louisville  and  Nashville. .  .1 

Louisville  and  Nashville;  Southern : 

I/juisville  and  Nashville;  Virginia  ^nd  South- 
western. 

Central  of  Georgia;  Georgia;  Seaboard  Air  Line: 
Southern. 

Atlanta  and  West  Point;  Central  of  Georgia; 
Georgia:  Seaboanl  Air  Line:  Southern;  West- 
ern and  Atlantic. 

Lf)uisville  and  Nashville;  Nashville,  Chatta- 
nooga and  St.  Louis;  Queen  and  Crescent; 
S<iUthern. 

Central  of  Georgia 

Atlantic  Coast  Line;  Augusta  Southern;  Cen-     Savannah  River, 
tral  of  Georgia:  Charleston  and  Western  Caro- 
lina: Georgia;  Southern. 

Atlanta  and  Birmingham  Air  Line;  Queen 
and  Crescent;  Southern. 

B.  and  A.;  Southern 

Yazoo  and  Mississippi  Valley Mississippi  River. 

Queen  and  Crescent 
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Statement  B. — List  of  common  and  junction  points  on  and  nouth  of  the  Ohio  Rwer  and 
on  and  east  of  the  Mississippi  River  between  which  the  rates  are  less  than  the  rates  to  and 
from  intermediate  local  stations — CJontinued. 


Name  of  point. 


Bayou,  Sara,  La  . 
Beaufort,  S.C 


Belleville,  111. 


Belxona,  Miss. 
I,  Ala 


Big  Stone  Gap,  Va 
Binningham,  Ala 


Bloc  ton,  Ala. 


Blocton  Junction,  Ala . 


Boylefl,Ala 

Bowling  Qreen,  Ky 

Brierfleld,Ala 

Bristol,  Tenn.-Va . . . 


.Brookport,  111 . 
Brunswick,  Qa 


Buigin,  Ky. 
Cairo,  ni... 


Calera,  Ala 

Cartersville,  Ga  ... 

Cedartown,  Ga 

Central  aty,Ky... 
Charleston,  8.0... 
Chattahoochee.  Ga 
Chattanooga,  Tenn 


Cincinnati,  Ohio . 


Clarksville.Tenn 
Columbia,  Miss.. 
Columbiana.  Ala 
Columbus,  Ga... 
Columbus,  Ky... 


Columbus.  Miss 
Cordele,  Ga 


Corinth.  Miss 

Covington,  Ky 

Cumberland  City.  Tenn 
Cumberland  Gap,  Tenn 

Dalton.Ga 

Dawson,  Ga 

Decatur.  Ala 

Dem«>f)Oli8,  Ala 

Dublin,  Ga 


Location. 


Railroads. 


Yazoo  and  Misnissippi  Valley 

Charleston  and  Western  Carolina  . 


Illinois  Central;  Louisville  and  Nashville; 
Southern. 

Yazoo  and  Mississippi  Valley 

Frisco;  Louisville  and  Nashville;  Queen  and 
Crescent;  Southern. 

Louisville  and  Nashville;  Virginia  and  South- 
western. 

Central  of  Georgia;  Frisco;  Louisville  and 
Nashville;  Queen  and  Crescent;  Seaboard 
Air  Line:  Southern. 

Birmingham  Southern;  Louisville  and  Nash- 
ville: Mobile  and  Ohio;  Queen  and  Crescent; 
Southern. 

Birmingham  Southern;  Louisville  and  Nash- 
ville; Queen  and  Crescent. 

Queen  and  Crescent;  Western  and  Atlantic  — 

Louisville  and  Nashville 

....do 

Southern 

Holflton  Valley;  Norfolk  and  Western;  South- 
em;  Virginia  and  Southwestern. 

Illinois  Central 

Atlanta  and  Birmingham;  Atlantic  Coast 
Line;  Southern. 

Cincinnati,  New  Orleans  and  Texas  Pacific; 
Southern. 

Cleveland.  Cincinnati.  Chicago  and  St.  Louis; 
Illinois  Central;  Mobile  and  Ohio;  St.  Louis, 
Iron  Mountain  and  Southern. 

Louisville  and  Nashville;  Southern 

Seaboard  Air  Line;  Western  and  Atlantic 

Central  of  Georgia;  Seaboard  Air  Line 

Illinois  Central;  Louisville  and  Nashville 

Atlantic  Coast  Line;  Southern 

Southern 

Centi^l  of  Georgia;  Chattanooga  Southern; 
Nashville.  Chattanooga  and  St.  Louis;  Queen 
andCrescent:  Southern:  Westemand  Atlantic. 

Baltimore  and  Ohio  Southwestern;  Chesapeake 
and  Ohio;  Chicago.  Cincinnati  and  Louis- 
ville; Cincinnati  and  Muskingum  Valley;  C. 
and  W.;  Cincinnati,  Georgetown  and  Ports- 
mouth; Cincinnati,  Hamilton  and  Dayton; 
Cincinnati,  Lebanon  and  Northern;  Cincin- 
nati Northern;  Cleveland.  Cincinnati,  Chi- 
cago and  St.  Louis;  Erie;  Louisville  and 
Nashville;  Norfolk  and  Western;  Pittsburg, 
Cincinnati,  Chicago  and  St.  Louis;  Queen 
and  Crescent. 

LoulHville  and  Nashville;  Tennessee  Central... 

G.  and  S.J 

Louisville  and  Nashville;  Southern 

Central  of  Georgia;  Seaboard  AirLine;  Southern, 

Mobile  and  Ohio;  St.  Louis,  Iron  Mountain 
and  Southern. 

Mobile  and  Ohio;  Southern , 

A.  andN.;  Atlanta  and  Birmingham;  Georgia 
Southern  and  Florida;  Seaboard  Air  Line.... 

Mobile  and  Ohio;  Southern , 

Chesapeake  and  Ohio;  Louisville  and  Nashville, 

Louisville  and  Niushvillc , 

Louisville  and  Nashville;  Southern , 

Southern;  We^stem  and  Atlantic 

Central  of  Georgia:  Seaboard  Air  Line , 

I>oaisville  and  Nashville;  .Southern 

Southern  

Central  of  Georgia;  D.  and  SW.;  M.,  D.  and  8.; 
1      W.  and  T. 

East  Birmingham,  Ala I  Q\ieen  and  Crescent;  Southern 

East  Point.  Ga '  Atlanta  and  West  I*oint:  (Vntral  of  Georgia 

East  St.  Louis,  111 i  Baltimore  and  Ohio  South we>torn;  Turlington; 

I  Chicasro  and  Alton:  Chicupro  and  hia-tem 
Illin(»ij*;  Cleveland,  Cincinnati,  Chicago  and 
St.  Louis;  Illinois  Centnil:  Louisville  and 
Nashville;  Mobile  and  Ohio:  St.  l^Miis.  Iron 
Mountain  and  S<aitlieni;  St.  Louis  South- 
western; St.  Louis,  Troy  and  Kaytern;  South- 
ern; Toledo,  St.  Louisand  Western;  Vandalia; 
Wabash. 


River. 


Mississippi  River. 
Port  Royal  Sound;  At- 
lantic Ocean. 


Yazoo  River. 


Tennessee  River. 
Barren  River. 


Ohio  River. 
Atlantic  Ocean. 


Ohio  River. 


Atlantic  Ocecm. 
Chattahoochee  River. 
Tennessee  River. 


Ohio  River. 


Cumberland  River. 
Pearl  River. 

Chattahoochee  River 
MissisBippi  River. 


Ohio  River. 
Cumberland  River. 


Tennessee  River. 
Tombigbee  River. 
Oconee  River. 


ppi  River. 
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Statembnt  B. — List  of  commoti  and  junction  points  on  and  south  of  the  Ohio  River  and 
OH  and  east  of  the  Mississippi  River  hetweeu  which  the  rates  are  less  than  the  rates  to  and 
from  intermediate  local  stations— QimXinxxQd. 


Name  of  point. 


Elberton,  Ga 

Elizabethtown.  Kv. 
Ellis ville.  MisH 


Enterprise.  Miss. 
Enj»Ie.v,  Ala 


LcM;ation. 


Eufanla.  Ala  ... 
Evansville.  Ind 


FiTuandina.  Fla  . 
Fit7Kerald.  (ia 


Florence.  Ala  . 
Frankfort.  Ky. 


Friars  Point.  Mins... 

Fort  Gaine.x,  Ga 

Fort  McPherson.Ga . 

Fulton.  Ky 

Gadsiden,  Ala 


Gainesville.  Fla  . 
Gate  City.  Ala... 
Georgetown.  Ky. 
Gibbs.  Tenn 


Girard.  Ala 

Graeey.  Ky 

Grand  Junction.  Tenn 
Grawelli.  Ala 


(iret^nville.  Miss  .. 
Greenwood.  Miss . 

Grenada.  Miss 

GuIfiK)rt.  Miss  . . . . 


(runthers  landing.  Ala 

(iunthersville.     Ala.     (also 
calle<l  WyethCIty). 

Gumee.  Ala 

Hapeville.  Ga 

HawkinRvIlle.  Ga 

Hattiesbiirg.  Miss 


Railroads. 


Seaboard  Air  Line:  Southern 

Illinois  Central;  Louisville  and  Nashvile 

Mobile,  Jacl^son  and  Kansas  City:  Queen  and 
Crescent. 

Mobile  and  Ohio:  Queen  and  Crescent 

Frisco;  Louisville  and  Nashville;  Queen  and 
Crescent:  Southern. 

Central  of  Georgia 

Evansville  and  Terre  Haute;  Evansville  and 
Indianap<*li8;  Illinois  Central;  Louisville  and 
Na.shvilfc;  Louisville,  Henderson  and  St. 
Louis:  Southern. 

Seaboard  Air  Line 

Atlanta  and  Birmingham:  F.  O.  and  R.  B.; 
Seaboard  Air  Line. 

Louisville  and  Na.shville:  Southern 

F.  and  V.;  Louisville  and  Nashville:  Chesa- 
peake and  Ohio. 

Yazoo  and  Minsissippi  Valley 

Central  of  Georgia 

Atlanta  and  West  Point;  Central  of  Georgia 

Illinois  Central 

Chattan(K)ga  Southern:  Louisville  and  Nash- 
ville; Nathville,  Chattanooga  and  St.  Louis; 
Southern. 

Atlantic  Coast  Line;  Gainesville  and  Gulf;  Sea- 
board Air  Line. 

Central  of  Georgia:  Louisville  and  Nashville: 
Queen  and  Cres<!ent;  Southern. 

F.  and  C;  Cincinnati.  New  Orleans  and  Texas 
Pacific;  Southern. 

Illinois  Central;  Na.sh ville.  Chattanooga  and 
St.  Louis. 

Central  of  Ge<)rgia 

Illinois  Central;  lx>ui8ville  and  Nashville 

Illinois  Central;  Southern 

Louisville  and  Nashville:  Queen  and  Crescent; 
Southern. 

Southern;  Yazoo  and  Missiiwippi  Valley 

do 

Illinois  Central;  Yazooand  Mississippi  Valley.. 

Gulf  and  Ship  Island;  Loui.sville  and  Nash- 
ville. 

Nashville,  Chattanooga  and  St.  Louis 

do 


River. 


Chattahoochee  River. 
Ohio  River. 


Atlantic  Ocean. 


Tennessee  River. 
Kentucky  River. 

Mississippi  River. 
Chattahoochee  River. 


C<K)«rt  River. 


Henderson.  Ky. 


Hickman.  Ky 

Hobl>s  Islana.  Ala . . 
Hon V  Springs,  Miss. 

Holt.  Ala 

Hopkinsville.  Kv... 


Humboldt.  Tenn. 
Hantsville.  .\la.. 


..    I^misville  and  Nashville;  Southern 

. .    Central  of  Georgia 

. .    H.  and  F.  vSoulhern;  Southern;  W.  and  T 

..  Gulf  and  Ship  Island;  Mississippi  Central;  Mo- 
bile. Jackson  and  Kansas  City:  Queen  and 
Cre-scent. 

.,  IllinoLs  Central;  Louisville  and  Nashville; 
LouLvville.  Henderson  and  St.  Louis. 

.  I  Nashville.  Chattanooga  and  St.  Louis 

do 

.    Frisco;  Illinois  Central 

.    Mobile  and  Ohio 

.  Illinois  Central;  Louisville  and  Nashville: 
'      Tennessee  Central. 

.    Louisville  and  Nashville;  Mobile  and  Ohio 

.  Nashville,  Chattanooga  and  St.  Ix)uis:  South- 
i      ern. 

,    Louis>411e  and  Nashville 

.  (k»ntral  of  Georgia:  Queen  and  Crescent:  Sea- 
board Air  Line;  Southern. 

.'  Illinois  Central;  Gulf  and  Ship  Island:  Queen 
and  Crescent:  Yaz<M)  and  Mississippi  Valley. 

.'  Illinois  Central;  Mobile  and  Ohio;  Na.shville. 
Chattanooga  and  St.  Louis. 

.  Atlantic  ('oast  Line:  Florida  East  Coa.«t;  Geor- 
gia Southern  and  Florida;  Seaboard  Air  Line; 
Southern. 

.    Louisville  and  Nashville:  Southern 

do 

.'  Louisville  and  Nashville;  Cincinnati.  New  Or- 
leans and  Texas  PaciHc. 

.  Louisville  and  Nashville;  Southern;  Knox  ville 
and  Bristol. 

S.  Doc.  244,  59-1 22 


Chattah<K)chee  River. 


Mississippi  River. 

Yalobusha  River. 
Mississippi      Sound 

(Gulf  of  Mexico). 
Tennessee  River. 
Do. 


Ocmulgee  River. 
Leaf  River. 


Ohio  River. 

Mississippi  River.     • 
Tennessee  River. 


Ironaton.Ala. 
Irotidale.  Ala. 


Jackson.  Miss 

Jackson, 4'enn 

Jacksonville.  Fla. 


Jellico.  Tenn 

Jenifer,  Ala 

function  City,  Ky. 

Kn<ixville,  Tenn .. 


Pearl  River. 


St.  John  River;  Atlan- 
tic Ocean. 


Tenni'ssee  River. 
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Statement  B. — List  of  common  ami  junction  points  on  and  south  of  the  Ohio  River  and 
on  and  east  of  the  Mississip^  River  between  which  the  rates  are  less  tlian  the  rates  to  and 
from  intermediate  local  stations — Continued. 


I  Location. 

Name  of  point. 

RailroiidK 


River. 


Chattahoochee  Rivt-r. 


Lake  City,  Fla Atlantic  Coast  Line;   Georgia  Southern  and 

I      Florida;  Seaboard  Air  Line. 

Lanette.  Ala ;  Western  of  Alabama 

Lauderaale,  Miss Mobile  and  Ohio .' 

Laurel,  Mi!« Qulf  and  Ship  Itdand;  Mobile,  Jackson  and 

I      KauHas  City:  Queen  and  Crew;ent. 

Lenoir  City,  Tenn Southern Tenness4»e  River. 

Lexin^on,  Ky ,  Chesapeake  and  Ohio;  Lexington  and  Eastern;  : 

I      Louisville  and  Nashville;  Cincinnati.  New  , 
i      Orleans  and  Texas  Pacific;  Southern. 

L.and  E.  Junction,  Ky Chesapeake  and  Ohio;  Lexington  and  Eastern.- 

Lindale,  Ga Central  of  Georgia;  Southern 

Liveoak,  Fla Atlantic  Coast  Line;  Live  Oak  and  Gulf:  Sea-  . 

board  Air  Line;  Suwanee  and  San  Pedro. 
Louisville,  Ky Baltimore   and   Ohio    Southwestern:    Chesa-  ;  Ohio  River. 

peake  and  Ohio;  Chicago.  Indianapolis  and  I 
I      Louisville;  Cleveland,  Cincinnati,  Chicago 

and  St.  I»uis;  Illinois  Central;  Louisville  and 

Nashville;    Ix.misville.    Henderson   and   St.  i 

Louis;    iMttsburg.  Cincinnati.  Chicago  and  ' 

St.  Ix)Uis;  Southern. 

Lumberton,  Miss ;  Gulf  and  Ship  Island;  Queen  and  Crescent 

Macon,  Ga I  Central  of  Georgia;  Geonfia;  Georgia  Southern  j  Ocmulgee  River. 

and  Florida;  Macon  and  Birmingham:  Ma- 

c(m,  Dublin  and  Savannah:  Soutnern. 

Marietta,  Qa \  Louisville  and  Nashville;  Western  and  Atlan- 

!      tie. 
Martin,  Tenn Illinois  Central;  Nashville,  Chattanooga  and 

St.  T»uis. 

Mayport,  Fla... i  Florida  Ea.st  Coast St.  John  River. 

Maysville,  Ky Chesapeake  and  Ohio;  Louisville  and  Nash-     Ohio  River. 

:      ville 

McCarty,  Tenn :.    Southern !  Tennessee  River. 

McKenzle,  Tenn ,  Louisville  and  Nashville;  Nashville,  Chatta-  1 

:      nooga  and  St.  Louis. 
Memphis,  Tenn '  Chicago,  Rock  Lsland  and  Pacific;  Frisco;  Illi-  ,  Mississippi  River. 

nois  Central;  Louisville  and  Nashville;  Nash- 
I      ville,  Chattanooga  and  St.  Louis;  St.  L.,  I.  S.  ! 

and  Southern:  St.  Louis  Southwestern;  South-  i 
I      em:  Yazoo  and  Mississippi  Valley. 
Meridian,  Miss :  Mobile  and  Ohio:  Queen  and  Crescent;  South- 
ern. 

Middlesldoro,  Ky Louisville  and  Nashville:  Southern i 

Midway,  Ky Louisville   and   Nashville;   Southern;   Chesa-' 

'      peake  and  Ohio. 

Milan,  Tenn Illinois  Central:  Louisville  and  Nashville ! 

Milledgeville,  Ga Central  of  Georgia:  Georgia ■  Oconee  River. 

Mobile,  Ala I  LouLsville  and  Ntush  ville;  Mobile  and  Ohio;  Mo-     Mobile  Bay;  Gulf  of 

bile.  Jackson  and  Kansas  City;  Southern.        ]      Mexico:     AlabamA 

River. 

Montevallo,  Ala Southern 

Montgomerv,  Ala Atlantic  Coast  Line:  Central  of  GtH>rgia:  Loui««-  •  Alabama  River. 

ville  and  Nashville:  Mobile  and  Ohio;  Sea-  | 

board  Air  Line;  Western  of  Alabama:  N.  S.  ' 

and  Nor. 

Mount  Vernon.  I nd Evansville  and  Terre  Haute:  Ixmisville  and  i  Ohio  River. 

'      Nashville. 

Munford,  Ala Louisville  and  Na.sh ville:  Southern 

Nashville,  Tenn LouLMville  and  Nashville:   Nashville,  Chatta-  ■  Cumberland  River. 

'      nooga  and  St.  Louis;  Tennessee  Central.  ' 

Natchez,  M Iss New  Orleans  and  Northwestern;   Yazoo  and     Mississippi  River. 

Mississippi  Valley.  j 

New  Albany,  Miss Frisi'o:  Mobile,  Jackson  and  Kansas  City Tallahatchie  River 

New  Decatur,  Ala :  Louisville  and  Nashville;  Southern Tennessee  River. 

New  Orleans,  La Illinois  Central;  Louisiana  Southern;   Ix)uis-  i  Mississippi  River. 

ville  «nd  Nashville;  New  Orleans  and  North-  ! 
I      eastern:  Southern  Paeitie;  TextL««and  Pacitic: 

Yazoo  and  Mississippi  Valley. 

Newport,  Ky ('he.sapeake  and  Ohio:  Louisville  nnd  Nashville.!  Ohio  River.. 

Newton,  Miss Mobile.  Jackson  and  Kansas  City:  Queen  and 

Crescent. 
Nicholasville.  Ky Cincinnati,  New  Orleans  and  Texas  Pacific; 

Louisville  and  Atlantic.  . 

North  Birmingham.  Ala Louisville  and  Nashville:  Southern | 

Northport,  Ala Mobile  and  Ohio ' 

North  Rome,  Ga Southern 

Norton,  Va ;  Louisville  and  Nashville:  Norfolk  and  Western. 

Nortonville,  Ky i  Illinois  Central :  Louisville  and  Nashville 

Opelika,  Ala <  Central  of  Georgia;  Lafayette;  Western  of  Ala- 

I     bama. 
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l^ATEMENT  B. — lAst  of  comvwn  and  junction  points  on  and  south  of  the  Ohio  River  and 
on  and  east  of  the  Miatissippi  River  bettve^n  which  the  rates  are  less  than  the  rates  to  and 
from  intermediate  local  stations — Continued. 


Location. 


Name  of  poiut. 


Ooltewah,  Tenn. 
Owensboro,  Ky.. 


Owetah,  Ala.. 
Oxanna.Ala.. 
Oxford,  Ala  . , 
Oxmoor.Ala.. 
Paduc'uh.  Ky . 


PalatkH,  Fla. 


Paris.  Kv... 
Paris,  Tenn. 


Pensacola,  Fla 

Phenix  Citv.  Ala . 
Port  Royal, S.C... 


Pratt  City.  Ala  .. 
Prattville.Ala... 
PriM>n  Farm.Ga. 
Pritchards,  Ala.. 

(Quitman,  Ga 

Richmond.  Ky  .. 


River  Junction,  Fla . 


Rives.  Tenn . 
Rome.  Ga  . . . 


Ro(ae<l&le,  MiKH. 
RufTner.  Ala... 
Savannah.  Ga  . 


Selma,  Ala  ... 
Sheffield.  Ala. 


Shelby.  Ala 

Shelby  City,  Ky  . . , 

.Shelby villc,  Ky  ... 

Somerville.  Tenn. . 
South  Athen.s,  Ga  . 
South  Calera,  Ala  . 

Spocrari.  Ala 

Starluville,  Miss... 
State  Farm.  Ga.... 
.stonewall.  Miss  . . . 
81.  I»uis.  Mo 


Sylacauga.  Ala... 

TalUdega,  Ala 

Thomas,  Ala 


Thomasville,  (ia. 
Tifton,  Ga 


Railroads. 


I 


River. 


Southern..: j 

IllinoLs  Central:  Louisville  and  Nashville:  Lex- '  Ohio  River. 

iDsrton.  Henderson  and  St.  Louis. 

Louisville  and  Nashville > 

Southern ' 

do 

Louisville  and  Nashville ' 

Illinois  Central:  Nashville,  Chattanooga  and  | 

St.  Louis. 
Atlantic  Coa«t  Lino:  Florida  East  Coast;  Georgia  ' 

Southern  and  Florida.  i 

F.  and  C;  Louis%ille  and  Nashville 

Louisville  and  Nashville:  Nashville.  Chatta-  ■ 

nooga  and  St.  Louis. 
Ix)ui8ville    and    Na.shville;    Pensacola.    Ala-  i 

bama  and  Tennessee. 

Central  of  Georgia 

Charleston  and  West  Carolina ' 


Ohio  River. 
St.  Johns  River. 


Gulf 


Trussville.  Ala  . 

Tupelo.  Miss 

Tuscaloosa,  Ala. 


Tuflcumbla,  Ala . . 
Tnion  City. Tenn. 


ValdOHta,  Oa  . 


Ver»iUe«,  Ky... 
Vickaburv,  Miss . 


Frisco;  Louisville  and  Nashville i 

Louisville  and  Nashville;  Mobile  and  Ohio 

Central  of  Georgia 

Mobile  and  Ohio , 

Atlantic  C<mst  Line;  S<».  Ga.  and  VV.  C 

Louisiana  and  Arkansas;  Louisville  and  Nash- 
ville. 

Atlantic  C/i>a.Ht  Line;  Louisville  and  Na.shville; 
Seaboard  Afr  Line \ 

Illinois  Central;  Mobile  and  Ohio 

Central  of   Georgia:    Nashville,  Chattanooga  : 
and  St.  Louis;  ^uthem. 

Yazoo  and  Mississippi  Valley 

Louisville  and  Naahville , 

Atlantic  Ccmst  Line;  Central  of  Georgia;  S.  and 
S.;  Seaboard  Air  Line;  Southern.  i 

Louisville  and  Na-shville;  Southern;  Western 
of  Alabama. 

Louisville  and  Na-^hville;  Northern  Alabama:  ■ 
Southern. 

LouLsville  and  Nashville • 

Louisville  and  Nashville  (1  mile  from  Junction 
City.  Ky.). 

Louisville  and  Nashville;  Southern;  Che.sa- 
petike  and  Ohio. 

Nashville,  Chattan(X>ga  and  St.  Louis:  Southern. 

Seaboard  Air  Line 

Louisville  and  Nashville 

Sout  hern i 

Illinois  Central;  Mobile  and  Ohio , 

Georgia 

Mobile  and  Ohio > 

Baltimore  and  Ohio  South  western:  Burlington: 
Chicago  and  Alton:  Chicago,  Peoria  and  St. 
Ix)uis;  Cleveland,  ("incinnati.  Chicago  and 
St.  Ix^uis;  Frisco:  Illinois  Central:  Louisville 
and  Nashville:  .Missouri.  Kansas  and  Texas: 
Missouri  Pacific:  Mobile  and  Ohio:  St.  Louis, 
Inm  Mountain  and  Southern:  St.  Louis. 
Kansas  Ciity  and  Colorado:  St.  Louis  and 
Southwestern:  Southern:  Toledo,  St.  Louis, 
and  Western;  Vandalia;  Waba.sh. 

Central  of  Georgia:  LfHiisville  and  Nashville.. 

B.  and  A.:  Louisville  and  Nushvill<':  .Southern  . 

Frisco:  Louisville  and  Nashville:  gueen  and 
(■re«trent:  Southern. 

Atlantaand  Birmingham:  Atlantic  Coast  Line  . 

Atlanta  and  Birmingham:  Atlantic  ('oa.st  Line; 
Georgia  Southern  and  Florida. 

Louisville  and  Nashville:  Queen  and  CrcK-cnt . 

Frisco;  Mobile  and  Ohio 

Mobile  and  Ohio:  Queen  and  Cres<cnt:  Tusca- 
loosa Belt. 

Ix>uisville  and  Nashville:  Southern 

Mobile  and  Ohio:  Nashville.  Chattanooga  and 
St.  Louis. 

Atlantic  Coast  Line;  Georgia  Southern  and 
Florida:  Val.;  Southern. 

Louisville  and  Atlanta;  Southern 

Queen   and  Crescent;   Yazoo  and  Mississippi  \ 
Valley. 


Pensacola  Bay; 

of  Mexico. 
Chattahoochee  River. 
Port   RoTal  Sound; 

Atlantic  Ocean. 


Oconee  River. 


Chattahoochee  River. 


Mississippi  River. 

Savannah  River;  At- 
lantic Ocean. 
Alabama  River. 

Tennessee  River. 


Tomblgbee  River. 
Oconee  River. 
Mifsslssippi  River. 


Tennessee  River. 


^\!«\^\VV^  'ft.Vi^t . 


840 


DIGEST   OF   HEABINGS   ON   RAILWAY   BATES. 


Statement  B. — List  of  common  aud  jiutdion  pohtta  on  and  nouth  of  tlie  Ohio  River  and 
on  and  ecut  of  the  Mimssippi  Hirer  l^tween  which  the  rnten  are  less  thttn  the  rates  to  and 
from  intermediate  local  stations — C'ontiiiiietl. 


Location. 


Name  of  point. 


KailroadM. 


River. 


Walton,  Ky 

Washington.  Ga 

Waycross,  Ga 

Wellington,  Ala 

West  Nashville,  Tenn 

Westpolnt.  M  iiw 

Wetumpka,  Ala 

Westpoint.Ga 

Wheeling,  Ala 

Whistler,  Ala 

Wilmington,  N.C 

Winchester.  Ky 

Winona,  Miss 

Woodlawn,  Ala 

Woodstock,  Ala 

Woodward,  Ala 

Worthvllle,  Ky 

Wyoth  City,  Ala.  (alw  called 
Guntersville.) 

Wylam.Ala 

Yazoo  City,  Miss 


Cincinnati,  New  Orleans  and  Texas  Pacific; 

Louisville  and  Nashville. 

Georgia 

Atlanta  and  Birmingham:  Atlantic  Coast  Line. 
Lrmisville  and  Nashville:  Seaboard  Air  Line... 
Xashvllle,  Chattanooga  and  St.  Louis;   Louiw-     Cumberland  River. 

ville  and  Nashville.  I 

Illinois  Central;  Mobile  and  Ohio;  Southern... 

Louisville  and  NiishWlle Coosa  River. 

Atlanta  and  West  Point:  Western,  of  Alabama:     Chattahooch    Riv  tr, 

Chattahoochee  Valley. 

Queen  and  Crescent;  Southern 

Mobile  and  Ohio 

Atlantic  Coast  Line:  Seaboarti  Air  Line .\tlantic  Ocean. 

Chesapeake  and  Ohio;  Lexington  and  Eastern; 

Louisville  and  Nashville. 

Illinois  Central;  Southern , 

Central  of  Georgia:  Southern;  Louisville  and 

Nashville. 
Birmingham  Southern;  Queen  and  Crescent ... 
Frisco:  Louisville  and  Nashville;  Queen  and 

Crescent;  Southern. 

Louisville  and  Nashville Kentucky  River. 

Nashville,  Chattanooga  and  St.  Louis Tennessee  River. 

Frisco;  Southern 

YaJEfX)  and  Mississippi  Valley Yazoo  River. 


September  29, 1905. 


Statement  C. — Shoivintj  changes  in  rates  on  classrs  I  to  t\  inclusive,  from  Cincinnati, 
OhiOf  Louisville,  Ky.,' Si.  Ix)uisj  Mo.,  New  Orleans,  Tji.^  to  Anniston,  Ala.,  during 
the  period  from  October  J,  1887,  to  October  /,  1905. 


FROM  CINCINNATI.  OHIO. 


Effective  dates. 


Per  hundred  pounds. 


Per 
bar 
rel. 


1.        ; 

..      107  ' 

2. 
92 

_3.     |_ 
81 

4.  ! 

5. 

6. 
46 

A. 

28 

B. 

C. 

D. 

27 
17 

E.    !    H.        F. 

Oct.  1,1887 

June  16  1888 

68 

56 

32 

31 
21 

48  :      58         U 

July  16, 1888 

1 ' 

! 

26    . 
32 

33  1 

Aug.  1,  1888 

1 

31 
26 

27  ' 1 54 

Aug.  1, 1889 

22 

1 

44 

Sept.  17, 1889 

Oct  16  1889 

.:  101 

107  ■ 

84 
92 

75 
81 

61 
68 

51 
56 

46 

28! 

45  L    •.... 

•  ::::i  i^  : 

Nov.  11,  1889 

31 
27 
•26 
29 
26 
19 
16 
26 

27 
23 
22 
25 
•22 
15 
12 
22 

M 

Mar.  2,  1891 ' i 

1 

46 

May  1,  1892 1  .. 

1    « 

44 

Sent.  6. 1892 



36  1 
S3 

H\ 

Do 

1     

44 

Mar  6  1894                                                1 

30 

Mar.  13,  1894 

... 

40 

Apr.  2,  1894 -  -  i 



1 

44 

June  9, 1894 

3H 

32 
92 

28  1 
81  : 

24 
68 

20 
56 

16 
46 

16 

•28 

1             ; 

Aug.  1,  I8W 

May  7,  189ft 

...      107 

.     ..  1 

1 

28  1 

......|..-...|...... 

June  1.1896 1 ' 

21 

17 

1        : 
.......... 

34 

June  12, 1896 '  i 

i 

83 

Sept,  16, 1895 1 

1 

26 

•  22  i::::::  ::;::: 

44 

Sept.  16,1896 

Nov.  1,  1896 

...!      94 
...      107 

89 
92 

69 
81 

53 

68 

43 

56 

41 
46 

26 
2g 

Oct.  1, 1897 

o37 
33 

a30 
'26 
23 
26 

a26 
22 
19 
22 

afC 

Feb.  10.  1898 

1 

1 

44 

Feb.  28.  1900 i | ' 

1 

3S 

Apr.  18. 1900 i            1 

1 

44 

Mar.  1.  !901 1 i 

i 

23 
33  : 

Apr.  22,  1901  . . 

1 •  ■ 

Feb.  1,  1906 . 

...,      98 

87 

1      ''■ 

63 

52 

'      41 
1 

May  1.  1905 

..........................._ 

'■■44 

Present  rates 

...       98 

87 

78 

63 

52 

1      •»! 

28 

33   ; 

20 

22  1      48  1      45 

a  L.  C.  L.  only. 


DIGEST   OF   HEABINQS   ON   RAILWAY  BATES. 
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Statkment  C. — Showing  changes  in  rates  on  classes  1  to  F,  inclnsivejrom  Cincinnati,  Ohio, 
lAmisvUle,  Ky.^St.  Ijouis,  Mo,y  Netv  Orleans,  La,,  to  Anniston,  Ala.,  efc— Continued. 

FROM  LOUISVILLE,  KY. 


KiTective  dates. 

1. 

108  1 
107 
107  , 

2. 

102  i 
92  " 
92  , 

3. 

88 
81 
81 

4. 

71 
68 
68 

Per  hundred  pounds. 

5.         6.         A.        B. 

59         47  1      32         33 

56         46         28  ,      32 
56         46         28  1      32 

C. 
31 
'"'21 

Per 
bar- 
rel. 

D. 

28 
27 
27 
17 

E. 

52 

48 
48 

H. 

F. 

Oct.  1,1887 

67 
53 
53 

56 

Aug.  20.  1887 

Jan.  1.1888 

54 

64 

Juno  16. 1888 

34 

July  16, 1888 

::::::i::::::  i::;;::::::::::::. 

26 
32 
33 

Aug.  1,  1888 

1 1 

31 
26 

27 
•22 

54 

\ufir  1   1889 

i      ' 

44 

Sopt.  17,1889 

i>et.  16. 1889 

ioi  1 

107 

84! 
92 

76 
81 

61 
68 

"51 
56 

45 
48 

1 



Nov.  11.1889 

31 
27 
•26 
29 
26 
19 
16 
26 

•27 
23 
22 
25 
22 
15 
12 
22 

54 

Mar.  2,  1891 

1" 

1 1 

46 

Muvl,1892 ' 

' 

42 

44 

Sept.  5,  1892 1 1 

o6 
S3 

50 

l)o '        .  '                      1 





44 

Mar.6,1894 , ' 

30 

Mar.  16  1X94 i                      ' 

24 

Apr.  2. 1894 -  -  - ' 1 ' 

44 

June  9.  1894 

38 
107  i 

32  1 

92  1 

28 
81 

24 
68 

20 
66 

16 
46 

16 

28 

Aug.  1.  1894 

May  7,189^ 

28 

June  1,  1895 i , i ; 1 

21 

17 

34 

June  12,  189ft ' i 1 1 , i 1 



33 

ssept.  16,  1896 ' 1 ' 

26 

22 

44 

Sept.  16.  1896 

Nov.  1,  1896 

i      94  i 
107  ! 

89l 
92 

1 

69 

81 

53 

68 

43 

56 

41 
46 

26 
28 

1 

0<*t.  1, 1897 

a  37 
33 

a30 
26 
23 
26 

o26 
22 
19 
•22 

afii 

Feb.10,1898 ■ '   ' i 

44 

Feb.  28, 1900 i                               .  '            ' . .     . 

St 

Apr.  18. 1900 '           '                      1                      1 

44 

Mar.  1.  1901 

23 
33 

Apr.  22. 1901 

1 

' 

Feb.  1.1906 

98 

1 

87  1 

78 

68 

52 

41 



i j 

May  1,1905 



1 

45 
45 

I*resent  rates  ... 

98  ' 

1 

87  . 

78         63         52 

J 1 

FROM  EAST  Sn 

41 

r.  Loc 

2H 
IS.  IL 

33 
L. 

26 

22 

48 

44 

(>et.l,18«7 

Oct.  12, 1887 

133 
135, 

122 
115 

106 
101 

83 

82 

69 

68 

55 

38 
.H5 

39 
40 

38 
28 

32 

32 
33 
32 
'27 

59 
■56 

66 
63 

66 
68 

June  16,1888 

48 

Aug.  1. 1888 I 



68 

June  16.1889 

i 

July  1.1889 

1 

Aug.  1,1889 



41 

33 

68 

Hept.17,1889 

Oct.  16, 1889 

129' 
135 

io- 
ns 

95 
101 

75 

82 

(53 
68 

53 
56 

Nov.  11,1889 

38 
34 
33 
36 
33 
26 
23 
33 

'■*28' 

32 

•28 
27 

•^ 

•20 
17 
•27 



22 

"27' 


68 

Mar.  2. 1891 



60 

May  1,1892 

1 

...... 



52 

58 

Sept.  5, 1892 

44 
41 

64 

|>o 

i 

68 

Mar.6,1894 

44 

Mar.  13. 1894 

1 

1 

38 

Apr.  2. 1894 





58 

June9,1894  

Aug.  1,1894 

Mav7.1896 

66  1 

55  1 
115  1 

48 
101 

38 

82 

32 
68 

.56 

3,5 

"32" 





June  1,1895 

1 

48 

June  14,1895 

41 

Sept.  16, 1895 

1 

58 

Sept.  16, 1896 

Nov.  1, 1896 

122 

135  j 

112    : 

115  i 

89 
101 



67 

82 

55 

68 

51 
,'i6 

3;^ 

35 

_ 

Oct.  1,1897 

45 
41 

37 
33 
30 
33 



31 
•27 
•24 
•27 


66 

Feb.  10, 1898 1 

68 

Feb.  2«.  1900 1 1 



...... 

62 

Apr.  18, 1900 ' 

58 

Mar.1,1901 1 

31 
41 

Apr.  22, 1901 



Feb.  1,1905 

1*26 

110  1 

98 

77 

CA 

51 

May  1,1905 

55 
'■55' 

May  15, 1905 

121 
121  1 

106  1 
106  1 

95 
95 

75 
75 

62 
62 

49 
49 

35 

""-ii* 

"■33* 

■'27' 

"m 

Present  rates 

58 

a 

L.  C.  L 

.only 

» 
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DIGEST   OF   HEABINOS   ON   RiOLWAT  BATES. 


Statement  C—Sfioioing  clutnyes  inraJtes  on  clawed  1  to  F,  inclusive,  from  CSncinnatif  OhiOy 
Louistille,  Ky,j  St,  TjouIsj  Mo.,  New  Orleans,  La.,  to  AnnisUm,  Ala.,  etc. — Continued. 

FROM   NEW  ORLEANS,  LA. 


Effective  date.**. 


Oct.  1,1887 99 

Oct.  20.  1887 103 

June  8. 1888 

June  9, 1888 

June— ,1888 

Aug.  1,1888 

Aug.  4, 1889 

Aug.  9, 1899 1 

Aug.  23, 1889 ! 

Dec.  2.  1889 ; 

Mar.  6, 1891 ' 

Sept.  30, 1892 

Junell,1894 i      37 

June27.1894 34 

Aug.  1,1894 103 

July  8,  1896 ' 

Sept.  22, 1896 

Sept.  16, 1896 90 

Oct.1,1896 103 

Oct.  1.1897 

Feb.  10, 1898 

Mar.  30, 1901 

Apr.  22,  1901 

Feb.  1.1906 1      94 

Apr.  29. 1906 i 

Prcpent  rates 94 


Per  hundred  pounds. 
B. 


65  1 

77  i 


57 
64  : 


5. 


46  , 
52  I 


6. 


A. 


40  : 

421 


25  I 
24  ; 


29| 


E. 


n  \ 


27 

231 


23, 
20  ! 
64  ! 


16  1 
62 


15 

12  I 


15 
12 
'•^4  i 


18  !. 
15  ;. 
13  I. 
^23  I. 
1«  '. 
23  . 
IH  ,. 
23  '. 

19  . 
18  .. 


48, 
44  I 


53 
49 


Per 
bar- 
rel. 


51 
46 
36 
SO 
26 
4t> 
36 


31 


24  ! 


8:^ 


65; 

77  I 


64 


39 
52  I 


37 
42  I 


22  . 
24  ' 


20    . 

15  j. 
20  ■. 


40 


59  ! 


a. 15 
31 

21  ; 

31 


«28  I 
24 


«24  ' 
•20 


a48 
40 


52 
52 


40 


«  L.  ('.  L.  only. 


Statement  showing  rhunyes  in  ratea  on  cluH}*eit  J  to  F,  inclusive,  from  Cincinnati,  OhiOy 
Ixmisinlle,  Ky.,  St.  Lou  it*,  Mo.,  Xew  Orleans^  Iai.,  to  Atlanta,  (ia.,  during  the  ]y*riod 
from  (Mofpei'^J,  1887,  to  Octohcr  I,  lifOo. 


FROM  GINCIXNATI.  OHIO. 


Effective  <lHtos. 


Per  hundred  pounds. 


Per 
!  bar- 
.  rel. 


C. 


I 


I 


2H| 


3li 


Oct.l,lS87 107         92         «1         fW 

June  16, 1888 i 

JulyI6,1888 i , 30    

Aug.1,1888 ' ,      3<;        31 

Sept.17,1889 j     101;      S4         7a         61         .'>!    • 

Oct.l6,lH89 107         92  I       M  tW         56    

Sept.l,lK91 ' '       35         28 

8ept.5,1892 : | '      38        31 

Do ' : ,       35         2» 

Mrtr.16.1894 i 21 

Mar.13,1894 ' ' ■ 18  : 

Apr.  2, 1894 ' '28 

Junc9,1894 3S         32         2M         21         20  i      16,       16    

AllK.1,1894 107,       92  I       M  6S         o<)         46  1       2?<    

May  7, 1895 1 ' :W    

Junel,lH95 23 

June  12, 1895 i VJy    

Sept.  16. 1895 1 28 

Sept.  16.  l«9fJ 1      HI         77        .'>9        4n        :?7         :V)        2:}        31    

Nov.  1 .  iKiKi 107         92         SI  (W         :>6         4(i         2H         :i.>    

Oct.l6.18«»7 ' ' "39 

Feh.l0.1H9S ' :i) 

Feb.  28. 1900 

Apr.18.1900 ' 

MHr.1.1901 2.)    

Apr.  22, 1901 ;15    

Feb.  1,1905 '      9M         S7         7S         iV3         52  I       41;       28         :W         2«i 

May  1.1906 1 ' | 

Present  rate-s j      9«        si        Ts        63        52        41        2s        33        26 


I). 


27 
17 


E. 


H. 


53 


hi 
34 


27 


24 
27 
24 
17 
14 
24 


45 

48  ' 


64 


41 
48 


.132 

a  28 

28 

24 

2.5 

21 

28 

24 

I 


•22 


48 


a  L.  C.  L.  only. 


41^ 
.54 

48 
34 

48 


46  : 

53 


a56 
48 
42 

48 


45 

48 

48 


mOEST  OF  HEAKIKOS  OS  BAILWAT  RATES. 
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Statement  showing  changes  in  rates  on  dosses  1  to  F,  inclusive^  from  Cincinnati,  Ohio,  Louis- 
cilU,  Ky.y  St.  LouiSy  Mo,,  New  Orleans,  La,,  to  Atlanta,  Ga,,  etc, — Continued. 


FROM  LOUISVILLE,  KY. 


Effcctlye  datei*. 

1. 

107  , 

i 

2. 

92 

4. 

Perl 

5. 

56i 

undred  pounds. 

C. 

31 
21 

27 
17 

48 

H. 
68 

Per 
bAr- 
rel. 

3. 

6. 
46 

A. 
28 

B.    1 
36 

F. 

Oi't.  1.1887 

81 

68 

64 

June  16,1888 

84 

JulvH>,1888 \ 

1 

30  , 
36 

Aug.  1.1888 1 i 1 

31 

27 



1 

54 

Sept.  17.1889 

Oct.lt),  1889 

101 
107 

84 
92 

76 

81 



61 
68 

51  1 

56; 

45 
48 

! 

Sept.  1,1891 

^  , 

38 

35 

28 
31 
28 
21 
18 
28 

24 
27 
24 
17 
14 
24 

...... 

48 

Si-pt.  5, 1892 

1 1 i 

64 

Do 

48 

M»r.  6. 1894 

.        .  ;    . ' 

34 

Mar.  13, 1894 

' 

28 

Apr.  2, 1894 

::::::  :::.::L:::::!:::::: 

:::..::::::: 

48 

June  9, 1894 

38  ' 
107 

82 
92 

28 
81 

24 
68 

20  1 
56 

iH 

16 
28 

Aug.  1,1894 

' 

M«v7.18»f> 

30i 



Juiit' 1.1895 

!!!.!!  ::::::i:..:.:i:.:.:: 

23 

19 

38 

June  12, 1895 

... 

351 

Sept.  16, 1896 

28 

24 

48 

Sept.  16, 1896 

Nov.  1.1896 

87  • 
107 
.i 

77 
92 

59 
81 

46 
68 

87  : 
56 

35 
46 

23 

28 

84  1 

36! 

a39  1 

35  ! 

41 

48 

46 
88 

48 

Oct.  16, 1897 

u32 
28 
•25 
28 



a28 
24 
21 
24 

a66 

Feb.  10, 1898 

48 

Feb.  2M,  1900 

1 

42 

Apr.  18, 1900 

:.::::!::::::i:::::: 

1 

48 

Mar.  1,1901 

1 1 , 

25  1 
36  ' 
33  1 

Apr.  22. 1901 

: J 

1 

Feb.l.l9a5 

98; 

87 

78 

63 

52 



41 

26 

22' 

46 
48 

48 

44 

Mav  1,1905 

Present  mtea 

98 

87 

78 

63 

52 

4. 

28 

33  ' 

1 

26 

22 

48 

44 

FROM  EAST  ST.  LOUIS,  ILL. 


Oct.  1.  1887 

Oct.  12.  1887 

June  16.  1888 

...'    132  1 
...i    135  1 

112  ' 
115  ! 

98 
101 

80 
82 

66 
68 

35; 

42 
44 

38 
2S 
H8 

ai 

32 

5» 
60 

63 

4M 

68 
4M 

Aug.  1.  18H8 , 1 

■  j^  ^^^ 



W 

J  une  16.  1889 ' i 

1 

Julv  1.  18H9 ' 

Sept.  17.  1889  .... 
Oct.  16.  1889 

..i     129  1 
...     135  1 
..  J 

107' 
115, 

95 
101 

75 
82 

63    . 

68    . 

1                           . 

5B 

1 

Sept.  1.  1891 

,, 1 

35 
38 
^^ 
28 
:£5 
i5 

29 
32 
29 
22 
Hi 
2$ 

02 

Sept.  5,  1892 : ' 

1 

m 

Do i ' 

1 

02 

Mar.  6.  1894 i 

......| 

49 

Mar.  13,  1894 , I 

42 

Apr.  2,  1894 ' 1 1 

m 

June  9,  1894 

...       66  ' 

...;    135  i 

.55 
115 

48 
101 

38 

82 

32 

68 

23  ' 
S5  1 

1 

Aug.  1.1894 

Mav  7.  1895 

34 

June  1.  1X9."> 1 

8U 

^ 

Ik2 

June  14. 1895 | 

4a 

Sept.  16.  1895  .   '  -  -- 

:iii 

39 

1 

6!2 

Sept.  16,  1896  .... 

Nov.  1,  1896 

Oi't.  16,  1»J97 

...1    109  1 
...^     1.35! 

100 
115  1 

79 
101 

59 
82 

49 
68 

45 

30  1 

4» 

4!f 
Aft 

35 

29 
29 

aTO 

Feb.  10.  1898 

v.y.'.'.'.'j. 

1 

fiS 

Feb.  -iH.  1900 

m 

Apr.  18.  1900 

...... 

1 

....... 

62 

Mar.  1.  1901 

1 

1 

33 
4:) 
•41 

Apr.  22.  1901 

Feb.  1.1905 

Mav  1.  1905 

!.'!  **i26" 

"iioj 

'98" 

...... 

"mY 

"51" 

-351 

33 

27 

56 

65 

58 

58 

May  15.  1905 

Prei*4»nt  rate« 

...      121 
. .      121 

106 
106 

95 
95 

75 
75 

62  1 
62  I 

49 
49 

1 

35  ! 

i 

41 

33 

"7 

56 

58 

58 

«  L.  ('.  L.  only. 
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DIGEST   OF    HEARINGS    ON   RAILWAY   RATES. 


SUUement  showing  changes  in  rat^s  on  classes  1  to  F^  iiwJusive,  from  CHndnruttit  Ohio,  Lonitt' 
viUe,  Ky.   St.  Louis,  Mo.,  New  Orleans,  Iju,  to  Atlanta,  Go.,  etc, — Continued. 

PROM  NEW  ORLEANS,  LA. 


Effective  dalex. 


Per  hundred  pounds. 


;  Per 
bar- 
rel. 


i 


A. 


B. 


99  ! 
108  i 


87 
88 


651 
77 


57 
64 


46 


I 


31 

28 
88 


27  i 

23 

19 

^^   1 

15 

24  i 

20 

16 

12  ' 

12 

77 

61 

52 

42 

21 

24 


31 


Oct.  1.1887 , 

Oct.  20,1887 

June  8,1888 

June— .1888 i i 

Aug.  1,1888 

Aug.  28,1891 

June  11,1894 37  ; 

June27.1894 34 

Ang.1,1894 103: 

July8,1895 ' I 

Sept.20,1895 ; ; 

Sept.16,1896 77  1      73         55         41         33         31         19         30 

<)Ct.l,1896 103         88         77         64   .     52         42         24         31 

Oct.  16.1897 ! I a35 

Feb.10.1898 i ! aSl 

Mar.30,1901 1 • 21 

Apr.22,1901 31 

Feb.  1,1906 94         83         74  ,      59         48         37    29 

Apr.29.19a5 I i 

Present  rat«s i      94        83        74        59        48  1      37        24        29 


C.    I    D. 


E.    '    H. 


31 

27  I 
22 
17  I 
27  I 
24 


27l 
23  i 
18  . 
13  I. 


48 
44 


13  1 
•20 


n-28 
n24 


a  24  i 
«20 


37 
44  1 


•22 


53 
49 


42 
49 


41 
44 
44 


54 
46 
36 
26 
46 
40 


a  48 
u40 


"  L.  C.  L.  only. 

Statement  showing  cJianges  in  rates  on  classes  1  to  F,  inclvnit'e,  from  Cincinnati,  Ohio, 
Louisville,  Ky.,  St.  Ixmis,  Mo.,  and  Xew  Orleans,  La.,  to  Birmingham,  Ala.,  duriufj 
tlie  period  from  October  1,  1887,  to  October  1,  1906. 

FROM  CINCINNATL  OHIO. 


Effective  dates. 


Oct.1,1887 

Jan.  1,1888 

Mar.  19, 1888  ... 
Apr.  16,1888.... 

Mayl,1888 

June  16, 1888.. 
July  16, 1888..., 
Aug.  1, 1888  . . . . 

Oct.1,1888 

Dec.  1,1888 

Oct.  16. 1889... 
Nov.  11, 1889  .. 
Nov.  1,1890  ..-. 
Sept.  5, 1892... 

Do 

Mar. 6, 1894  ... 
Mar.  13, 1894 


108       102  I 


88 


100  '      80 


102  ;      88 


Per  hundred  poinids. 
6.         A.    j 


1.         2.     j    3.  4.     I    5.         6.         A.    j    B  C.    '    D.         E.    I    H. 


.•V9  I 


47 


32 


32 


55 


41 


71         59  I 


26 
24 


28 
27 
24 
22 


52 : 


57 


48 
37 


89  , 


36 


27 
33 

31  : 

33 


16 
14 
24 
22 
26 


'22 
•20 
22 


36 

33  '■ 


30  i 
26  1 
'29  ' 
26  I 
19 
16  • 

Apr.'2,i894 I '      26  ■ 

June9,1894 j      48         42         38         32         27         '22         '20    ! 

Aug.1,1894 '      89         79         68  1      55  i      47         36         32    : ! 

May7.1895 ; I ! 28   

June  1,1895 1 1 1 21  I 

June  12,1895 ' I ! 1 33 

Sept.16,1895 ; 

Sept.16,1896 ■ 46    28    

47  I i      32...     .; 

....' a37 

, I      33! 


43 


22 
•25 
•22 

15 ; 

12 
22 


17  I. 


26  I 


•22 


Nov.  1,1896  . 
Oct.  1,1897.... 
Feb.10.1898... 
Feb.  28, 1900... 
Apr.  18, 1900... 
Mar.  1,1901  ... 
Apr.  2^2. 1901... 
Oct.  28, 1903... 
Mayl,19a5.... 
Present  rates . 


T 


•23 
83  ' 


aSO 
26 
'23 
26 


a26  1. 
22    . 

19  j. 
22  I. 


68  . 


55  ; 


36  , 


82  I      33 


26 


-1- 


22 


48 


Per 
bar- 
rel. 


56 

44 
40 


43 


24 
20 
40 
3S 
44 


52 
44 
50 
44 
80 
24 
44 


<i52 
41 
8'4 
44 


a  L,  C.  L.  only. 


DIGEST   OP   HEABINGS  ON   HAILWAY  BATES. 
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\ent  f*homiig  cfutnye^  in  rat^it  on  rlcui»efi  1  to  F.  injclxislve^  from  CirtcinntUi^  OhiOf 
TxmlBviUey  Ky.^  etc.,  to  Bimmighain^  Ala.,  etc. — Continued. 


FROM  LOUISVILLE.  KY. 


•live  dates. 

1 

98 

2. 
92 

3.     ' 
78 

4. 
63 

Perh 
52  1 

and  red  pounds. 

C.     ! 

~      1 

30 
i 

D.    1 

26  1 

25  1. 

•20  1 

'io'. 

"•Mi 

18    . 
20    . 
'20 

24  |. 
20    . 
•23  1. 
•20  ,. 
13    . 
10    . 
•20    . 

E.     ! 

48  1 

"44* 
44 

1. 

r 

H. 

53 

'44' 
33 

'33* 

Per 
bar- 
rel. 

6.     1 

A.    ; 
28 

B. 

31 

F. 

1887 

1888 

52 
49 

',1888 

,  1888 

•1 

90 

70 

58 

48! 

35, 

24  1 
22  1 

""i4"| 

12  ' 
22 
20 
24 

'^^  , 
28 
24  1 

24  1 
17  1 

24  ' 

40 
36 

1888 

tJ.  1888 

92 

78  1 

63 

52 

41 

26 

),1888 1 

1 

25 
31 
29 
31 
31 

16 

1888 

36 

1888 

' 

32 

1888 

1 

40 

,1888 

.1889  

.        79 

69 

^! 

47 

40 

30 

28 

40 

48 

1890 

] 

40 

,18/2 

34 
81 

46 

1 

40 

1894 

1 

1 

•26 

{.1894 1.    .    .. 

20 

1894 

1. 

40 

,1894 

.        38 
79 

32 
69 

28  ; 

58 

24 
47 

■20  1 
40 

16  ; 
so 

16 

28 

! 

l8tM 

I 

1895 

26 

1 

.1895 - -- 

19, 

ih  . 

1 

80 

2. 1895 

31 

1 

5, 1895 

1 

24 

•20  '. 

1 

40 

?,189t> 



39  '■ 
40 

1 

24 
28 

! 

1896 

1897 

1 

31 

«28  , 
24 
21  1 
24  ; 

"•24    . 
20    . 
17  i 
•20    . 

1 

d48 

1,1898 

! 

40 

,1900 

84 

•  1900 

1 

40 

1901 



1 

21 
31 



"36* 
39 

1901 

1 

,1903 

1905 

1 

i 

t  nitt*:* 

79 

69 

:.8  . 

47 

40 

80 

28  1 

31 

24 

20  1 

39 

40 

FROM  EAST  ST.  LOUIS.  ILL. 


1H87 1-23   112 

:.  1887 126   115  1 

188K '. 

i.  1S8X 113 

6.18S8 115  I 

5.  1888 '. 

,  lM8?s 1. 

1888 1- 

188?< 107    92  ' 

6,  188«» 

1889 

I.  1M89 

.  1890 

.  189-2 


95 

98 


75 
77 


62 
64  I 


49 
51 


34 

a5 


90 

98 


60 
64 


45 
51 


35 


61 


66 
107 


.  1H94 

*.  1894 

1894 

.  i>m  .... 
.  1894 

1H9.'> 

.1895 

4.  1895 

6.  1895 

6,  1896 

.  1896 

1897 

),  189H 

<.  1900 1 

i.  1900 

,  1901 

M901 

,  1903 

1906 

►.1905 102 

t  rateH 102 


48 

78 


:i8 

61 


32 


•26 ; 

40  i 


•23 
35 


51  1. 

52  . 


31 
35 


37  : 

39  '' 


33  I 
39 

37  I 
:I9  I 


42  I 
39 


<413 
39 


29 
:J9 


34 
37 


29 
21  I 
19 
•29  ' 
•27  i 
31  I 


30  1 

55 

61 

62 

31 

56 

63 

66 

30    . 

25  1 

52 

13 

50 

15    . 

34 
30 

25  ' 

50 

.1 


35 

31  I 
34  I 
31  i 
•24  1 
21 
31  ' 


2:^  . 

25  j 

•25,. 

■29  I. 

'25  . 

'2H  1. 

'25  I. 

18 :. 

15  . 

•25  '. 


J. 


:r. 


26  i 


•20 


•|- 


«35  I  «29 

31  I  '25 

28  '  '2ri   I 

31  -25  I 


h8 
88 


75  , 


59 
59 


50 
50 


38 


35 


*25>  47 


46  |. 
49  . 
46  ,. 

46  1 


46 
54 


62 
54 
60 
M 
40 
34 


44 


54 


54 

4a 

54 


54 


rt  L.  C.  L.  only. 
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DIGEST   OP   HEABINGS   ON   RAILWAY   RATES. 


StcUement  sfiomng  changes  in  rales  on  classes  1  to  F,  indusivet  from  CHncimiati,  Ohio, 
LouismUe,  Ky.,  etc.,  to  BirmingJtam,  Ala.,  ete.— Continued. 


Effective  rates. 


Oct.  1,1887 

Oct.  20, 1887... 
Nov.  7,1887... 
June  8.1888.... 
June  9,1888.... 
June— ,1888... 
Aug.  1,1888.... 
Dec.  27, 1888 . . 
Dec.  2, 1889... 
«ept.25.1890.. 
Nov.  6, 1890... 
Dec.  16, 1892  . . 
June  11,1894... 
June  27,1894... 
Aug.  1,1894.... 
July  8, 1896  . . . . 
Sept.  20,1896.. 
Apr.  10, 1896  . . 
Sept.  16, 1896.. 

Oct.  1, 1896 

Feb.  10, 1898. . . 
Mar.  30,1901.. 
Apr.  22, 1901... 
Oct.  28, 1903. . . 
Apr.  29, 1905... 
Present  rates. 


86  I      74 


94  I      88 


76  I 
37 
'34  , 
94 


79 


FROM  NEW  ORLEANS,  LA. 


Per  hundred  poundn. 


►.    .    A.   I  B.    : 

68  <      46  ,      88        38  I      26  I  28 

30  ' '  32    . 

74  I      69  :      48        37        24  I  27 


Per 
bar 
rel. 


28    : 

'26' 
15 
12 
10 
26 
20 
24  I 


D. 


E. 


46 


461 


11 

^  I 

6  I 

22 

16  I 

20  ! 


44  I 
40  , 


49] 
29 


64 
27  ' 
24  , 
74 


^  I 
23 
20 
69 


66 


47 
46 
47 


26 
16 
12 
37  , 


24  |. 

16  i. 

12  ,. 

24  1. 


20 


16  1 


36  : 


20  1 

24      «31 

....I  a27 
....'  17 
....;      27 


a  24  , 
a20 


a  20 
0  16 


•29' I. 


41 

22 
16 
12 
44 
32 
40 


•I- 


.,     «S2 


_    _    L    _. 

a  L.  C,  L.  only. 


27 


32 
35  ! 

361 


•Statement  shoving  chawjes  in  roien  on  classes  J  to  F,  indnsirejfrom  Cinrinnatiy  Ohio,  Ixfu- 
invillef  Ky.,  St.  Ijoxm^  Mo.,  New  Orleans^  Ixi..,  to  Chattanooga^  Tenn.,  dnring  the  lyerimi 
from  October  /,  JS87,  to  October  /,  1905. 


FROM  CINCINNATI,  OHIO. 


Effective  dati's. 


I     1. 


Per  hundred  i>ounds. 


D.        E. 


Per 
bar- 
rel. 


30 


Oct.1.1887 '      76         66  I      f»7         48  '      40         33         20         2(i  23 

June  16.  1888 ! ,  13 

July  16.  1888 1 1 ,      20  ' 

Aug.  1.1888 ' 26  23 

Mar.  16.  1889 

Sept.  17. 1889 72         60         .=V3         43 

Oct.  1. 1889 

Oct.  16,  1889 7<i         t-.'>         67         47 

Nov.  11,1889 ,  -25 

Nov   16.  1890 I  -23 

.^epl.  6.1892 I       -29  26 

Do 26  23  1 

Mar.  6.  1894 ' 16  ' 

Mar.  13.  18W ,  13  I 

Apr.  2.  1894 '  23  ' 


19  I 

^  I 


19 


36 
40* 


1- 


•22  .. 
19    . 


34 


88 
37 


Apr. 

June  9,  1894. 
Aug.  1.  1894.. 
May  7,  1896... 
Juno  1.  1896.. 
Jum'T2.  1896. 
Sept.  16.  189j">. 
Oct.  I.  18<»7... 
Feb.  10, 1898. . 
Feb.  -28.  1900  . 
Apr.  18.  1900 . 
Mar.  1.  1901.. 
Apr. -22.  1901  . 
Oct. '28,  1903.. 


27 


•23 


•20 
67 


17 
47 


14 

40 


11 
30  . 


U 
'20 


19  1. 


M- 


a:M) 
•26 


18 

2f; 


•'•27 
23  I 
'20 
•23 


19 
«-23 
19 
16 
19 


May  1.1905. 
Present  rate?* • .  I 


:^ 


•23  ; 


19        34 


89 


IS 


42 
8S 
44 
3» 
24 
18 
88 


38 

a46 

38 

32 


a  L.  ('.  L.  only. 
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ent  ahoning  changes  in  rates  on  classes  1  to  F,  indutiveyfrom  CSncinnaUif  Ohio,  Louis- 
?,  Ay.,  St.  I  Amis,  Mo.,  New  Orleans,  La.,  to  ChaUanooga,  Tenn.,  ete.— Cont'd. 

FROM  L0UI8VILLE,  KY. 


tivc  dates. 

1. 
76 

2.     ' 

6.5 

3. 
57 

4. 

48i 

Per  hundr 

"'b.~     6." 
40  1      83 

ed  pounds. 

c. 

19 

9 

E.    : 
34  1 

H. 

38 
87 

Per 
bar- 
rel. 

F. 

.887 

20 !    ae 
1 

23 
IS 

38 

i,1888 

18 

,1888 

......1     ... 

:   T  20 

1888 

i 

,      26 

n 

W 

"" 

88 

,  188U 

; 

._^ 

38 

.1889 

72 

"m\ 

53 

43| 

36 

1            1 

..,. 

32  , 

.889 

30 

1.  _.„ 

1889 

76 

65  i 

57 

47  j 

40 

...... 

34 

.  1889 

1 

10 
13 
23 

21 
19 
22 

\l 

1*9 

42 

,  1880 

::::;::;:::;i:::;;:i;:;::;-::;::; 

" "■ 

88 

1892 

:::.::i:...::'::::::  :::::::  29 

44 

i 1 ■      a6 

88 

1894. 

1           1 

24 

.  1894 

1 

18 

1894 

1 i           1            

88 

1894 

•27 
76 

23 
65 

20 
57 

47  1 

14         11 
40,      30 

11  , 

1894 

20 1:::::: 



1895 

•       21 

1895        .   . 

1                                  1 

18 

14 

^ 

28 

;.  1895 

j 



1 36 

1 

».  1895  . .          !     .       '                         . . .   .  , 

33 

a^»7 

L»3 

23 

19 
«23 
19 
16 
19 

88 

1897 1 ' 

1  ci3o 

a46 

.1898 ; 

::::::i:.::.:    an 

88 

.  1900 1 

82 

.  1900 1 1 

. 

88 

1901 ' 

::::::!:::::*  'is' 

,  1901 1 

' '     ao 

1903 ; -- -- 

1 

36 
39 
39 



1905 

:  ratcH 



76 

66 

57 

47 

40 

30 

20         *M 

2^ 

19 

»*» 

38 

FROM  E.\ST  ST.  LOUIS.  ILL. 


1S87 

1J<«7 

i,  18W 

..     101 
..      104 

85 

88 

74 
77 

60 
62  1 

50 

52 

41 
43 

26  1 
27 

32  1 
34  ; 

1 

27 
30 
20 

•23  : 
24  : 
14    . 

41 
42 

46  1 
48  1 

47  i 

48 
52 
3? 

1K88 

28 
34  1 

1888 

30 

24    . 

1 

**43  ;. 

52 

,  1K89 

1 

;,  1889 

25    . 
24    . 

18H9 

1 i 

■*46' ! 
"'42'  ! 

"46  ,! 
49,. 

49-, 

M889 

...      100 

H3 

73 

57 

48    . 

1889 

40    . 

:::::l 

::::::! 

'"3*y 

30 
33 

20 

:M) 

■*25" 

■"36" 

a34 

30 

27 

30 

■  26'  . 
24    . 
27    . 

n-. 

14    . 
24    . 

'i9'  ! 
...„.  . 

"28 

■  :it: 

24    . 

1H89 

104 

88 

77 

61 

52    . 

,  1H89 

56 

,,  1H90 

1 

5'» 

1892 

37' 

34  1 

58 

52 

1H94 

1 

38 

.  1894 

/ 1 

3-? 

1«94. 

1 

; 

5'» 

1»94 

1894 

1«96 

. . .       55 
...      104 

46 

88 

1?! 

.SI 
61 

26 

52  1 

21 

40, 

18  ; 

"'25'' 

1895 

i 

42 

,.  1K95 

1 

' 

Ml 

1. 1895 

' 

1" 

1 

ft? 

1897 

1 

I 

1 

a38  1 

34  1 

a60 

, iKtfH 

! 

1 

1 

ft? 

,  1900 

1. 

46 

1900 , 

1 

1 

ft? 

1901 

r 

1 

26 

,1901  

1 

1. 

1908 

1 

1 

1 

1905 

r 

.1905 

:  ntes 

99 
99 

H4 
84 

74 
74 

59 
59 

5(»  1 
50 

:iO  i. 

■•«! 

■■34*' 

"'•M)' 

24    * 

"42* 

'■.52 

a  U  C.  L.  only. 
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DIGEST   OF   HEABINOS   ON   RAILWAY   BATES. 


Statement  showing  chaugej<  in  rates  on  classes  1  to  Fy  inclusive ^  from  CincinncUif  OhiOf  Louis- 
viUcy  Ky.y  St.  Louis,  Mo.,  New  Orleans,  La.,  to  Chattanooga,  Tenn.,  etc, — Cont'd. 

FROM  NEW  ORLEANS,  LA. 


Bffeetive  dates. 

1.    1 

70  1 
94  ! 

2. 

.=» 

88 

a. 

40 

74 

4. 

Per  hundred  pounds. 

Per 
bar- 
rel. 

5. 

32 

48 

ti.    ;    A.    !    B.    1 

27        '27  !      27  1 
37        24  1 , 

C.     1 

28  . 
26  i 
16 

10 ; 

26 

D. 

'22  1 
....... 

•22  1 
1 

E. 

H. 

F. 

Oct.  1, 1887  . : 

32 
59 

40 
44 

40 

40 
49 
29 

da 

Nov.  7, 1887 

44 

June  8, 1888 

'22 

June  10, 1888 

12 

Aug.  1,1888 

44 

Sept.  25,1890 

1 

40 

JuJvl.  1892 

18' 

•••26-1 

15 

•20 

a24  1 

«-20 

June  11, 1894 

June  27.1894 

Aug.  1,  1894 

37  ; 

34  1 
103 

31 

•28 
88 

27 
24 
77 

2a 

19 
1« 
5^ 

15        15    

12         12    

42        24  ,      31 

•24" 

1 

"44' 

'49" 

io 

.Iulv8,  1895 

Sept.  '20, 1895 

i 

; 

Oct.  1,1897 

:::::y.::::: 

'   a  35 

a  28 
«24, 

a4M 

Feb.  10,  1898 

, a31 

"52' 
52 

a40 

Mar.  30, 1901 

21 

Apr.  22.  1901 

1 

,„ '      31 

Apr.  28.  1906 

Present  rates 

103  j 

88 

77 

64 

52 

ri        24  !      31 

•24  ' 

20 

1 

44 

40 

a  L.  C.  L.  only. 

Statement  showing  cJianges  in  rates  on  classes  I  to  F,  inchmve,  from  (Hncinnati,  Ohio, 
Louisiille,  Ky.,  St.  IjOiiis,  Mo.,  New  Orlexms,  La.,  to  Decatur,  Ala.,  during  the  period 
from  October  1,  1887,  to  October  1,  1905. 

FROM  CINCINNATI,  OHIO. 


Effective  dates. 


Per  hundred  pounds. 


Per 
bar- 
rel. 


Oct.  1,1887 

Apr.  16,  1888 

June  16, 1888 

;     1-    ' 

..       92 
90 

..1      H2  ■ 

-        *^1 
!!l""85'. 

2. 

80 

75  i 

73  ; 

81 
""12, 

3-     1 

72  1 
67  ' 

4. 

58 
53 

6. 

50 
44 

6.     1     A, 

46          MJ 

41  j     ;^^i 
39  !     ^J-J 
49  ,     -^•: 
45  1      :^> 
.36         -1^ 

B. 

44 
33 
29 
36 
35 
■24 

"27' 
•24 

c.  1 

"     37! 
•28| 

37  1 
34 

21  ' 

22  i 
25  1 
22  , 
16  1 
12 
•22  ' 

1 

D. 

30 

26  1 
•24 
30  1 

27  1 
19 

L 

E.    1 

4A 
36 
•29 

36  1 

H. 

49 
39 
44 
32 
84 

F. 

Dec.  1,1888 

June  16,  1889 

Nov.  11,  1889 

Junel,  1892 

69  1 

62 
.    60 

64 

51 
46 

74 
68 

43 

Sept.  5,  1892 ■ 1 , 

1 

22  1. 
19 

12    . 
t»    . 
19    . 

"36' 

"34' 

49 

Do ' 1 1 

4S 

Mar.  6,  1894 i 

'J9 

Mar.  13,  1894 ' 1           1 

•2S 

Apr.  2, 1894 1 



43 

June  9,  1894 

..       37  1 

..       85 

72  , 

30  , 
65 

25 

54  1 

21 
46 

17         \U 
36         iJS 

Aug.  1,  1894 

May  7, 1896 

1                        ' 

19 

...... 

""22' 
a26 
22 
19 
•22 
25 

......  . 

'"i9 ''. 
a23    . 
19    . 
16    . 
18 
21    . 

"88" 

1 

"37' 

Junel.  1895 \ 

A 

June  12, 1895 

•24 

Sept.  16, 1896 1 

43 

Oct.  1,  1897 1 , 

a '28 
'24 

<51 

Feb.  10,  1898 ' 

43 

Feb.  28.  1900 1 

37 

Mar.  10,  1900 

Apr.  18.  1900 

S9 

79 

08  , 

55 

47 

-' 

•28 

"  "'43 

.Inly  31, 1900 ....: 

^ 

Mar.  1,  1901 , - 

18 
•28 
28 

.\pr.  2*2.  1901 ....--                               .  ' . .     .    

Present  rates 

.:     89 

79 

68| 

55  ! 

47 

36         -7 

•25 

21 

38 

37 

42 

«  L.  C.  L.  only. 
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nt  »ho\mng  changes  in  rates  on  classes  1  to  F,  inclnsivej  from  Chmunatif  OhiOy  Louis- 
%  Kf/.f  St,  Lonisj  Mo.,  New  (MeaiiSy  La.,  to  Decatur^  Ala.y  etc. — Continued. 

FROM  LOUISVILLE,  KY. 


...  . 

— 

_  _  - 

_.  .  . 



_ 



Per  hundred  pounds. 

ive  date.**.  | 

'•  1 

2.  ! 

3-  1 

■»•  1 

5.  1 

6.  I 

A. 

B-  i 

c.   \ 

87 i 

82 

70  1 

62  1 

48 

40 

36 

3..I 

39 

32  1 

888 ; 

80 

65 : 

57 

45 

37 

85 

32 

31 

26  ' 

1888 

72  ' 

6:^  \. 

1 

33 

28 

27  1. 

«8 

89 

71  ! 

69  ' 

52  , 

44 

89 

32 

31  j 

32 

1889 

75  1 

62 

55  1 

46 

39 

30 

21 

22  1 

19  t 

892 i. 

20 

892 L 

1 

25 
22  ^ 

23 

1892 

1 

1 

20 

'm 

1 

1 

1 



13 

1894 

1 

10 

m 

1 

201 

894. 

ii94  ... 

J95. . . . 

895... 

1895.. 

1895.. 

97  ... . 

1898... 

1900... 

1900  .. 

1900... 

1900... 

NX)  ... 

1901... 

rates . 


I). 


43  i 
32  I 
25  I 
41 
32  ' 


23  i 

62  I 


20  I 
55  I 


17 
46 


14 


11 

:iO  ! 


11 

21 


10  I. 

7  . 
17  . 


22 


15 


12 


"26 
•22 


47  I   40 


30 


23 


26 


20  ,  17  I 
«24  t/21 
20  17  ■ 
17  I  14  i 
20  I  16  i 
2:^  ;  19  I 
I : 


34  I 


58  i 


47 


40    30  I 


23 


16  I 
26  I 
26 


23 


Per 
bar- 
rel. 

F. 


62 
48 


83  ; 


19  I   34    33 


45 
89 
25 
19 
39 


29 


89 

a  47 

89 


39 

38 


88 


FROM  EAST  ST.  LOUIS,  ILL. 


487 

1887 

8X8 

101  i   81    71    54  '   48  !   43    36    38  1   38    M^ 
104  ;   84    74  ,   56  I   60  ,   46    37    40  1   40    M 
no    »:{    K'-^  1  ti'2  ■       52  1   46    39    39  '   39    ;in 

48  53  1    72 
19    IW>    76 

49  19    78 

1H88 

1888 

108 

100 

117 
• 

88  .   77    59    49 

86    .  .   -  '   -. 

46    39  ,   39    33    n 

48  :   35    36  17 

49  •   39    39    39    30 

-to    55    62 

jta  4A  

888 

94    79 

66  1   66 

iS    49    78 

1889 

...  1   .  .    .'  '■ a! 

8S9 

:::::::::::::::::::::::!::::: 

30 

1889 

H90 

103  I   85    75 
106  '   73 

60    51 
54  ,   4'> 

40  ,   28    30 

26    22 

27 

26 

40    40    58 
^         60 

H90 

108 

'   75  1   60  '   61 

.  i 

40         53 

1892 

! 

27  

1892 

1 

33    30    25 
30    27    22 

40  69 

1892 

' 

' 

I 

1   53 

,«t94 

,     1 

.  ..1 

20    15 
27    22 



I   39 

894 

!    1 

1 

53 

IK94 

56    46    40 
103  1   85    76 

31  i   26 
60    51 

21  i   18 
40  1   28 

1894 

■ 

895 

21  

1 

1896 

: ' 1 

22    17 
a  XI   n  'Mi 

!   43 

1895 

30 

1895 

.... 

1 

5:t 

897 

1 

1 

:::;:i:::::" 

a34 

1  a61 

1898 

] 

30  1   27    22 

63 

1900 

1 

24    19 
27    21 
30    24 

, ' 47 

1900 

1900 

107    92    78 

61 

62 

30 

34 

42    48  

- :    53 

190O 

i 

1 62 

1901 

:        . 

i 

^i:::::: :::::: 

1901 

1        1 

1906 

102    88  1   75 
102    88  i   75 

1 

59 
69 

50 
60 

38  

rate« 

38    30 

34 

30    24 

42    43     52 

«L.  C.  L.  only. 
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DIGEST   OF   HEARINGS    ON   BAILWAY   RATES. 


Stalement  sfiowing  changes  in  rates  on  classes  1  to  F,  inclusive j  from  Cincinnati^  Ohio,  Loui?- 
vilUf  Ky.,  St.  Lous,  Mo.,  New  Orleans,  La.,  to  Decatur,  Ala.,  etc. — Continued. 

FROM  NEW  ORLEANS,  LA. 


Per 
bar- 


Effective  dates. 

6. 

42 

64 

48 

37  , 

15 

12  . 

34 

A. 

34 

42 
40 
27  '■ 
16  . 
12 

C. 

42 
34 

"274 
**24' 

34 
30 

20 
15 
20 

E. 

1 
H. 

rel. 

1     1.     ; 

104  ' 

106  ! 

1 

2. 
90 

83 
31 
28 
75 

3. 

78 
tf8 
74 
68 
27 
24 
62 

4. 

66 
63 
53 

* '  23' 

20 

48 

5. 

53 

58 

"44' 
19 
16 
« 

B.     '. 

41    ; 

44 

■'29i' 
1 

"*27i 

F. 

Oct.  1,1887.* 

45 
54 

51  ' 
38 

"35" 

54 



'"'46' 
"43' 

68 

June  18, 1889 

July  9, 1889 

62 

Aug.  14,1891 

June  11, 1894 

June  27,1894 

Aug.  1,1894 

1      95 
i      37 

1      34 

1      85  ■ 

51 
'46 

July  8, 1895 

Sept.  20,1896 1 i 

1 ' 

Feb.  16,1897 1 

50 



30 
a34 
30 
81 
21 
31 
31 

Oct.  1,1897 1 

a28 
24 

a24 
20 

■'37' 
"37" 

"46' 



46 

a48 

Feb.  10, 1898 J 



40 

Mar.  10,1900 

Mar.  80,1901 

!      89  1 

82 

65 



51 

42 

"24" 



"'20' 

Apr.  22,1901 J ' 

Present  rates 

89 

82 

65 

51 



42 

34 

24 

40 

"  L.  C.  L.  only. 

Statement  showing  changes  in  rates  on  classes  1  to  F,  incbinive,  from  (\ncintiali,  Ohio, 
Louisii/le,  Ky.,  St.  Ixmis,  Mo.,  and  Nnv  Chrleaus,  Im.,  to  Florence,  Ala.,  during  the 
period  from  October  J,  1887,  to  October  1,  1903. 

FROM  CINCINNATI,  OHIO. 


Effective  dates. 

Oct.1,1887 

Aug.  1, 1888 

1. 

1 

1     100 

'      82 

2.     1 
85! 

73  ; 

71  : 
67  ,. 

72  : 

3.     1 

"si 

62  ■ 

4.     i 

-'-y 

60  , 
58  ' 
49  , 

Per 

5. 

50 
44 
39 

hundre 

6. 

48' 

39 

37 

id  pou 

A.    i 

48  1 

32 

32 

28 

25 

nd.«<. 

B. 

■ 

t 
24 

C. 

43 
28 
25 

D. 

37 
24 
19 

H. 

55 
39 

Per 
bar- 
rel. 

F. 

W 

Dec.  16,188.S 

40 

Apr.  16, 1889 

8i  , 

j      85 

35 
34 

Nov.11,1889 

May  1,1891 

65, 

54, 

40 

36 




2i 


43 
S4 

Aug.1,1891 i 

::::::i::;:::i:::::: 

4S 

Junel.1892 ' 

22 
'25 

12 
22 

:::;! . 

Sept.5,1892 1 : ' 

27 
24 

22 

19 
12 
9 
19 

1 

49 

Sept.  5, 1892 !     .  .    1 

43 

Mar.6,18M ' 

29 

Mar.13,1894 , 

2S 

Apr.2,1894 

1 

43 

June  9, 1894 

37 

85 

33 
72 

30 
65  ; 

"1 

21 
46 

17 
36 

15 
25 

1 

Aug.1,1894 

May  7, 1895 

1 

' 

19 

...  .1 

Junel,1895 

17 

14 

1 

^ 

June  12, 1895 

1 

1. 

24 

.1 

«w 

Sept.  16, 1895 

1 

22 
a26 
22 
19 
22 
25 

19 
a28 
19 
16 
18 
21 

1 

43 

Oct.  1.1897 

I' 

a  28 
24 

1 

a  51 

Feb.  10, 1898 

1 

1 

43 

Feb.  28, 1900 

1 

37 

Mar.10,1900 

Apr.  18, 1900 

1      89 

79 

68  ' 

5ft| 

47 

36 

27 

28 

38| 

37 

43 

Julv  31  1900 '        -    -  -           1  - 

1 

42 

Mar.1,1901 

1 

18 
28 
28 



Apr.  22, 1901 

1 

...|.. ........... 

Present  nite^ 

1       89  . 

79 

68  1 

.5.5, 
"L 

47 

36 
.  only. 

27 

25 

21 

38i 

37 

42 

DIGEST   OF   HEABINOS   ON   RAILWAY  RATES. 
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sfiowing  cJianges  in  rates  on  cJasnes  1  to  Fj  indusimf  from  CincinncUiy  OhiOy  Jjouis- 
/.,  iSSf.  Louiit,  Afo.^  and  New  OrUam^  La.,  to  Florence,  Ala.,  etc. — Continued. 


FROM  LOUISVILLE,  KY. 


•  dates. 


Per  hundred  pounds. 


I    A.     i    B. 


C. 


Per 
bar- 
reL 


F. 


90 

75 
ft3 
«>1  ' 
57  . 
62 

65 

72 

57 

ij 

5*' 

9   . 

...   71 
...   75 

9 

56 

Ift. 


50 
45 
41 


40 
37 
32, 


38 
33 
31  ' 


46  I      39 


SO  • 


43 
27 
22 


38 
26 
23 


•21 
17 


45, 

tI5 


as 

■*2 


29 

112   i 


30 


4si  \ 


H 


T1»         AV  !      5M  I      47  '      4D 


,;      7*i 


^l      47 


40 


11  i 


2D 
17 
10 
7 

I      1- 


17 


?i 


22 


n ' 


30, 


'-S 


1&, 


1^ 


20 
17 
20 
2S 


IT 

i      17 
14 

I      16 
.      19 


19 


U 


50  I 
35 


31 
30 


76- 
4» 


m 


3ft 

IS 


147 


FROM  EAST  ST.  LOUIS,  ILL. 


i'.'.'.'.'.. 
< 

..   97  i 
..   100 
. .   116 

79 
82 

84  1 

.  .1 

69 
?2 
H3  , 
77 
72 

1 
50 

^^' 

69  , 
55 

44 
46 
52 
49 
44 

41 
43 
40 
48 
41 

34 
35 
38 
36 
37 

a5 

31 

1 

36  1 

381 

36 
38 

29 
80 
29 
27 
22 

44  1 
46  1 
48  1 
33  1 

49 
51 
48 
46 

88 
72 
71 

H8 

8 

..   100  I 

35  1 
30 

I 

33 
30 

62 
50 

18 

1 

^ 

...   99, 

1 



41 

89.. 

1 

23 
22 

•42 

1 

i , 1 1 1 .' ' 

89 

) 

..,  103  1 

..'  ia5  . 

85 

75 
73 
75 

60  ' 

54  1 
60  ! 

51 
42 
51 

40 

28 

26 
27 
26 

40  i 
32  . 
40  1. 

40 





63 
50 

) 

I 

.  1 

63 
44 

1. :::..,::':::::: ::::::;:::::: ::::::  :::::i::::::i:::::: :;:;:: :::::: 

1 

63 

r* 

, 

27 
30 
27 
20 
27 

2 

1 

. 



33 
80 

■26 
22 
16 
22 

59 

2 



53 

4 

j     ! 

39 

i 

1. 

' 

53 

4  ...  . 

55  1 
..1  103 

46 

85  ; 
1 

40 
75 

311 
60  ! 

26 
51 

2i 
40 

18 
28 

4 

5 

21 

1 

5 



22 

17 

48 

95  . 



30 

95 

1 

27 
031 
27 
24 
27 
30 

22 
a  26 
22 
19 
21 
24 

53 

a34 
30 

a  61 

98 ' ' ' 

... 

63 

GO..  .      .... 

47 

00 

00 

..]  107 

9-2 

78  1 

61  ' 

52 

30 

34 

4/ 

43 

63 

OO 1 

62 

11 , 

24 
31 

1 

01 -  -1 

j 

05.. 

...   102 

...1  102 

S8  '• 
88  1 

1 

75 
75 

59  , 
59 

50 
50 

38 
38 

1 

tes.... 

30 

34 

30 

24 

42, 

43 

. 

nL.  C.  L.  only 
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DIGEST   OF    HEARINGS   ON    RAlLrWAY   BATES. 


Statement  shmving  changes  in  rates  on  classes  1  to  F,  inclusire,  from  Chic.inuati,  Ohiuy  Ijtut*- 
rUkj  Ky.y  St,  Louis,  Mo.,  and  New  Orleans,  IjO.,  to  Florence,  Ala.,  <•/<•.  —Continuetl. 


Eflfectlve  dates. 


Oct.1.1887 108 

Dec.31,l»« 104 

July  R,  1889 ,    106 

Jnly  9,1889 

Aug.14,1891 85 

Jan. 1,1896 1 

Feb.  15, 1897 

Oi't.  1,1897 

Feb.10,1898 

Mar.10,1900 89 

Mar.30,1901 

Apr.22.1901 

Present  rates 89 


FROM  NEW  ORLEANS,  LA. 


Per  hundred  pounds. 


93 
90 

88 


78 
74 


(» 


53 

58 


41  I 


45; 
42 
54, 
48  ' 
34 


Am 


46  , 
34 
42 
40 

25 ; 

24 


B.    !    C. 


D. 


50 
41 
44 


42 


45 
34 
30 


27* 


65 
45 
54 
51 


85 


Per 
bar- 
rel. 


HA 
ti2 


82 


65 


42 


I 


24 


30 
a34 
30 
31 
21 
31 
31 


254 
24 

•22 
20    . 

1 

35 

43 

47 

40 

n28 
24 

ti24  '. 
20    . 

**37'  " 

'*46' 

a  is 

40 

1 

20         37 


46 


a  L.  C.  L.  only. 

Statsmetit  showing  changes  in  rales  on  classes  1  to  F,  inclv^ive,  front  Cincinnati,  Ohio, 
Louisville,  Ky.,St.  JjOuis,  Mo.,  and  New  Orleans,  fxi.,  to  GMlifden,  Ala.,  during  the  period 
from  October  J,  WS7,  to  October  I,  1905. 

FROM  CINCINNATI,  OHIO. 


Effective  dates. 

2. 

81 
77 
92 
69 

3. 

IW 
64 
78 
58 

4. 

55 
52 
03 
47 

Per  hundred  pounds. 

5.         6.         A.    ;    B. 

47         37         35         38 
44         33         31         34 
52         41         28  ,      31 
40         30 

C. 
31 

•  si 

30 
27 
•26 
'29 
26 
19 
16 
•26 

D.    i 

E.    ' 

H. 

I-er 
bar 

r«l. 

F. 

Feb  1,1889 

93 
K7 
9.H 
79 

26  1 
23 
20  , 

'  ■27't. 

25  \. 
23    . 
22    . 
25    . 
•22 
15    . 
12  1. 
•22,. 

53 
49 
44 
39 

*S9' 

47 
•33' 

5i> 

Apr.  16, 1889 

46 

Sept.  17, 1889 

Oct.  16, 1889 

40 

Nov.  11,1889 









M 

Nov.  16, 1890 

1 

1 

W 

Mar.  2, 1891 

46 

May  1,1892 

1 

. 

44 

Sept.  5, 1892 

1 

34 
31 

.'lO 

Sept.  15, 1892 

' 

1 

1 

44 

Mar.  6, 1894 

, 

30 

Mar.  13,1894 

•J4 

Apr.  2, 1894 J 

44 

June  9, 1894 

38 ; 

79 

32 
69 

28 
58 

24 
47 

20 
40 

16 
30 

16 

28 

Aug.  1,1894 

;          '           '          ! 

May  7, 1895 

26 

1 ' 

June  1.1895 

21 

17,. 

1 

34 

June  12, 1895 i 

31 

Sept  16, 1895 

1 

a30 
26 

22  1 
a26  '. 

•22  |. 

■•«| 



44 

Oct.  1,1897 ' 

j 

a35 
31 
33 

affi. 

Feb.10,1898 ' 

41 

Mky  1.1898 

Feb.  28, 1900  . 

107^ 

92 

81 

68 

.^ 

46 

1 

44 

•23 
•26 

19  I. 
22    . 

»> 

Apr.  18. 1900 ' 

44 

Mar.  1.1901 

23 
33 

Apr.  22, 1901 

1 '" 

Feb.l  1905 

98 

87 

78 

63 

52  1 

41 

1 

May  1,1905 

1 

i 

45 
45 

Present  rates 

9S  ' 

87 

78 

63 

52 

..  r.  L 

41  1 
only. 

28  1 

33 

26 

•^j 

48 

44 

DIGEST   OF  HEABINOS   ON   BAILWAY   BATEI^ 
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Statement  nhowhig  changes  in  rates  on  classes  1  to  F,  inclttsive,  from  Cincinnati,  Ohio,  Laid*- 
v'dle,  Ky.,  St.  Loxm,  Mo.,  and  New  Orleans,  La.,  to  Gadsden,  Ala.,  etc. — Cont'd. 

FROM  LOUISVILLE,  KY. 


Effective  dates. 

1.     ' 
98, 

2. 
9U 

3.    i 

7U| 

4. 
5B 

Per  hundred  pounds. 

B.     <    6.     1    A.    1    B.    j 
48  ^      35  !      28  i      31  1 

C. 
22 

"''•! 

E. 

Per 
bar- 
rel. 

H. 

44 
83 

F. 

Apr.  16,1888 

May  1, 1888 

1 

20 
1. 

44 

86 

May  16, 1888 

......1 , 

7«| 

68 

&2 

41 

1. 

Aug.  16.  1888 

1 

23 
22 
28 
31 
29 
24 
31 
30 
27 
26 
29 
26 
19 
16 
26 

1 

37 



Oct.  1,  1888 

; 

,.„,.! 

> 

1. 

1 

Dec.  1. 1888 

|....„ » 

"*'"*! 

1 

r 

'"'26'  " 
23  ' 

il. 

22' 
•25  1. 

22 ; 

15  ' 

12  ,. 

221 

58 
49 
39 

'47' 

■  "ss" 

:::::: 

a^ 

Feb.  1,1889 

Apr.  16,  18»9 

Sept.  17,  1889 

Nov.  11.  1889 

93-| 

89 
79  1 

81 
77 
69 

ti8  i 

gel 

5G 

52 
47 

Si 

40 ; 

37  , 

33 

80 

35  1 
31  , 
28  1 

38  ! 

55 

5i 

Nov.  16,  1890 

1 

r 

1 

i 

52 

Mar.  2,  1891 

::::::i:::::: 

'. 

4ft 

Mftv  1,  1892 

1 

' 

1 

44 

Sept.  5, 1892 

1 

1 

M  i 

31  1 

50 

Sept.  15. 1892 

1 

44 

Mar.  6,  1894 

1 

■ 

80 

Mar.  13, 1894 

1 : 1 

1 

1 

24 

Apr.  2.  1894 

. 



1 

44 

June  9. 1894 

'"'38'! 
79, 

32 
G9 

28  ! 

58, 

24 
47 

40 

16 

80 ; 

16  1. 
28,. 

1 

Aug.  1.  1894 

'26*'! 

"26* 

a30 

26 

! 

1 

.17 

1 

22  i 

a26  i 

22  1 

42 

May  7.  1895 

Juuel.  1895 

■ 

] 

34 

June  12, 1895 

....;.! 

1 

31  '. 

Sept.  16, 1895  . 

1 

i 

44 

Oct.  1.  1897 

1 

' 

a  35  ' 

31  ; 

33  • 
1 

a52 

Feb.  10.  1898 

I 

1 

44 

Mav  1 ,  1898 

..!"!.! 

92 

81  1 

68 

56, 

46  1 

28| 

Feb.  28. 1900 

23 
26 

i9  ' 

22  1 

1 

88 

Apr.  IM,  1900 

1          1 

1 

1 

, 

44 

Mar.  1.1901 ...     . 

.  ..    i  . 

1 

1 

23 : 

33 

Apr.  22.  1901 

1          !          1 

1 

1 
i 



Feb.  1.  1905 

98 

87 

78  1 

63 

m: 

41  1 

1 

Mav  1.  1905 

1 

' 

! 

45 
45 



Pre.Hent  rates 

98j 

87 

78  1 

63 

52  ' 

1 

41  ' 

28  1 

33  . 

26 

22! 

48 

« 

FROM  EAST  ST.  LOUIS,  ILL. 


Jan.1,1888 ,'    120       115 


98  ■' 
90 


77  . 
72  , 


35 


98  • 


77 


64 


51 


35 


88 
•84 


69 


43  ' 


42 

38  < 


46 
42 


78 


61 


52 


40 


35 


Apr.16,1888 ' '    113 

Mayl,1888 

Mayl«,1888 ! |    115 

Aug.16.1888 1 ; 

Dec.1,1888 ! I 

Feb.  1.1889 1     121  ;    I04 

Apr.16.1889 1    117  '    100 

June  16,1889 

Julvl,1889 1 ' 

Sept.  17. 1889 107  1      92  I 

Nov.11.1889 1 ' 

Nov.16,1890 I i 

Mar.2.1891 ' ' 

Mayl.1892 i ' 

8ept.6,I892 ' 

Sept. 15. 1892 i 1 ! 

Mar.6,1894 , ' • 

Mar.  13. 1894 | 1 _. 

Apr.2,18M I ' 1 33 

June9,1894 1      66        55        4**'      38        32        26  i      "23 

Aug.1,1894 1     107         92,      78  1      61,      52  i      40,      35    ' 

May7.1K95 1 ' 1 30  ; 

June  1. 1895 


51 
45 


42  ' 


56        63 


52  ! 


I  26.5  I 


52  I 


•I 


42 
39  ! 


25 
31 
28 
29 
28 
25 
32 
30 
2H 
27 
30 
27 
'20 
17 
27 


61  i 
57  '. 


39 


June  14, 1895 

Sept.  16. 1895 1.. 

Oct.  1,1897 ; I «i43 

Feb.10.1898 , ' ; ,      39 

Mayl,1898 135       llo       101,      82        68        56    41 

Feb.28.1900 ' 

Ai)r.l8,1900 1 , 

Marl, 1901 1 

Apr.  22. 1901 ' ! 

Feb.1,1906 1    126       110        98 

May  1.1905 ! 

May  15, 1906 i    121 

Present  rates i    121 


X^ 

27 

n'St 

"31 

,      33 

27 

•1- 


04 


51 


A)     '2\ 
X^     '27 


106 
106 


95 
95 


75  I 


62 
62 


49  , 
49 


41 


o  L  C.  L.  only. 


S.  Doc  244.  69-1- 


-23 


54 
43  , 
46 
47 


57  1 


I      47  I      43 


72 
50 


52 
69 
60 


54 
68 
66 
60 
58 
64 
58 
44 
88 
58 


48 


58 
a66 

58 


52 

58 


58 


354 


DIGEST   OP   HEABINGS   ON   RAILWAY  RATES. 


Staleinenl  tthowing  cJiangen  in  rates  on  flosses  1  to  F,  incltislvef  from  Cincinnati ^  Ohio,  Loui*- 
tille,  Ky.f  St.  Louisy  Mo.,  and  New  Orleans,  La.,  to  Gadsden,  Ala.,  etc^^nVd. 


FROM  NEW  ORLEANS,  LA. 


Effective  dates. 

1 

1. 

'    100 
'     104 

i      ^ 

2.     1 

86 
96  ! 

88  . 

3.     1 

62  ' 

80 ; 

74 

Per  hundred  pounds. 

E.    . 

1 

40 

H. 



56 
"29' 

Per 
bar- 
rel. 

4. 

49 
64 
59 

6.    ;    6. 

A. 

B. 

C. 

D, 

F. 

Oct.  1,1887 

Feb.  18, 1889 

Jan.  1.1890 

1 
40        40 
52         10 
48        37 

40 
27 

n  1 

4V 
St) 

44  ' 

»1  , 

27 

23 

22 
23 

80 
50 
44 

Feb.  14, 1890 

4u 

Feb.  28. 1890  .  . . 

!    '"^ 

i 

''\ 

64 

.v>  '      ia 

...... 

39 

44  ' 

44 

49 

Mar.  21, 1890 

1 

'    ■  1 

Mar.  6,  1891 1 i 

29  . 

19 
in 

3K 

May  25,  I8ai ' i          '         1 

"'**"* 

June  11, 1894 

34 
1    '^ 

31  ■' 
28 
88  i 

27' 
24  1 
77  1 

23         19         16 
20        16         12 
64        62         42 

15 
12 

, 

June  27, 1894 

::::;;:::--:  ::::::i:::::: 

Aug.  1,1894 

July  8, 1895 

St 

34 

20 
15 
20  ' 
»  24 
20 

40 

Sept.  20.1896 1 ! 1 1 

1 

Oct.1,1897 ' ' „ 

3L 
21 
il 

ti2S  ' 

24 

a48 

Feb.  10, 1898 ; ! 

40 

Mar.  30,  1901 ' ' 1 

Apr.  22. 1901 - ! 

Feb.  1. 1906 

94 

H3 

74 

69  ;      48  ,      ;^7 

Apr  29  1906. 

-ii- 

52 
52 

Present  rates 

M 

H3  ' 

74  ' 

59         48         37 

'  '24' 

« 

20 

44 

^ ! 

40 

<»  L.  C.  L.  only. 

Statement  shovnntj  changes  in  rates  on  classes  1  to  F  inclasive,  from  Cincinnati,  Ohio, 
Louist^ille,  Ky.,  St.  Louis,  Mo.,  Sev:  Orleans^  Jyt.,  to  KnojtiUf,  Tenn.,  tJnriny  the 
period  from  OctoUr  7,  1S87,  to  October  1,  1906. 


FROM  CINCINNATI.  OHIO. 


Effective  dates. 


Pur  hundred  pounds. 


Per 
bar- 
rel. 


A. 


76 


66 


I 
57  I      48 


j     B.    i    C. 


"  I  ■ 


40 ;    33 


20  i      26  I 


20 
26  , 


53  ;      43 


65  1 


36 

•io'i 


30 


•I- 


-I- 


Oct,  1,1887.. 
Jan.  1. 1888  . 
June  16,  1888 
July  16.  1888 
Aug.  1.1888. 
Mar.  16. 1K89 
Sept.  17.  1889 
Oct.  1,  1889.. 
Oct.  17,  1889. 
Nov.  11.1889 
Nov.  16.  1890 

Sept.  6,  1892 , ' 29 

Sept.  15.  1892 ; I      26 

Mar.  6,  1894 ! 1 

Mar.  13.  1«94 i 

Apr.  2.  1894. i 23 

June9.  1894 j      27        23,      2(i        17,      14        11         11    , 

Aug.  1.  IftW I      76  1      65!      57         47  |      40         30         20 

May  7,  1895 j ' 21  ! 

Juno  1.1895 i ' 

June  12,1895 ! I i 26 

Sept.  16.  1S95 !      23 

Oct.  1.  1897 1 a.so      «27 

Feb.  10.  189.S ; , 2(5        23 

Feb.  2H.  1900 ' I      20 

Apr.  18.1900 ! ! 23 


D. 


19 


E.    ;    H. 


23  I      19 


25  , 
23  . 

26  : 
23  i 
16 


34  i      88  , 


32 


34 


18 


14 


.1. 


\Iar.  1.  1901. 


•I- 


18 


19  ' 
a -23 

l»  , 

16 

19 


Apr.  22.  1901 26 

Oct.  28.  19M , 1 , , 

May  1.1903 ' 

Present  rate« I      TO        r.5        57  .      47        40        30        20        26 


37 


33 


36  : 


23 


19        34  I 


18 
"38 


44 

88 
24 
lt» 


28 


32 
38 


"L.  ('.  L.  only. 


DIGEST   OP   HBABINGS   ON    RAILWAY   BATES. 


355 


Statement  ghowlng  changes  in  rates  on  cla^s  1  to  F  indusive,  from  Clucinnntif  Ohio,  Louis- 
riUe,  Ki/.f  St,  Louis,  Mo.,  New  Orleans,  La.,  to  Knoxt^dle,  Tenn.,  etc. — Contioued. 


FROM  LOUISVILLE,  KY. 


Effective  (Itftes. 

1. 
76 

2. 
66 

3. 
57 

4.     ' 
48  ' 

Per  hundr 

5.         6. 
40        33 

edpou 
A. 

nds. 

B. 

26  1 

C. 

22 
'23 
13 

D. 
19 

£. 
34 

H. 

38 

Per 
bar- 
rel. 

F. 

Jan.  10, 1887 

Aug  20,  1887 

20 

88 

June  16, 1W<8 

1 

1 

87 

18 

July  16  1888 

1 

1 

20 
26  i 

Aug.  1.  1888 

1 i 

1 

23 

19 

38 

Mar  16.  1889  ... 

i 

33 

Sept.  17.  1889 

Oct.  1.  1889 

"•72'l 

60 

53 

43 
i. 

36 


1 

1 



32 

30 

i 

Oct.  16.  1888 

76  ■ 

65  • 

67 

«i 

40 



1 

34 

Nov.  11   1889 

i  1 

25 
23 
'26 
23 
16 
23 

21 
19 
•22 
19 
12 
19 

42 

Nov.  16,  1890 

1 

::::::l::::::  ::::: 

88 

Sept.  5,  1892 

; 

29 
26 



44 

Do 

^             .             ■             : 

88 

Mar  6  1894  . 

r 

)            1 

24 

Apr.  2.  1894 

'              1 

88 

June  9,  1894 

27 
76 

23 
65 

20 
57 

17 
47 

14 
40 

11  i  11 

Aug.  1.  1894 

May  7,  1895 

2i  ' 

1 

Junel.  1895 

!. 

' 

18 

14 

! 

28 

June  12.  li<95 

2<)  • 

1 

i 

Kept.  16. 1895 

1 

' 

•23 
a27 
23 
20 
23 

i9 
a23 
19 
16 
19 

88 

(X*t.  1.  1897 

1 

:::::i::::::, :::::: 

(i30  1 
26* 



046 

Feb.  10,  1«98 

1 

1 

38 

Feb.  28.  1900 

1 

r 

1 

';""1 

82 

Apr.  18.  1900 

1 

:::::i::::::'::::::  ::;:::' 

88 

Mar.  1.  1901 

i" 

..:.:!:..::.i : 

18, 
26  1 



i 

Apr.  22,  1901 

1 

...':::::::::::: 

Oct.  28,  1903 

1' 

:::::l::::::  :::::: 

86 

Mav  1,  1905 

....:: 1 : :  ...:. 

I^resent  rate? 

76 

65  1 

57 

47  1 

40 

30 

20 

26, 

23 

19 

34 

88 

FROM  EAST  ST.  LOUIS,  ILL. 


Oct.  1.  1887 

Oct.  12.  1887 

June  16, 1H88 

...!  101  i 

...|    104  ■ 

86 

88 

74 
77 

60  j 

62  1 

50  ■ 
62 

ill 
48, 

26 
27 

32 
34 

27 ; 

80  ; 
20 

'28 
24 
14 

41 
42 

48 
^^1 

48 
62 
82 

July  16.  1888 

••'i ' 





!!.'!!.'! 

28 
34 
38 

Aug.  1.  18H8 

30 
33  , 

24 

•28 

"47' 

48  1. 

"'"48" 

62 

Oct.  I.IWW 

Mar.  16.  18»9 

..,   iw 

98 

82 



65' 

1 

65 

46  : 

29 

58 

June  16. 1*<89 ' ' 

•29 
28 
•28 

" ' '45' 

Julv  1.  1H89 1 

Sept.  17, 18X9 

Oct.  1.  1889 

...,   no 

93 

78 

60' 

! 

51 

|. 

29 

38 

33, 

58 

Oct.  17.  18«9 

:::'"ii4" 

98 

82 



64  ! 

56 

47 

|. 

Nov.  11,  1889 



:J5  ' 

33  ' 
36  ' 
33 

30 

'2JS 
31 
•2« 
27 

•Zh) 

27 

62 

Nov.  16,  1890 ' ' ' ' 

68 

Sept.  5. 1892 

41 
38 

1 

64 

Do 

68 

Feb.  1.  1894 



1 

Mar.  6.  1«94 -      : - 1 - - 

•26 
33 

44 

Apr.  2.  1894 

.> 

58 

June  9,  1894 

...       65  1 
...      114 

55 
98 

45 
82 

«4| 

29 
55  ; 

•28  1 

•20 
'29 

Aug.  1.1894 

May  7,  1H95 

, 

29 

' 

June  1, 1>«»5 i 

1' 

'2S 

•>•) 

48 

June  14. 1895 1 

38 

1. 

Sept.  16. 1895 

33 
"37  , 
33 
30 
33 

68 

Oct.  1,  1897 1 

1 

a  42 
38 

1 

a66 

Feb.  10.  1«98 ' 

i 

58 

Feb. '28,  1900 

i 

' 

62 

Apr.  IX.  1900 

::::::::::;::::::::::;:::;::: 

1 

58 

3iar.  1,  1901 

] 

' 

30 

38 

Apr.  22,  1901 ' 

1 

1 

Oct. '28,  1903 

*  i 

1 1 

51  ,. 

55  ;. 

1. 

May  1. 19as 

:::::::::::::::::::::::::::::: 

May  15.  1906 

Present  rates.... 

...      109 
..      109 

94 
94 

82 

82 

67 

67 

1 

56  , 
56 

1 

42    . 
42 

1 

::::::  ::::::i:::::: 

•29 

1 

38 

33  ' 

27 

47 

55! 
i 

58 

aL.  ('.  L.  only. 
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DIGEST   OF    HEARINGS   ON   BAILWAY   RATES. 


StatemetU  sfioiritig rhamjes  in  rvUes ondas^es  1  to  F^-inclu^ive^  from  Cincinnati,  Ohio,  Ix>v\»- 
^nlUyKij.y  St.  ZroitiX  }fo.,  Neiv  Orlenns^  La.^  to  Kno.rrille,  Tenn.^  etc. — Continued. 


FROM  NEW  ORLEANS,  LA. 


Effective  date;). 


Per  hundred  pounds 


Per 
i  bar- 

■'  rel. 


A.    I    B. 


I 


374 


32 


Oct.  1,1887 100        81         t»3  I      51 

Dec.28.1887 '    124,    111        97         78 

Oct.  1,1888 1 114  I I I 

Aug.  9, 1889 i , ' I 1      28  | 


48 
64  ] 


41 
51 


I 
35  I 
32    . 


37 
35  , 


^1 
58  I 
54  I 


55 
64  i 
44 


75 
59 


<3ct.  28.  1890 1  1-25  I 

Mar.  10, 1893 |  99 

June  11, 1894 42  , 

June  27, 1894 39 

Aug.  1,  1894 i  108 


114  . 


33 


49 
42 
20 
17 
47 


29 
20 
17  i 
29  . 


38 
32  , 


31 


31 
23 


36 


29  ,      '25 


79  I      64         53 

32  .      28  I      24 

29  I      25         21 
„     .  S2  '      69         57  .       .     , 

July  8.  1895 ', i ! 20 

Sept.  20.  1895 ! ' 25 

Oct.1,1897 ' ; ,    «40  I   «33      a29 

Feb.  10,  1898 ; ' i !      36         29         25 

Mar.  30,  1901 ! , [ 28  , 

Apr.  22,  1901 ■ i I     36  ! 

Apr.  29,  1905 : i i • ' 

Presentrates 108        93        K2  ;      69        57'      47'      29,      36  |      29        25 


"ih'l 


53 

45  ! 


61 
49 


49 


50 


l::::::l-5fi 


I 


49 


"  L.  C.  L.  only. 


Statement  showiwj  chaiiqe^^  In  rates  on  claMes  1  to  f,  Itir/nsive,  from  Ciucitmati,  Ohio, 
Louisville^  Ky.j  St.  Lonis^  J/o.,  New  Orleavfi,  La.,  to  Macon^  ^7</.,  during  the  period 
from  Ocloher  i,  ISS7,  to  October  /,  1905. 


FROM  CINCrNNATI,  OHIO. 


Effective  date!*. 


!     1. 


107 


92        81 


I 


84  I 
92  ' 


HI 


Per  hundred  pounds. 

4.    1     5.    ,     6.        A.        B. 


Per 
bar 

rel. 


68 


I      56  I      46 


28  ■ 


38 


61  I 

68 


51 
.56  , 


32 

38 


33  I 
23 


29 
19 


E. 


50  i 


33  I      29 


-I- 


29, 
33  I 
29 
30| 
23  1 
20  I 


25 

29 

•25 

26 

19  ! 

16 

26 


47 

50 


Oct.  1,1887 

June  16, 1888 

July  16, 1888 ! 

Aug.  1.1888 

Sept.17,1889 ■     101 

Oct.  16,1889 1     107 

Sept.  1,1891 

Sept.  5, 1892 

Do 

June  1,1893 

Mar.  6, 1894 

Mar.  13, 1894 

Apr.2.1894 ! 30 

June9,1894 :W  l      32         28         24         20         16         16    1 

Aug.1,1894 1     107         92!      81         68         56         46         28    ' 

May7,1895 : ■ ; 32  i 

Junel,1895 ' I , [ 25 

June  12,1895 , 37    

8ept.l6,1895 1 ' ; , !      30 

8ept.l6,lK96 911      85;      67         51         42         40,      25         37  1 

Nov.1,1896 ;     107  ;      92  I      81  I      6M  I      56         46  .      28    | " I      50  , 

Oct.16.1897 i ' I «41  I    a34  I   «30l ! 

Feb.l0.l898 1 ! t 1 37  1      30  !      26! ' 

Feb.28,1900 : , I ' ' ' 1 1      '27  1      23; i 

Apr.18,1900 1 , I ' I      30  |      26    , 

Mar.1.1901 1 27  I ! ' 

Apr.22.1901 i ' 37 i I , 

Feb.l,19a5 103  I      90,      81         65  1      M         43         2S         35  i      28!      24  | ' 

May  1,1905 ' | I ! ' i 

Present  rate.s :     \m  \      90        Ml         65,      54         13        28        35,      28  I      24        50 


21  !. 


\l:^j 


a  L.  ('.  L.  onlv. 


47 
50 
50 


50 
58 
50 
52 
38 
32 
52 


52  1. 
55   . 


a$0 
52 
46 


DIGEST   OF   HEABINGS   ON   BAILWAY  RATES. 


357 


StatemerU  showing  changes  in  rates  on  classes  1  to  F,  indusm,from  Cincinnati^  Ohio,  Louis- 
vHUjKy.,  &.  Louis  J  Mo.,  New  Orleans,  Im.,  to  Mcu^on,  Oa.,  etc. — Continued. 


FROM  LOUISVILLE,  KY. 


EffeetivG  dates. 

Fer  hnndr 

Ejdpoui 

A.    '• 

1 

ndfl. 
B.    ' 

c.  1 

1 

SI 

23 

""•'i 

E. 

Per 
bar- 
rel. 

L 

a. 

3. 

4.  ; 

S.        6. 

H. 

F. 

Oct.  1,1887 

m 

92 

81 

1 

68 

b6  ,      46 

28| 

38  ' 

1 
29  1 

19 

60 

56 

68 

June  16,  18«^ 

88 

July  16. 1888  ... . 

1 

82  ; 

38 

Aug.  1,  188a 

""""■| 

, 

33  ' 

29  : 

58 

Sept.  17.  18S9 

Oct.  16. 18S3 

101 
107 

M 

76 
SI 

fil 

€8 ; 

bl        46 
^    

1 

47 
50 

i 

i*«-pt.  1,  1891 

36  ; 
40  ! 
36 
87  1 

29 

38! 

29 

30  1 

23  ; 

20 

30 

25  : 

29  1 
.  26  1 

26  1 
19  1 
16 
26  1 

60 

Sept.  5,  18fti 

^  J     . 

68 

Do 

"[i.j:;,::::::::: 

m 

June  1.  1898......... 

62 

Mar.  6.  1891 

1      1 

38 

Mar.  13, 18lM 

1 

32 

Apr.  2,  1894..,......L..     J     .-   . 

..... .1, 

68 

June  9,  1894, *. 

38 
Itfr 

32 

n 

28 
*1 

*I4 

'20        16 
^        46 

16  . 
28 

Aug.  1.18*1. 

May  7  1895 

"'»2  ■ 

"'25'j 

"ii  : 

June  1. 189fi^i!'!!!!]L"]" 

':■ 

* 

... 

42 

June  12.  189& ...  J 

1 

37 

Sept.  16,  WJb.. 1 

30 

26 

46 

fiO 

50 

Bffl" 
66 

tc 

Sept.  16. 18-A^ 

Nov.  1   1896 ..... 

91 
107 

81 

...... 

42        40 
%         46 

i 

26  j 
28  1 

! 

a  41  , 

37  1 

034'; 
30 

27  1 
30 

036' 
26 

Oct.  16,  1897.,, .. 

d60 

Feb.  10, 1898 ,„ 

1 

1 

i 

62 

Feb.  2K.  1900 ... 

.,^„  J i<.„,.l 

48 

Apr.  18,  19tM) .„. 

i 

i 

1 

62 

Mar.  1,  1901  „„„„.! , 

1 \,, 1 

1 

27| 
37 

Apr.  22,  1901 

Feb.  1.1905 

May  1,  1905 

IDS 

90 

81 

G^  ' 

54  1      43 

28' 

28  . 

24 

47 
60 

48 

Present  rates , 

•"'- 

fW 

81 

&5, 

^ ;    43 

28 

.  - 1 

28  , 

'-i-*  . 

48 

FROM  EAST  ST.  LOUIS.  ILL 


Oct.  1,1887 

132 

135 



112 
115 

1 
98 
101 

80 
82 

66 
68 

54 
56 

34 
35 

44  , 

46 

38 
40 

"46' 

1 

33  1 

24  ,. 

1 

"34  ; 

85    . 

34  . 

67 

58 

63 
65 

::::::i. 

68 

Oct.  12.1887 

72 

June  16, 1888 

62 

July  16,  1H88 

1 ^ 

40 
46 

Aug.  1, 1888 

% 

72 

June  16. 1889 

July  1   1889 . . 

1 

Sept.  17,1889 

Oct.  16.1889 

129 
135 

107 
115 

95, 
101 

75 

82 

63 
68 

56 

56j 

58 

Sept.  1, 1891 

44 

48  1 
44  ! 
45 

36  1 
40 

36  , 

37  ' 
30 
27  ' 
37   ; 

30    . 
34    . 

30  1. 

31  1. 
24  1. 
21  1. 
31    . 

64 

Sept.  5, 1892 

• 

72. 

Do 

i 

1 

j 

64 

June  1,1893 

1 1 

68 

Mar.  6.  1894 

62 

Mar.  13  1894 

1            1 

::::::i. 

48 

Apr.  2, 1894 

68 

June  9. 1894 

66 
185 

55 
115 

4H, 
101 

38 

82 

32 
68 

26 
56 

23 
35 

Aug.  1.1894 

May  7,  1895 

36 

1 

June  1,1895 

1            i            ' 

32 

26  !. 

1 

66 

June  14  1895 

45 

I. 

Sept.  16, 1896 

37 

31  ; 

1 

68 

Sept.  16,1896 

Nov.  1.  1896 

ii9 

135 

108 
115 

87 
101  1 

65 
82 

54 
68 

50 
56 

.32 
35 

1 

64 
58 

62  1. 

66  1. 

1 

Oct.  16. 1897 

a  49  1 
46  : 

a41  ; 
37 
34 
37 

«i35 ;. 

31  !. 
28  i. 
31  1. 

a  74 

Feb.  10, 1898 

::::::;:::.. ::::::!:;:;:. 

::::::! 

68 

Feb.  28,  1900 

...       1       . 

80 

Apr.  18,  1900 

! 1 

68 

Mar.  1   1901 

45 
43 

Apr.  22,  1901 



••  — ,• 

"29';! 

1' 

60  1. 

;. 

so; 

Feb.  1,  1906 

May  1, 1905 

131 

113 

101  ' 

79 

66 

53  1 

62 

May  15. 1905 

Present  rates 

126 
126 

109 
109 

981 

98  [ 

77 
77 

64 
64 

5i 

51 

•iv 

"43*; 

"iV  " 

i 

'*58' 

"82 

«  L.  C.  L.  only. 


858 


DIGEST   OF   HEARINGS   ON   RAILWAY   RATES. 


StntemerU  ahounna  changes  in  rates  on  classes  1  to  F,  incUisive,  from  Cincinnati ^  Ohio,  Lcmis- 

viVe,  Ky.j  St.  Ijonii^y  Mo,,  New  Orleans,  1/x.,  to  Macon,  Ga.,  etc. — Continued. 

FROM  NEW  ORLEANS,  LA. 


Effective  dates. 

' 

Per  hundred  poundn. 

Per 
bar- 
rel. 

i    1. 

! 

2.    ! 

88 ; 

8.     1 

77, 

4. 

64! 

5.        6. 

^  1      42 

A.    1    B. 

C. 

D. 

26 
20 
17 
15 
25 
21 
22 

E.        H. 
46         51 

F. 

Oct.  20, 1887 

24        84 

29 
24 
21 
19 
29 
26 
26 

50 

Jane  8.  1888 

40 

Jane  9. 1888. .. .         1.         '          1 j 

31 

Jane— ,1888 i ■ i i ' • 

..i 

30 

Aug.  1,1888 1 1 ' 

.■iO 

Aug.  28, 1891 1 i 

32 

42 

Jaly  81, 1898 . .    .                1                     i 

1      83 

44 

June  1.1894 

37 

1     **  i 

!    108  1 

81 
28  • 

88    : 

27 
24 
77 

23  , 

20  ! 
64 

19        15 
16        12 
52        42 

15    

June  27. 1894. 

12    

1 

Aug.  1,1894 

July  8. 1896  . . 

24  ' 

17 

22 

o26 

22 

Sept.  20, 1895 ■ 1 

1 

1 

Oct.  16  1897  .       .                  ;                                       

a37 

a80 
26 



a  hi 

Ffeb.10,1898 ' 1 1 

88 

44 

Kar.a0.1901 : 1 ' 

1      28 

Aor  22  1901                i 

33 

Feb.  1.1905 

Apr.  29. 1905 

w 

86 

61, 

50  ,      39 

;      31 

24 

20 

43 

46 

40 

Present  rates 

W 

86 

77 

61 

nO        39 

24        31 

24 

20 

46         46 

40 

a  L.  C.  L.  only. 

Statement  showing  chongen  in  rates  on  classes  I  to  F,  inchmve,  from  Cincinnati,  Ohio, 
Louisvillf,  A"*/.,  East  St.  Imiis,  III.,  to  Memphis,  Tenn.,  during  the  period  from  Octo- 
ber 1,  1887,  fo  October  1,  1905. 

FROM  CINCINNATI.  OHIO. 


Effectivo  datt'Si. 


Per  hundred  pounds. 


■-':.  i 

. . ;       7.>  , 

2. 
60 

3. 

55 

4.     1 
40 

5. 
35 

6. 
30 

A. 
20 

B. 

"    I- 
20| 

D. 

17 

E. 

H.    , 

Oct.], 1887 

Jan.l.l88S 

1* 

24 

30 

20  1 

Dec.  1, 1888 1 

1 

i""  " 

1 

Aug.  31,  1897 --                        1        -. 

1 

49 

Present  rates 

..'       75  ; 

60 

55 

40| 

35  i 

30 

20 

19 

20  ; 

17 

24 

49  , 

I  Per 

bar- 

I  rel. 


3.=> 
'40 


Oct.  1,1887 

^-,1 

"  50'! 

FROM 

45  1      35 

LOUIS 

!      3^ 

VILLK. 
25 

KY. 

15 

15 

15  1 

12 1 

20 

?5 

Mar.  5, 1888.'.. 

15 

Dec.  1. 1888 

1 

1 

Aug.  81.  1897 

1 ; 

1 

42 

♦>5  ; 

50 

45 

;« 

30 

25 

15 

15 

15  , 

12 

20 

42 

30 


.■       47  1 
.1      (w» 

37 
50 

FROM  EA«T  .ST. 

LOL'IS,  ILL. 

Oct.  1.1887 

Oct.  12, 1887 

3->  1      28  1      23  1 
45         a=>         30 

1 

20  1      12 
25         15 

14  1 

15  ! 

14 
15 

12 
12 

19 
20 

20 
25 

Mar.  5,  1888 

15 

Dec  1   1888                            '            '                       '            1           ! 

Auir.  31.  1897 '                                                                   1 

4-?' 

Prewnt  rates 

..       tiT) 

50 

45  1      35  1      30  1 

•25         15 

15, 

15 

12 

26 

42 

24 

2?» 

'36 


30 


Statement  shotriut;  changes^  iu  mt*'K  on  classefi  1  to  F,  inclusive,  from  Cincinnati,  ()hio, 
Louisnlle,  A'v-,  intd  <SY.  fjyuis.  Mo.,  to  Mobih\  Ala.,  durimf  the  period  from  October  1. 
1887,  to  October  /,  1906. 

FROM  CINCINNATI.  OHIO. 


Kffeclivc  date.**. 

1. 

1     UK)  i 

2.     ' 

H5  ' 

3. 
75 

4. 

56  ' 

Per  hundred  pounds. 

5.     i    (».         A.        B. 
46  ■      41         '.iO        29  ' 

c.  "i" 

29  1 

H. 

Per 
bar- 
rel. 

D. 
24 

E. 
38 

F. 

Oct.  1.1887 

Jan.  1,  1888 

40 

53 

Apr.  16.  1888 

Dec.  1,  1888 

98 

83  1 

73 

54  1 

44  1 

39  1 

28 

27 

27| 

22 

81 

44 
49 

Aug.  31.1897 ! ' ; 1 , 1 1 1 

61 
61 

Present  rates 

:     «*| 

88| 

78, 

54  1 

44  j 

89| 

28  : 

27  1 

27  1 

« 

81 

if 

DIGEST   OK   HEARINGS   ON   RAILWAY  BATES. 
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Statement  i*homng  changes  in  rales  on  classes  ItoF,  inclusive,  from  Cincinnati^  Ohio,  Louis- 
ville^  Ky.j  and  St,  Louis,  Mo.,  to  Mobile,  Ala,,  etc, — Continued. 

FROM  LOUISVILLE.  KY. 


Effective  dates. 


October  1. 1887. 

Mar.  5.  1888 

Apr.  16.  1888 ... 
Dw.  1.  1888 . 


Per  hundred  pounds. 


Per 
bar- 
rel. 


1.  2. 

__  I 

92  77 

90  ,  75 


Aug.  31,  1897.. 
Present  rate.* . 


90  : 


75 


3.  I 

67  I 
65  I 


65 


50 


6.  I  A. 


42 

40  ' 


37 
2!y 


40 


26 


B. 


25 


C. 


D. 


E. 


22 
20 


87  I 
25 


25   20  ! 


28 


57 

57  I 


49 
45 
40 
45 


45 


FROM  EAST  ST.  LOUIS.  ILL. 


<h:l.  1,1887 

?2 
92 
90 

62 
77 
76 

52  1 
67  1 
66  i 

381 
52  1 

50| 

3S! 
42  1 

40  ; 

■^1 
Hi 

21 
27 
25 

27' 

27 

25| 

29 
27 
•25 

251 
22  1 
20, 

26 
80 
■28 

28 

Oct.  12,  1887 

87 

Mar.  5.  1888 

25 

Apr.  16, 1888 : 

Dec.  1,  1888 

1 

1 1 1 

Au|r.  31,  1H97 

■;                 1 

57 

Prewnt  rates 

90 

1 

75 

65  1 

50| 

40  1 

35  , 

1 

25 

25  ■ 

25 

20; 

28 

57 

48 
49 
45 
40 
45 


45 


Statement  showing  clianges  in  rates  on  vUuses  1  to  F,  inclusive,  from  Cincinnati,  Ohio, 
hmijiviHe,  Kff.,  Fkut  aSI,  Jjouis,  lU.,  and  Xew  Orleans,  La.,  to  Montgomerg,  Ala.,  dur- 
ing ttw  )>frio(lfrom  October  1,  1887,  to  October  1,  1905. 

FROM  CINXINNATI,  OHIO. 


Effective  dales. 

1 

Per  hundred  jjoundM. 

Per 
bar- 
rel. 

1. 

108 

2. 

102 
89 

1     3. 

88 
72 

4. 

71 
60 

5.   1 

6. 

1     A. 

B. 

- 

33    ; 



31 
20 
281 

D. 

!    E.    i    H. 

^• 

Oct.  1.1887 

59  i 
51  ' 

47 
39 

28 
24 

i      52  j      57 
■ j 

rwi 

Oct. 7,1887 

Jan.  1,1888 

...'      94 

50 
49 

Jan.  2. 1888 

--       108 

102 

!      88 

71 

59  , 

47 

J      '' 

Jan. 27.1888 

1 

26 
16 

1 

44 

Mar.  19,  lft88 

1 

2a 
13 
12 

I ' 

37 

40 

June  16. 1888 

24 

July  1,1888 

::::::  ::::::|:::::: 

1 

i 

July  Iti,  1888      

::::i::::::'::::: ;'"::'""":'".""'"' 

27 
33  ; 
31  1 
33  ' 

14 

■J4 

n 

26 

1 

20 

Aug.  1,1888 

1            i 

22 

40 

Oct.  1,1888 

. 

36 

Dec.  1,1888 

44 

Sept.  1.18^9 

Oct.  10, 1889 

..      102 
..      108 

94 
102 

82 

88 

(i4 
71 

.>4 
59 

47 

i 

49 

::::::':::: 

■      52    

Nov.  11, 1889 



2<} 
29 
26 
19 
16 
20 

26 
22 
'25 
22 
15 
12 
22 



5" 

Jan.  1, 1890 

1 

44 

Sept.  5. 1892 



36 

33, 

! 

50 

Sept.  15, 1892 

1 

44 

Mar.  6, 1894 



; 

■■['"'I 

30 

Mar.  13, 1894 

' 

1 

74 

Apr.  2. 1894 

' 

44 

June  9, 1894 

48 

42 

102 

38 

88 



32 
71 

27  1 
59  1 

22 
47 

20 
32 

1 

Aug.  1.1894 

..1     108 

] 

May  7, 1895 

W  1 

i 

June  1, 1895 ! 

1 



21 


17 

' 

34 

June  12, 1895 

a. 

Sept.16.1895         -  1--   -- 

. 

•26 

•22 

! 

44 

Sept.  16. 189<; 

Nov.  1,1896  .... 

..'    100 
..!    108  , 

94 
102 

73 

88 

5(-> 
71 

•in  1 

59 

44 
47 

2H 
32 

i 

51    

1 

52 

Oct.  1,1897 

«37 

a30 
2<1 
•23 
26 

a -26 
22 
19 
22 

ti52 

Feb.  10. 1898 

1 

44 

Feb.  28, 1900 

1 

18 

Apr.  18, 1900 1 

1 

1 

44 

Mar.  1  1901 

1 

1 

1 

•23  i 

3:s  i 

1 

1 

Apr.  22, 1901 

. 

Oct.28.1903 ' 

, 

i      40 

Feb.  1,1905 

97 

:::::::::::::::;: :;;::'::::::::  ::i:;:: ::: :: 

May  1,1905 

1      1 _ 

i 

,      43 

Prewnt  rates 

..      108 

97 

88 

71 

59 

47 

32    ; 

33 

26  ; 

22 

52! 

44 

al 

.  C.  L. 

only 
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DIGEST   OF   HEABINGS   ON   RAILrWAY  RATES. 


St€demenJt  shoning  change  in  rates  on  classes  1  to  Fj  inclusive^  from  dncinncUij  Ohio,  Lout*- 
vlUCf  Ky.,  etCf  to  Montgomery,  Ala.y  etc. --Continued. 


Effective  date^. 


PROM  LOUISVILLE,  KY. 


Per  hundred  pounds. 


I  Per 

bar- 

I  rel. 


1. 

98 
84 
98 

2.     , 

92  1 
79  1 

92| 

3. 

78 
62 
78 

1 

63  1 
52  1 
63 

5. 

52 
44 
52 

0. 
' 

A. 

as 

B. 

C. 

29 
26* 

D. 

26 
22 

E. 

48 
48 

H.    1 
53 

F. 

Oct.  1,1887 

Nov.  7, 1887 

Jan.  28, 1888 

SI 

52 
45 

Jan.  27, 1888 

24 
22 

"26' 

"38*, 
1 

:::::: 



40 

Mar.  19, 1888 



::::::i 

36 

Apr.  16, 1888 

June  16,1888 

14 
12 
22 
20 
24 

10 

"^' 
18 
20 

45  i 

48  1 

"47' 1 

48  i 

20 

July  16, 1888 i ' ' i i 

25 
31 
29 
31 

16 

Aug.  1,1888 ' 

36 

Oct.  1,1888 1 

, 1 1 

32 

Dec.  1, 1888 

; 

40 

Sept.  17,1889 

Oct.  16. 1889 

92 

98 

84  ' 
92  , 

72 

78 

56  1 
63! 

47 
52 

1 

1 

...... 



; ; ; ; ; 

"'28' 
24 
27 
24 
17 
14 
24 

"i9' 

"24' 

"24' 
20 
23- 
20 
18 
10 
20 

"i5' 

Nov.  11, 1889 

«^ 

Nov.  1.1890 j 

j 



40 

Sept.  6. 1892 

1 

1 

34 
31 

46 

Sept.  15,1892 ; 



40 

Mar.  6, 1894 ' 

1 

26 

Mar.  13, 1894 

1 



20 

Apr.  2,  1894 1  - 

1 

40 

Tune  9, 1894 

38 
98 

32  i 

92  i 

28 
78 

24 
63i 

20 
52 

16 

u 

16 
28 

:::::: 

26 

Aug.  1,1894 

May7,1895 

June  1,1896 ' 

■ 

30 

June  12, 1895 1 

31 

Sept.  16,1895 1 

1 

• 



40 

Sept.  16,1896 

Nov.  1  1896 

90 
98 

84  , 
92  1 

63 

78 

48  i 

63| 

39 
52 

38 

24 
28 



Oct.  1  1897 

a35 
31 

«28 
24 
21 
24 

a24 
20 
17 
20 

a48 

Feb.  10,  1898 

i 

1 

40 

Feb.  28  1900  ...        1 

i 



J 

34 

Apr.  18,  1900 

::::::i::::::.::::::i::::::':::::i::::::'::::: 

1 

40 

Mar.  1. 1901 i 

1 

21 
31 

Apr.  22, 1901 ' 



::::::i;:::::'::::::;:::::j;:  .:: 

Oct.  28, 1903 

1 

1 

36 

Feb.  1,  1905 1 

87  ; 



! 

May  1,1905 



89, 
89 

Present  rates 

98 

87  1 

78 

03 

52 

" 

28 

31 

24 

20 

48  1 

40 

FROM  EAST  ST.  LOUIS.  ILL. 


Oct.  1,1887 123   112 

Oct.  12,1887 112   102 

Jan.  1,1888 1 

Jan.23,1888 1    1-26  I    115 

Apr.16,1888 • 

June  16, 1888 

Aug.  1,1^88 

Oct.  1,1888 

Dec.  1,1888 

June  16, 1889 ' 

July  1,1889 : 

Sept.  17,1«89 ,     120  1    107 

Oct.  16,1889 '    126       115 

Nov.  11, 1889 ' 

NOV.1.1H90 

Sept.  5, 1892 

Sept.  15,1892 1 

Mar.6,lH94 

Mar.  13, 1894 1 

Apr.  2. 1894 


June9.1H94 66  1      55 

Aug.  1,1894 120       llf 

May7.1H95 

June  1,1895 

June  14.1895 

Sept.  16,1895 

Sept.  16,1896 i    118  I    107 

Nov.  1.1896 126  1    ll.> 

Oct.  1,1897 

Feb.  10, 1898 1 

Feb.  28,1900 1 


95  I 

82  I 


62  , 

56  I 


43 ; 


34  ;      37 
27  I      39 


77 


35 


^^1 
39  I 


??! 


51 


:» 


'38  I" 


32 
M 


•2(\ 
51 


23 

35  I. 


30 


83 
98 


62  j 
77 


51 
64 


48  < 
51 


31 
35  : 


34  !i     30 

....i      27 
33i! 


•29 

21 
29 
27  1 
31 


35  ' 
31  ' 

^  I 
31 

24 

21 

31  I 


t 


•25  |. 
15  '. 
'25  . 
•23  !. 

25  . 

26  I. 
•25    . 


26  I      20 


31  I      -25 


043 


•I- 


a35  I  a29 
31  !  25 
•28  I      22 


55I 


53 
56 


55  I 

56  , 


a  L.  C.  L.  only 


61 


56  I      63 


62 
60 


59 
50 
84 

50 
46 
54 


.>4 

60 
54 
40 
34 
54 


a62 
54 

48 


DIGEST   OF    HEABINOS   ON    R,VILWAY   BATES. 
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lent  shoving  changes  in  rales  on  classes  1  to  F^  inclusive^  from  Cmcinnaii,  Ohio,  Louis- 
ville, Ky.,  etc.,  to  Montgomery,  Ala.,  «tc.--Ck)ntinued. 

FROM  EAST  ST.  LOUIS,  ILL.— Continued. 


itlve  dates. 

1 
1. 

2.     1 

1 

3.    1 

i 

4. 

Per  hundred  pounds. 

C. 

Per 
bar- 
rel. 

5. 

6. 

A.    1    B. 

D.    1 

E. 

H. 

P. 

,1900 

I 

31 

•25  1 

64 

1901 , 

29 
39 

,1901 

,1903 , 

46 

1906 1 

110  ' 





1905 -  .... 

1 

49 

,  1906 

•1  '•-" 

106  ! 
106 

1 

9f> 
95 

75 
75 

62 
62 

49 
49 

t  rates 

36 

39 

3i  i 

25 

66 

49 

64 

FROM  NEW  ORLEANS.  LA. 


887 .. . 
1887  . . 
1887.. 
.188:*.. 
,1888.. 
.1888.. 
,1888  . 
,1888.. 
1888.. 
.1888.. 
3,1888. 
1888.. 
,188S.. 
1889... 
1890... 
»,  1890  . 
1890.. 

1891  .. 
1892... 
,  1892. . 

1892  . . 
1.1894. 
7,1894. 
18W  .. 
1895. 


85 
80 


94 


37 
34  I 
94  ' 


65  1 
75  I 


88 


50 
58 

|-7iV 


31 

28 

S8 


24 
74 


40  I 
48  I 


69  ' 


23  ' 
20  ; 
59  ! 


33 
40 


19  , 
16  ! 

48  I 


27 
29 


48  '      37 


20  . 
16 


24 


15 


24 
27 


20  1 


27 


•24 

ad* 

221 
■20 
\% 
1^ 

n 

10  I 

IJH 

20 
24 


20 

It; 


22 

Ifl 


16 

1 

Ifi  , 

3D  , 

"I 


M89o i..!...| , 16 

-I  (MM  '  CO  ?0  AC  ^i;  A?  Q«  '  I 


.1896 
i.1896.... 

896 

1897 

,1898 

1,1901  .... 

,1901 

1903 

.19a=» 

t  rates . . . 


86  1 
89  , 


S9    : 


MO 
79 


59 

68 


36  I 

34 

36 


.i: 


•3^  I 


«31 

17  I 
-*7 


a  24 
20 


n20 
16! 


20 
44 


40  , 


24  I 

49  I 


29 


40 


44        29 


32 
35 
35 


40 
38 
87 


37 
82 
28 
22 
16 
12 
28 
82 
40 


82 
82 


040 
32 


82 


a  L.  ('.  L.  only. 
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DIGEST   OF    HEABINGS   ON   BAILWAY   RATES. 


Statement  nhowlnj  chinffcs  in  raten  on  cfn'tsen  1  to  F,  biclmive,  from  Cincinnati,  Ohio 
LouiMiUe,  Ky.,  and  St.  Louis,  Mo.,  to  NaahviUe,  Tenn.,  during  the  period  from  Octo- 
ber 1,  1887,  to  October  1,  1905. 


Effective  dates. 


FROM  CINCINNATI.  OHIO. 


Per  hundrcfl  r>oiind8. 


1. 


Oct.  1,1887 

July  1,1889 

June  1,1891 

Sept  6, 1892 

Sept.  6, 1892 

June9,1894 19  I 

Aug.1,1894 63  1 

May7.1896 > 

June  12, 1895 

Oct.  16,1897 1 

Feb.  10,1898 

Prewnt  rates ,     53  ; 


48  I 


39  ' 


4. 

81 


17  I 

48| 


6.     I     6. 
25  ,      25 


A.    I    B.    ^ 
25         27  , 


C.    I    D. 


1  Per 

bar- 

1    rel. 

H.    I    F. 


17i'      20  1      28  1 


25  ' 


FROM  U^UISVILLE,  KY. 


23  1 

! 

%  1 

21 
18 

20i 
17* 

40 

•^' 

20 

,    « 

1 

i«  ' 

23 

'•27 

a  22 
18 
18 

a21i 
17* 
17* 

,  «i4-» 

23 

...::'    34 

23 

20 

28  .   34 

33  : 


23 


Ih 


15 


15  I       19 


•I 


12  j 
33  ' 


10 
28 


8 
23 


C  I 
18 


15  ' 


Oct.  1,1887 38 

Mar.1,1889 , 

June  1,1891 

Sept.  6, 1892 

Sept.  6, 1892 

Jnne9,1894 13 

Auk.  1,1894 1      38 

May7,lJ<06 , 10 

June  12,1895 ;      15 

Oct.  16,1897 ! al9 

Feb.  10,1898 I I      15 

«ept.  1,1902 1 I , 

Present  rates 38        33  l     ;W        23        18  ;      15        15,      15 


14 
11 


10  , 


18] 
15  '. 


18  ' 


13 
10  , 


a  15      a  14 
11  I       10 


10 


15  I 


K)  I 


21 
21 


26 
20 


a  28 
20 


20 


FROM  EAST  ST.  LOl'IS.  ILL. 


Oct.  1.1887 i      ^\ 

Oct.  12.  1887 !      60 

June  16. 1889 1 

July  1.  1889 i 

June  1,1891 

Sept.  5, 1892 

Sept.  5,  1892 

June9,1895 '      41 

Au«.  1,1894 06 

May  7. 1895 

Junel4, 181M 

Oct.  16, 1897 

Feb.  10, 1898 

Sept.  1.1902 

May  15, 1906 61 

Present  rates Gl 


53 

56 


45  ' 

48 


37 


28 
30 


23 
25 


21 
22 


56  ' 


30  I 

48  ■ 


22  I 
37 


18  ' 
.30 


15  , 
25  I 


12 
22 


25 
27 


23 
'26  , 


14 

'23 

n-27 

23 


16  ! 
18  ' 


21 

18  I 


14  ' 

15  i 

16  ' 
15 


25 ; 

•26 
'23  : 


18 ; 

15  ; 


18 


al9    . 

16    . 


52 
52 


45 
45 


35 
'35 


'28 
'28 


23 
'23 


•22 
•22 


•2:? 


18  i 


15 


•28 


30 
34 


40 
34 


31 

si* 


.1     a42 
34 


a  L.  (\  L.  only. 


Statement  showing  rhanges  in  rates  on  classes  /  U)  F,  inclusive,  from  Cinciminti,  Ohio, 
TjOuisviUe,  Ky.,  ayid  Rtist  St.  I/iuis^  HI.,  to  Xew  Orleans^  Tai.,  during  the  period  from 
Octolier  1,  1887,  to  Ortofn'r  1,  mjo. 


FROM  CINCINNATI.  OHIO. 


Effective  dates. 


Oct.  1,  1887  .. 

Jan.  1, 1888  . . 

Apr.  16,  1888 . 

Dec.  1,1888.. 
Aug.  81.1897.. 
Present  rates . 


98 


2. 
83 


Per  hundred  iM)unds. 


Per 

bar- 
rel. 


3.    I     4. 
73  '      54 


5.    I    c.    ! 
44         39  , 


A.         B. 

•28  I      '27 

'""-i- 


C.    I    D. 
27  I      22 


98  i      83 


j*''7'y|'*'f>4''.'"'V4''''''ia'\    2s^*y''*ri'l^^^^ 


22 


£. 
81 


•28  t. 


49 
44 


81  I 


61  I 
61 


DIGEST   OF   HEABINGS   ON    RAILWAY   BATES. 


868 


StatanetU  showing  changes  in  rates  on  dfisses  1  to  F,  inclusive ^  from  Cinciyinatij  Ohio,  Louis- 
ville,  Ky.^  and  East  St.  Lmiis,  III,,  to  New  Orleans,  La.,  etc. — Continued. 


FROM  LOUISVILLE,  KY. 


Effective  daten. 

Per  hundred  i>ound8. 

1.    1 

2. 
75 

3.     ! 

4.     ! 

6. 

6.    1    A.    '    B. 

C.    j 

25  j 

D. 
20 

E. 

28 

H. 

Oct.  1, 1887 

9.! 

1 
65 

1 
50 

40 

1 
86  1      25  '      25 



S6 

Mar.  5, 1888 

26 

Apr.  16,  1888 

f          1 ' 

Dec.  1,  1888 

1 

, 

::::::::::::  ::::::i::::::'::::::i:::::: 

Aug.  81,  1897 

1 

:::::::::::::::::: ::::  :::::: :::::::::::: ::::::;;:::: 

67 

Present  rates 

90| 

76 

65  ' 

1 

50 

40 

35  i      25        25 

'26 

20 

28 

67 

Per 
bar- 
rel. 

F. 


4i 


40 
46 


46 


FROM  EAST  ST.  LOUIS,  ILL. 


Oct.  1, 1887 

72 
90 

62 
75 

• 
52 

65| 

50. 

33 
40 

28 
36 

21  1 
26, 

•lb 

25 

m 

as 

28 

3» 
B5 
25 

86 

Oct.  12.  1887 

16 

Mar.  5,  1888 

Apr.  16,  1888 

1 1 

10 

Dec.  1,  1888 1 

45 

Aug.  31, 1897 ' 

::::::i::::::i::::::i:::::: 

117 
ff7 

Present  rates 

90 

76 

651 

50 

40 

35 

25 

2.1 

26 

^jia 

!» 

46 

Statement  showing  changes  in  rate  on  classes  1  to  F,  inclfisive,  from  Cincinnati,  Ohio,  Louis- 
viUe,  Kif.,  East  St.  Louis,  III.,  to  Petisacola,  Fla.,  duriwf  the  jteriod  from  October  1, 
1887,  Up  October  1,  1905. 

FROM  CINCINNATI,  OHIO. 


I 


Per  hundred  pounds. 


Effective  date 

"•  1 

85 

8.     ' 
76 

A. 
30 

B."l 

29; 

c.  1 

2»i 

1 

Oct.l,l«87 

Jan.  1,1888 

6.     i 
46 

6. 
41 

D.    j 

E. 
33 

H.    1 

1 
40  ; 
30  ■ 

Mar.  19, 1888  ... . 
June  16,1888... 

....■        W   ; 

83 

n  '■ 

54 : 

44 

39 

28 

'"\ 

27  1 
17 
27  ' 
25 
27  1 

22  1 
17 
22  1 
20 
22 
....1 

31 

28  . 

Aug.  1,1888 1 1 1 ' ' 

1 

Oct  1  1888        .            ......      !..     ..             

25 
27  ! 

Oct  16, 1888 i 1 1 

Dec  1.1888 •..      .'■ 

Sent.  5. 1892 , 1 

80 

27; 

30 
27 

25 
22 

*^i>c;^:.::.::::i....: ::!.::::.  .:::::i....;: 

Sept.  1,1897 

61 

Present  rates . . . 

....;    »■ 

83 

73 

1 

54 

44 

39 

28 

27 

1 

27 

22 

31 

61  : 

Per 
bar- 
rel. 


63 


44 
34 
44 
40 
44 
49 
65 
49 


49 


FROM  LOUISVILLE,  KY. 


Oct.  1,1887.... 
Jan.  1.1888.... 
Mar.  19, 1888  . . 
June  16,1888.. 
Aug.  1,1888.. - 
Oct.  1,1888.... 
Oct.  16, 1888 . . . 
Dec.  1,1888.... 
Sept.  5, 1892... 

Do 

Sept.  1,1897... 
Present  rates . 


03 


90 


76 


90 


75 


67 
G6 


27 
'25', 


25 


•23  1 
25 


25  I 
15  I 
25  I 
23  I 
25  1 


•22  I 


•20 
15  1. 
•20  . 
18  I. 
'20  '. 


•28 
25 


•28  I  •ja 

•25  I   20 


65    50  , 


40  , 


35 


25  I 


'28' 


20    '28  I 


37 ; 

•27  1 
•25  I 


....I 
57  . 

57, 


49 


40 

I  40 
36 

I  40 
46 


61 
45 


46 


364 


DIGEST   OF   HEARINGS   ON   RAILWAY   RATES. 


Statement  showing  changes  In  rate  on  classes  1  to  F^  indunrejfrom  Cincinnati j  Ohio,  Louis- 
vilUf  ky.,  3ifftSt.  Louis,  lU.,  to  Pensacola,  Fla.,  €te.— Continued. 


FROM  EAST  ST.  LOUIS.  ILL. 


Eff<s«tlT«  dat^. 

m 

Per  hundred  pounds. 

"a: 

Pfer 

1. 

2. 

a. 

4. 

B.  : 

6. 

A. 

B. 

D. 

E. 

F. 

OCL  1,1887 

lot) 

100 

72 

87 

a6 

4& 
54  : 

Si 
47 

s 

30 

afi 

2H 

27, 

34  \ 

381 

B8 

47 

43 
33 
35 

00 

OcUl2,18»7-*. 

63 

Jati.l,188S 

Apriejssft 

Mb 

» 

82 

62  , 

5o' 

4S 

86 

m 

2H 

m 

32 
30 
32 

23 

IS  1. 
30, 

23  ', 
25'. 

4t 

June  IG,  ISSH 

31 

July  16,1888 

Atiir.  l,18Sfi... 

lis 

^. 

^ 

64 

fis' 

4& 

52 

as 

14 

Oct.M«8S 

1 

SI 
3S 

M 

t)et.  16,1888 

Vr-;"^ ■ 

51 

Ik*C.LlS88*,. 

1 

60 

Jlilieio,lH8B......,, 

,*....!,.,,,,  *,.»,. 

28  ;, 
35  I. 
22    . 

22    . 

1 

JuI\'M«&9  ..,.,.... 

1 

^ 

Junel,lfi91....„„. 

1 

"so" 

27 

31 
2H 

U 

Aug.  l.lj$91 

9§ 

«3 

n 

&S 

«  . 

39 

28 

SI  1 

S 

8cpt.S,l«l2,. 

» 

!>[},„.. , 

. 

1 

61 

Sept. I,lst97  ......... 

............ p.. ....|..................|...... 

67 
S7 

MayiaaWS.. 

t^rb«ei)t  fmte§ 

m 

75 
7ft 

06 

60 

50 

40 

10 

3fi 
36 

2S 
26 

25 
2& 

35 

20 

iiO] 

381 

4A 

4e 

Statement  showing  changes  in  rates  on  classes  1  to  F,  indnsire,  from  Cincinnatij  Ohio, 
Loui-vWe,  Ky.,  East  St.  Louis,  III.,  New  Orleans,  La.,  to  Savannah,  Ga.,  during  the 
l>erio  I  from  October  J,  1881,  to  October  1,  1906. 

FROM  CINCINNATI.  OHIO. 


Effective  dates. 

Per  hundred  pounds. 

C. 

Per 

bar- 

;  rel. 

1.  ;  2. 

3. 
75 

4. 

70 

Ql     1    6. 

.^  !      46 

A. 

B.    \ 

D.        E.    1    H.    ;    F. 

Oct.  1, 1887 

95  1      80 

85 

:k  ' 

29 
24 
22 

23  1        4n  1        4A  1         fA 

June  1.1888 

20 

18 

...::.;....:.,    4o 

June  16, 1888 

1 

....    i               » 

July  16,1888 

i 

29 

:t2 

Au^.  1,1888 

24 
27 
30 
83 
30 
32 
27 
30 
27 
22 
27 

20 
23 
26 

1 1        40 

Dec.  1,1888 1           1 

, 

46 

Feb.  1,1889 1 ' 

a5 

...   .1          .52 

June  16, 1889 1 

29 
26 
28 
23 
26 
23 

i 58 

July], 1889 ' 1    .    . 

1 

.     ;             62 

Jan.1,1890 ; 

::::;:'::::::i    m 

Sept.  1, 1891 1 i     -     - 

t 

.    .    I         4fi 

Sept.  6, 1892 



38 
35 

68 

Do 1 

1          i          i          ' 

1        40 

Mar.6,1894 

1 

18 
23 

1        » 

Apr.  2, 1894 1 

1            ; 

1   s 

June27,1894 38 

32 
80 

28         25  1      20         ie 
75         70  j      58  1      46 

1« 
3fi 

Aug.  1,1894 1      95 

1 

::;:;:l;::::: 

May7,1895 ' 

■  "aol 

35, 

June  12, 1895 

i 

Jan.1,1896 i 

■ 1 '».,,,, 

24 
27 
a  31 
27 
24 
27 

20 
23 
«27 
23 
20 
27 

\     m 

July  3, 1896 ' 

!        i 

1         M 

Oct.  16, 1897 

1 ; 

35! 

flU 

Feb.  10, 1898 1 

::::::    3 

Feb.  28, 1900 

1            1 

1    5 

Apr.  18, 1900 

.                ! 

:    '    S 

Mar.  1,1901 

1 1 

25  , 
35 

*"""i    * 

Apr.22,1901 

1 

i     

\Z'Z\\'ZZ 

May26,1902 

27 

28 

ai 

Dec.  10. 1902 

1 1 

:::::!    S 

Present  rates 

95 

80 

75 

70 

58         46 

35 

35 

40 

40       m 

1 

a  L.  C.  L.  only. 


DIGEST   OF   HEARINGS   ON   BATLWAY   BATES. 


365 


Statement  showing  cfuinues  in  rates  on  classes  1  to  JP,  inclusive ^  from  Cincinnati^  OhiOf  Louis- 
ville, Ky.y  East  St.  LouiSf  111.,  New  Orleans^  La.,  to  Sarannah,  Ga.,  etc,— ^onV&. 

FROM  LOUISVILLE,  KY. 


Effective  dates. 


95 


Per  hundred  ponndf, 
5. 


80 


70 


58 


6. 


46 


A. 


35 


B. 


32 


Oct.  1,  1«87 

June  1,1888 

June  16, 1888 

July  16,  1888 

AUg.  1,  1888 

Dec.  1.  1888 

Feb.  1,1889 

June  16.  1S89 

July  1, 1889 

Jan.  1. 1890 ; ' 

Sept.  1.1891 1 

Sept.  5,1892 ; : I I I      38 

rm I      .    .1 : I I •       AS 


•  I. 


Mar.  6,  1894... 
Apr.  2.  1894  . . . 
June  27,  1894.. 
Aug.  1,  1894... 
May  7,  1895  . . . 
June  12,  1895. . 
Jan.  1.  1H96... 
July  3.  1896  . . . 
Oct.  16.1897... 
Feb.  10,  1898 . , 
Feb.  28,  1900.. 
Apr.  18.  1900.. 
Mar.  1.  1901... 
Apr.  22.  1901  . . 
May  26.  1902  . . 
Dec.  10.  1902.. 
Frefient  rates . 


■I- 


95 


95 


32  j      28 
an         "7^ 


35 


20  1 

58 


16 
46 


16 
35  I 


a39 
36 


C. 


D.    i    E. 


29  I  25  ! 
24  20  . 
22  ,      18  ,. 


40 


24 

27  , 

30 

33 

30 

32 

27 

30 

27  , 

22 

27 


20 
•23 
26  ' 
29  ; 
26 
28 
•23  1 
26  I 
23  I 
18  ' 
23  , 


30 
35  I 


80 


75  1 


58  I 


35        35  I 


•I- 


25  j. 
35  '. 


24  20  1 

27  23 

a  81  1  a27 

27  I  23 

24  ;  20 

27  1  23 


:l- 


m 

27 


19i|. 

23  I. 


Per 
i  bar- 
I  rel. 

I 
F. 


60 
40 
36 


40 


40 


40 
46 
62 
68 
62 
66 
46 
62 
46 
36 
46 


40 
46 
a54 
46 
40 
46 


46 
46 


FROM  EAST  ST.  LOUIS,  ILL. 


C)cLl,lH*r7.,..,. 

i» 

100 

1(» 

82 

SS 

56 

41 
42 

38 
40 

15 

29 

ni 

34 

37 
40 
37 
39 
34 
37 
34 
29 
31 

29 

47 

4» 

fln 

0(;Ll2.lftH7 

.,..     123 

90  <      4« 

GO  '       M 

Uuylt^lHHg..... 

26 
26 

m 

31 

SI 

S3 
2g 

H 

60 
M 

eo 

n 

66 

7Q 

Jiim*  1*{  IKHM                i             i             ■            '            ' 

1 

AiiK.  1,1**  ,.,.. 

::::l:::::! 

' " 

1>H:.1.  JW» 

1. 

*' 

Feb.  I.IHW....,, 

'^^4 1 

43 
46 
43 

June  lii/lW!9.... 

/ulvl,l?i«fl 

j 

1 

1 

Jun.  1,1490 

'^^^- 1 

1 

Bt|i:.l,l**9I 

..,j...,.* 

I 



m 

Bc|tL5.  IWiTi.,... 

...j-..,..i 

'  "r 

'      ■*! 

46 

*  43 

31 
2H 
23 

66 

J>f  K 

::::[::::::' 

1 

' ^' 

60 

M«rfl,lrtiH 

j 

1 

1 

AO 

Apr,  2. 1891. .....\....A......^ .....J I..,- -J 

DO 

Juiie-'7JHW.... 

...,      123  1 

,5£ 

ins 

V 

..,,,.1 

S9 



26; 

66| 

23 

43 

Aug.  l.iJ^M  ..... 

' 1 ,^ 

Mhv7.  myi'> 

.\.y"..\A 

U 
43 

JunV  l.%l«Wj.... 

Jun.  1,1HW6 

1 

31 
34 

25 
2B 

2« 
2S 
2S 

M 

Joly^,  ISM L..... 

!!!'!:  !:;::i::::; 

GD 

Oc!.llijH«7 ,„ 1 

"1 

«47 
4» 

a68 

Fpb.]0.1S9» :.,..,, 

<      » 

60 

Feb,2Kj900 .[...*.. 

::::::::::::>:::"; 

.....J. 

&I 

ArtT.  IM,  IIKN) ...'.. 

...^ L 

1 

00 

llttf  IJ901  ......... [ 

1 

I 

43 

Apr. 22.  ISOl.. 

1 

May'-Sll^j! ....,.,.,„,  ...,,.-, i,..... 

2»; 

-^' 

S3 

PecJli.  iy02.. i            1 

W 

Miiv  IM905 

:::/  wc\ 

99 
99 

92 
92 

H2 

m 



PrvwNt  mtK+ .  . 

....    us  1 

42 

43 

M 

'>» 

46 

SO 

m 

a  L.  C.  L.  only. 


866 


DIGEST   OF    HEARINGS   ON   BAILWAY   RATES. 


StaUment  ghoiviny  cliafiges  in  rates  on  cUtsseslto  F^  inclumejfrom  CincinnatLOhiOf  Louis- 
tnlltf  Ky,,  East  St.  Louis,  UL,  Sew  Orleans^  La,,  to  Savannah,  Ga.,  etc. — Continued. 

FROM  NEW  ORLEANS,  LA. 


Effective  dates. 


Per  hundred  pounds. 


1.  ! 


6.     I     6. 


A.        B. 


C. 


Oct.  1,1887. 

Oct.  20,1887 i      91 


(50 
76 


56  I 


35' 

42| 


24  1 
28  I 


22! 

25  I 


21  I 


June  8, 1888 1 i 1 20 


I 


.1- 


•I- 


31  I 


18  I 
25  I 
20  1 
■23  I 
26, 


28 


31 
86 


June  9, 1888 
Aug.  1. 1888 

Do 

Dec.  27, 1888 

Feb.  26,1889 , , , , 

Jan.  9, 1890 ' , ■ ' 

Sept.  6, 1891 1 1 , I      23 

June27,1894 :      34         28  i      24         21  i      16  |      12'      12! ' i 

Aug.1.1894 91  :      76         71  I      66  I      54         42.      31, : ' 

Jan.1,1896 ' : ': I      20        16 

Oct.  16,  1896 1 i , i 23  I      19 

Oct.  16.  1897 ' ! ' I fl36  I   a27  I   o28 

Feb.10.1898 ! I ' 31  '      23  I      19 

Mar.30,1901 ; : I |      21 

Apr.  22, 1901 ! I i i 31 

Nov. '26,  1902 ' ' , I 

Dec.  11.1902 ' I i ! 

Present  rates 91        76  I      71  I      66        54        42  i      31        31 


Per 

bar- 
rel. 


42 
32 
28 
42 
32 


44 

48 
38 


32 


«46 
38 


16* 
23| 
23  ' 


l&i ; 

19  I 

19  I      36 


36i 


"  L.  C.  L.  only. 

Statement  D. — ('omparison  between  the  rates  «i  effect  October  1,  1887,  and  those  in  effect 
October  1,  190 'f,  from  Louisville,  Ky.,  to  Atlanta,  Ga.,  and  New  Orhans,  Ixi, 

[In  cents  per  100  pounds,  unless  otherwise  specified.] 

FROM  LOUISVILLE.  KY.,  TO  NEW  ORLEANS.  LA. 


(■lrt.v».es  and  commodities. 


Rates  in  Rates  in 
I    effect    ,     effect 

October  I  October 
I    1,1887.    :    1,1906. 


First  class 

Second  class 

Third  class I 

Fourth  class I 

Fifth  class I 

Sixth  class I 

Class  A 

Class  B I 

Class  C  (sec  commodity  nites  on  gra^n  protiucts) 

Class  D  {9ee  commixiitv  rates  on  grain ) ! 

Class  E ; 

aassH 

ClassF  (see  commodity  rates  on  grain  pro<iuctfi) per  barrel..! 

Add:  I 

In  tank  cars,  except  as  otherwise  published,  carloads,  minimum  weight, 

80.000  pounds | 

Acetic,  in  barrels,  (Carloads,  minimum  weight.  24.000  pounds 

Muriatic,  In  tank  cars,  ctirloads.  per  ton  of  2,000  pounds I 

Acid  and  ammoniacal  waters,  in  in)n  dnims,  cylinders,  or  carboys,  straight  or  j 
mixed  carloads,  minimum  weight,  24,000  pounds,  carloads ." ! 

Agricultural  implements  (taking  sixth  class  in  Southern  Classification},  includ- 
ing plows  ana  sugar-cane  loaders,  straight  or  mixe<l.  or  mixed  witn  binder  | 
twine,  carloads,  minimum  weight.  24,000  pounds ; 

Agricultural  implements  (taking  sixth  class  in  carloads),  mixed  with  farm 
wagons,  witliout  springs,  carloads | 

Axes,  in  boxes,  any  quantity I 

Axle  grease,  all  kinds,  carloads,  minimum  weight,  24,(KX)  pounds ; 

Bagging,  cotton  ties,  and  cotton-tie  buckles,  straight  or  mixed  carloads,  mini- 
mum weight,  30,000  jiounds 

Baking  powder:  i 

Carloads ! 

Less  than  carloads [ 

Barrel  material  or  cooperage  stwk.  woollen,  carloads,  minimum  weight  30,000  I 
pounds I 

Baryt<?s,  carloads,  minimum  weight  30.000  pounds I 

Beer: 

Carloads,  minim um  weight  24,000  pounds I 

Carloads,  minimum  weight  24,000  pounds  (wlien  lot  expotx  oiA-^'^ .\ 


90 

HO 

76 

Ih 

66 

65 

50 

60 

40 

40 

36 

%S 

•25 

» 

•25 

25 

25 

2ft 

20 

20 

28 

.      28 

85 

57 

46 

45 

35 

30 

180 

S) 

700 

30fi 

50 


Iftk 
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:xT  D. — Comparison  hetveen  the  rotes  in  effect  Odofter  i,  28^,  and  thone  in  ^eci 
r  1,  1905 f  from  Louisville^  Ky.y  to  Atlanta,  Ga.^  andNern  (Orleans,  La, — Cont'd, 

FROM  U)riSVILLE,  KY.,  TO  NEW  ORLEANS.  LA.— Coiilinued. 


Clauses  and  coniiiHxlitie^. 


Ratenin  RatcHiu 
effect        effect 

October  I  October 
1,1887.       1,1905. 


quid,  pai-kod  in  \i\as»,  or  mixed  earloadh  of  bluing,  in  gluAH  ur  wfXKl. 

4,  minimum  weight  'i4.000  pound;* ■ 

k,  carload.M.  minimum  weight  30.000  pounds 

rial.  carloadH,  minimum  weight  30.000  p<mudM 

1  clay,  all  kinds,  ntraight  or  mixed  earloadf),  minimum  weight  10.000  '. 

tterine,  and  oieomargarine,  in  common  or  rcfrigenttor  carh.  any  ()uan- 

l  bread,  any  (luantity ; . 

chloride,  in  iron  dfuniH  or  in>n  ciutkK,  straight  carhmdM.  minimum  i 

W.OOO  poundH , 

iny  quantity i 

0<k1s.  viz:  Fniit*!.  vegeiablcj*,  Hsh,  lobNterH,  crabs,  shrimp,  clams,  .soupd.  ' 
lam  juice,  cove  oysters,  condensed  milk  in  tin  cans,  glaos,  or  st(»uc,  . 
Dr  in  kegs,  half  barrels,  and  barrels:  pork  and  beans,  sirups  and  mo- 
ellies.  preserves,  fruit  butters  and  mince-meat,  in  wood  or  in  tin  cans.  ' 
•stone,  boxed,  straight  or  mixed: 

ids,  minimum  weight  30,000  pounds 

han  carloa<ls 

and  pans  for  ice  factories,  carloads,  minimum  weight  20,000  pounds  ...I 
nails,  tin,  and  oil  cans,  glass  (jacketed)  or  tin.  straight  or  mixed  car-  : 

iinimum  weight  l.'i.OOO  pounds 

'lectric-light.  lioxed.  carloads,  minimum  weight  24,000  (rounds 

tation.  cane  or  sugar.  <Mirloads.  minimum  weight  24,000  pounds i 

ins.  carloads,  minimum  weight  24,000  jiounds ! 

arloads.  minimum  weight  40,000  pounds 

rranulated,  carloiuls  minimum  weight  24.000  pounds ; 

soke,  carload.s  minimum  weight  30,000  pounds,  per  ton  of  2,000  pounds.' 

aving  cement,  carloads,  minimum  weight  40.000  pounds 

cement,  clay,  or  concrete,  carloads,  minimum  weight  30.000  pounds... 

ind  cracker  meal,  any  quantity 

fruit  jars,  jugware.  consisting  of  comnnm  brown  ware  (not  including  ■ 
re  or  decorated  ware  of  any  kind),  in  bulk,  minimum  weight  24,000  ' 

and  fertilizer  material,  carload.",  per  ton  of  2.000  pounds 

I,  any  quanti t y 

,  viz: 

?ad8.  iron  or  bniss.  wire  mattresses  and  cots,  spring  beds,  wooden  cribn 
chairs,  folding,  folded  flat:  metallic  couch  frames,  knocke<l  down  or  ; 
ed  flat:  curtain  poles,  in  straight  or  mixeil  carloads,  minimum  weight 

K)  pounds 

«,  not  otherwise  specifle<l,  minimum  weight  8.000  iKmndh,  carloads i 

«.  wtKKl.  with  cane,  splint,  rattan,  reed,  willow,  bamboo,  or  solid  wooden 
H.  whether  manufactured  of  common  or  hard  wood,  set  up  or  knocked 

n.  releaK'd.  less  than  carloads 

r  cribs,  kmnked  down  or  folded,  released.  less  than  carloads 

bookcases,  and  combined  desks  and  b<K»kca»es,  wrappi*d  or  crated, 

than  <*arloads 

pn  safes — 

mixe<l  carloads  with  bi>dsteads.  etc 

locked  down.  unhnishtHl,  straight  carloads,  minimum  weight  30.0(X) 

pounds 

ooden,  or  wcmmI  and  tin  combined,  carloads,  minimum  weight  24,000  I 

pounds 

:erators  and  ice  chests,  manufactured  of  oak  or  ash  lumbt'r— 

rloads.  minimum  weight  16.000  pfmnds 

•ss  than  carloads 

tmmon,  unfinished,  straight,  minimum  weight  30,000  pounds,  carloads. 

locked  down.  flat,  releaseil.  less  than  carloads 

herwisi'  specified,  finished  or  in  the  white,  not  including  billiard  tables. 
Kerators,  i<'e  chests,  bed  springs  (or  spring  bedsj,  iron  or  brass  bed- 
is.  kitchen  safe?*,  <'urtain  jjoles,  tables,  common,  unfinished,  fixtures  , 
itting  post-ofliccs.  stores,  ofnces,  saloons,  banks,  etc..  strai>?lit  or  mixed  , 

)ads  with  chairs,  minimum  weight.  12,000  pounds 

irth.  minimum  weight  .SO.OOO  iKmnds.  carloads  pertoii  of  2.0(K»  {>ounds  .. 

.  viz: 

s.  fruit  jars,  and  jelly  glassies,  packed,  straight  or  mixe<l— 

rloads.  minimum  \^  eight  24,000  pounds 

SR  than  carloads 

s.  ))eer  and  soda  water,  in  bulk,  minimum  weight  24,000  r»ound.M,  ear- 

R 

ohns  and  «*arboys.  straight  or  mixe.l  carloads,  or  when  mixed  with  ' 

lesor  fruit  jars,  orlM>th,  minimum  weight  24,000  iHMinds,  earloads 

>w  glass  (not plate),  minimum  weight  24,000  pfmnds.  carloads 

herwise  specltted,  earl«»ads,  minimum  weight  24,000  iwrnwd?. 
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Statement  D. — Comparison  between  tfie  rales  in  effect  October  1,  18S7j  and  those  in  effect 
October  Ij  I906f  from  lA)nisviUt,  Ky.j  to  Atlanta,  Ga.,  and  New  Orleans,  ia.— Cont'd. 

FROM  U)UISVILLE.  KY.,  TO  NEW  ORLEANS,  LA.-Continued. 


ClasRCM  and  commodities. 


I  Rates  in  i  Ratei«  in 
effect    I     effect 
October  ,  October 
I    1,1887.        1,1905. 


Glncose,  Rlucose  simp,  and  grape  sugar,  in  barrels,  straight  or  mixed,  or  in  tank  | 

cars,  carloads,  minimum  weight  30,000  pounds ' 

Olue,  in  bagsor  barrels,  minimum  weight  30,000  pounds,  carloads i 

Glycerin,  in  barrels  or  iron  drums,  any  quantity I 

Grain  and  milled  products  of  grain,  viz:  ! 

Bran,  feed,  millstuff,  and  sucrene  feed,  straight  or  mixed,  carloads 

Corn,  barley,  oats.  rye.  com  meal,  hominy,  grits,  brewers'  grita,  brewers' meal, 

and  grain  screenings,  straiglit  or  mixed,  carloads 

Flour- 
In  half  barrels,  carloads,  per  half  barrel 

In  barrels,  carloads,  per  barrel 

In  sacks,  less  than  carloadt: 

Oatmeal,  rolled  oats,  shredded  oats,  oat  groats,  rolled  wheat,  cracked  wheat, 

and  crushed  wheat,  less  than  carloads 

Wheat  flour,  in  barrels  or  in  sacks,  oatmeal,  rolled  oats,  oat  groats,  rolled 
wheat,  cracked  wheat,  and  crushed  wheat,  in  straisrht  or  mixed  carloads.. 
Granite  or  enauieled  ware,  plain  or  st^imped;  japanned  tinware:   galvanized 
buckets,  tubs,  and  cans;  coal  hods:  sheet-iron  pans:  straight  or  mixed,  mini- 
mum weight  20.000  iMJunds,  carloads 

Gypsum  rock,  ground,  minimum  weight  40,000  pounds,  carloads 

Hame^,  less  than  carloads 

Handles,  wooden,  minimum  weight  24.000  pounds,  carloads 

Hemp  packing,  any  quantity 

Ice,  minimum  weight  30.000  pounds,  carloads 

Ice  chests.    {See  Furniture.) 
Iron  articles,  viz: 

Special,  straight  or  mixed — 

Carloads,  minimum  weight  24,000  pounds 

Less  than  carloads 

Enameling  plate  (sheet  iron  or  steel),  minimum  weight  24,000  pounds 

Same,  less  than  carloads 

Nails- 
Minimum  400  kegs,  carloads,  per  single  keg 

Cement-coated,  in  k^s  or  double  kegs,  actual  weight,  minimum  weight 

400  kegs,  carloads 

Plow- 
Iron  and  steel  parts  of  plows,  carloads,  consisting  of  axles,  plow  bands, 
bars,  bases,  blades,  bottoms,  castings,  clamps,  clevises,  coulters,  couplers, 
cutters,  fenders,  fin  cutters,  frames,  frogs,  frog  bars,  gauge  wheels,  heel  | 
bolts,  heels,  jointers,  lands,  land  bars,  land  slides,  levers,  molds,  plant  ' 
fenders,  plates,  points,  rods,  runners,  seats,  shares,  shins,  slides,  spread-  \ 

en.  standards,  sweep  seHt«».  w  ings.  wrenches 

Note.— Does  not  apply  on  plows  knocked  down  or  partially  knocked 
down. 

Packed  or  tied  in  bundles,  less  than  carloads 

Pumps,  iron,  minimum  weight  24.000  jwunds,  carloads 

Rails,  Iron  or  steel,  minimum  weight  20  gross  tons,  carloads,  per  ton  of  2,240 

pounds 

Shoes,  horse,  mule,  and  ox,  packed,  carloads,  minimum  weight  40.000  pounds. 

Track  material,  consisting  of  splice  bars,  track  liolts,  track  nuts,  washers,  j 

spikes,  chairs,  steel  railroad  ties,  switches,  switch  stands,  track  braces  I 

and  frogs,  straight  or  mixed,  carloa<Js.  minimum  weight  24.000  pounds  .i 

Wire,  iron  or  steel,  and  staples,  straight  or  mixed,  or  mixed  with  nails,  per 

keg,  carloads,  minimum  weight  40,000  pounds 

Kegs,  empty  beer,  carloads,  minimum  weight  20.000  pounds I 

Kettles,  cast  iron:  , 

Not  exceedinar  30  gallons  in  (rapacity,  carloads 1 

Less  than  carloads i 

Lead: 

Antimonial—  I 

Carloads,  minimum  weight  30.000  pounds I 

Leas  than  carloads j 

Pig  and  bar—  [ 

Straight  or  mixed,  carload.s,  minimum  weight  30,000  pounds I 

Less  than  carloads i 

Pipe  and  sheet—  I 

Straight  or  mixed.  ('arloa<ls i 

Less  than  carloads ' 

leather,  sole,  in  bundles  or  rolls,  less  than  carloads I 

Lime,  carloads,  minimum  weight  'M).000  pounds 

Limestone,  ground,  carloads,  minimum  weight  30.000  i)Ounds 

Lumber:  , 

Dressed,  carloads.  24,000  pounds  minimum ! 

Rough,  carloads.  :W.000  pounds  minimum 

Lye.  concentrated,  and  potash,  straight  or  mixed,  carloads,  minimum  weight 

30.000  pounds | 

AfHcnronl,  vemiicvlU,  and  spaghetti,  carloads '.: 
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BNT  D. — Comparison  between  the  rates  in  effect  October  i,  1887,  and  those  in  effect 
?r  i,  1905^  from  LouisriUe,  Ky.,  to  Atlanta^  Ga,,  and  New  Orlexms,  Xa.— CJonVa. 

FROM  LOUISVILLE,  KY.,  TO  NEW  ORLEANS,  LA.-ConUnued. 


ClasHefl  and  commoditiefi. 


nd  stone.  dreKscd,  viz:  Block  or  slabs,  dressed,  hammered,  chiseled, 
shed,  boxed  or  crated,  value  limited  to  40  cents  per  cubic  foot,  and  so 
?d  for:  monuments  or  tombstones,  or  parts  thereof,  lettered  or  unlet- 
>oxed  or  crated,  value  limited  to  40  cents  per  cubic  foot,  prepaid  or 
teed,  carloads,  minimum  weight  30.000  pounds 


ads,  minimum  weight  24.000  pounds 

1, 1,000  pounds  or  over,  less  than  carloads 

straw,  in  rolls,  and  rugs,  straw,  in  boxes,  carloads,  minimum  weight 
ounds 


Ited,  carloads,  minimum  weight  30,000  pounds 

vater: 

ads,  minimum  weight  24,000  pounds , 

han  carloads , 

vool,  carloads,  minimum  weight  24,000  pounds , 

n  seed,  in  biirrels.  any  quantity,  per  l>arrel 

ed.  corn,  creosote,  or  coal-tar— 

1  barrels,  any  quantity,  per  barrel , 

I  tank  cars,  minimum  weight  40,000  pounds,  carloads , 

•  than  linseeil.  cotton  seen,  com.  creosote,  coal  oil,  or  its  products,  in 

rels,  any  quantity 

house  pnmucts: 

ads,  minimum  weight  24.000  pounds , 

han  cjirloads , 


>arth.  in  V>arrelt^casks,  or  kegs,  carloads,  minimum  weight  30.000  pounds, 
r  mixed— 

irloads,  minimum  weight  30,000  pounds 

L-ss  than  carloads .•. 

•al,  made  of  ground  iron  ore  or  ochre— 

irloads.  minimum  weight  80,000  pounds : 

2S8  than  carloads 

;  or  red  lead— 

irloads.  minimum  weight  90,000  pounds 

?S8  than  carloads 

lets  and  envelopes,  straight  or  mixed,  carloads,  minimum  w^eight  20,000 


wooden  or  metallic,  carloads,  minimum  weight  20,000  pounds . 

ids 

han  carloads 


ftrloads  . 

Id  organs,  boxed,  wrapped,  crated,  or  harnessed,  released,  loaded  by 

ind  unloaded  by  consignee,  straight  or  mixed,  including  one  empty 

return  of  wrappings  and  harness,  carloads,  minimum  weight  8,000 


inegar.  sauerkraut,  mustard  (prepared),  catsup,  table  sauces,  horse- 
olives,  in  wood,  or  in  glass  or  earthenware,  packed:  preserves.  Jellies, 
tters.  mince-meat,  in  wood,  or  in  glass  or  earthenware  or  cans,  packed; 
goods,  in  tin  cans,  packed  in  boxes,  viz:  Condensed  milk,  cove  oys- 
iporated  cream,  flsh,  fruit,  vegetables,  pork  and  beans,  soups,  broths, 
at,  mixed,  carloads 

tar.  carloads,  minimum  weight  30.000  pounds 

irloads,  minimum  weight  30.000  pounds , 

*  material,  viz:  Tubs,  bath,  all  kinds;  sinks,  loose,  or  in  crates  or  bar- 
n  washstands.  boxed  or  crated;  marble  slabs,  dresstni,  hammered,  chis- 

polished.  boxed  or  crated,  value  limited  to  40  cents  per  cubic  foot; 
►r  kitchen  boilers;  water-closets,  loose  or  packed;  water-closet  seats, 

water-closet  tiink.M;  in  straight  or  mixed  carloads,  or  mixed  with 

t-iron  pipe  fittings,  in  kegs,  barrels,  casks,  or  wired  together 

oe,  carloads,  minimum  weight  30,000  pounds 

blasting,  carloads,  minimum  weight  20.000  pounds 

y  quantity 

nd  building  felt  or  pap<'r,  straight  or  mixed,  or  mixed  with  pitch,  or 
mmon  tar  paint  or  rtx>flng  cement,  carloads,  minimum  weigiit  30.000 


ate,  carloadH,  minimum  weight  30,000  pounds 

It  cotton,  carloads,  any  ciiiantity 

1,  cotton  twine,  and  binder  twine,  carloails.  minimum  weight  24.000 
Qds. 


carloads,  minimum  weight  30.000  pounds 

•oanut,  empty,  returned  by  same  route  over  which  same  were  shipped 

led 

lads,  minimum  weight  30.000  poundn 

loads,  minimum  weight  40.000  pounds 
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Statbmbnt  D. — Comparison  between  the  rateif  in  effect  October  /,  1887i  and  tliose  in  effect 
October  i,  1905,  from  Louisville,  Ky.,  to  Atlanta,  Ga,,  and  New  Orleans,  La. — Cont'd. 

FROM  LOUISVILLE,  KY.,  TO  NEW  ORLEANS,  LA.-Ctontlnued. 


ClassM  and  commodities. 


Scales  and  scalebcams  (not  automatic  weiKhing  machines),  carloads,  minimum 

weight  24.000  pounds 

Seed,  garden  or  grass,  carloads,  minimum  weight  24,000  pounds 

Sewer  pipe  and  draintile.  carloads,  minimum  weight  30.000  pounds 

Shot,  in  double  sacks  or  kegs,  straight  or  mixed  with  lead,  carloads,  minimum 

weight  30,000  pounds 

Soap,  laundry,  and  soap  powders,  straight  or  mixed: 

Carloads,  minimum  weight  30,000  p<iunds 

Less  than  carloads , 

Soda: 

Ash,  caustic,  in  iron  drums  or  iron  casks;  sal.  silicate  of.  in  barrels,  kegs  or 
drums:  sulphate  of.  in  barrels  or  ca«ks,  straight  or  mixed,  carloads,  mini- 
mum weignt  30.000  pounds 

Bicarbonate  of  (not  baking  powder),  carloads,  minimum  weight  30.000 

pounds , 

Starch: 

Carloads , 

Less  than  carloads 

Stills,  copper,  and  condensers,  Including  worms,  carloads,  minimum  weight 

24,000  pounds 

Stone: 

Crushed  paving,  carloads,  minimum  weight  40.000  pounds 

Rough  quarried  blocks,  rough-sawed,  Kand-rubl>cd  (slushed),  slatni,  blocks,  or 
coiumnB*.  floor  tiling:  buildiiiK  stone  for  exterior  of  buildings,  including 
blrK*k8.  slabs,  columns,  and  other  pieces  of  stone  iL«*ed  in  the  exterior  of 
buildings,  value  limited  to  20  cents  per  cubic  foot  and  so  receipted  for. 

carloads,  minimum  weight  40,000  pounds , 

Stoves  and  ranges  (except  alcohol,  gas.  gasoline,  oil,  and  vapor  stoves):  ^ 

Cast-iron  or  sheei-iroh  or  sheet-steel,  or  with  cast-in)n  ba««es  and  tops,  stove 
plates,  stove  boards,  stovepipe  (side  seams  not  cl«)sed).  nested,  wired 
together  in  bundles  or  cnites,  stove  furniture,  t-tove* hollow  ware  (not 
enameled,  agate,  or  granite  ironware,  and  not  including  stovepipe  (side 
seams  closed »  and  stovepipe  elbows,  loose  or  i>acked),  shipped  with  stoves, 

carloads,  minimum  weight  20.000  pounds 

Less  than  carloads t 

Sulphate  of  iron  (copperas)  carloads,  minimum  weight  40.000  pounds 

Sweat  pads: 

Carloads,  minimum  weight  20.000  pounds 

Less  than  carloads 

Terra-cotta  architectural  work,  carloads,  minimum  weight  24,000  pounds 

Ties,  cotton,  cotton-tie  buckles,  and  bagging,  straight  or  mixed,  carloads,  min- 
imum weight  30,000  pounds 

Tile  and  tiling,  viz:  Hollow  building  tile,  fireproof  building  tile,  roofing  tile, 
flue  linings,  and  wall  coping,  straight  or  mixed,  carloads,  minimum  weight 

40,000  pounds 

Tin  plate,  in  boxes,  carloads,  minimum  weight  30.00(>  pounds 

Tobacco: 

Plug,  any  quantity 

Smoking,  any  quantity 

Unmanufactured,  any  Quantity 

Tobacco  stems,  in  hogsheaas.  any  quantity 

Tools,  logging,  carloads,  minimum  weight  24,000  pounds 

Toys,  viz:  Furniture,  hobbyhorses,  shoo  flies,  carriages,  wagcms,  carts,  and  wheel- 
barrows, straight  or  mixe<l  earkiads.  minimum  weight  15.000  pounds 

Trunks,  empty,  nested,  and  trunks  filled  with  valises  and  traveling  bags,  snd 
valines  and  traveling  bags  in  boxes  or  cases: 

Carloads 

Less  than  carloads 

Trunks,  empty: 

CarU>ads 

Less  than  carloads 

Twine,  binder,  less  than  carloads 

Twine  (sisal )  and  lath  yarn,  in  eoils  or  on  reels,  any  qtiantity 

Vamisli  and  oil  ( gloss  or  aMiilialtuni ),  any  quantity. ' 

Vegetables  and  fruits,  as  follows: 

Apples  and  f>ea<-hes.  <lried.  .»«traipht  oarloads.  minimum  weight  24.01)0  pounds. 
Beans  and  peM.«*e.  dried,  straight  or  mixe<l  earkuids.  minimum  weight  24,000 

}M)iinds 

Kraut,  carrots.  b»*et.s.  tin  nips,  and  parsnips.  pn<*ked:  or  cabbage,  onions,  pota- 
toes. andap|ih>s.  in  packaprsor  in  hulk;  nl.so  ciinimbers.  tomatoes,  green 
b<*ans.  green  iM-iise.  aM<l  uarlic.  straight  carloads,  minimum  weijjht  24.000 

|M»unds 

Kraut,  pickles.  <rtbl>iige.  onions.  iK>tatoes.  nj){>lcs.  carrotx.  pears,  rn^aehes. 

plums,  beet.x.  turnii».  niirsnips.  and  tiried  iriiit  (apples  and  peaches),  all 

packed,  mixed  carloads,  niiniimun  weight  24. (KK)  iM)Uiids.  or  mixe<I  with 

citlcrnrn]  vine^'ar.  carloatis.  minimum  wcijxht  2 1.000  pounds  (I'xpiring  Nov. 

7.5.  1905):  Hisit  r'?iriiiribers.  tomatoes.  Kreeu  \>eau'*.  v;re.eu  pease,  and  garlic, 

hIJ  jmckiHi.  m/xe«l  carloaiLs.  minimum  we\gU\  2\A>0O\>vA\\\i\i^.oxm\'x.^v{VV.\\ 

rrfretnblcs,  cUlcr,  and  vinegar,  ns  descT\\)e<V  v\bo\e.  QATVMiv«\t^.  \i\\w\xftXiTBk 

weight  24,000  pounds 


Rates  in 
effect 
October 
1.1887. 

Rates  in 

effect 

October 

1,1905. 
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Statement  D. — Comparison  between  the  rate  in  effect  October  7,  18S7,  and  those  in  ^eci 
October  /,  1905 f  from  Louisville^  Ky.,  to  Atlajita,  Ga.y  and  New  Orleans^  La.— ConVd. 

FROM  LOUISVILLE    KY.,  TO  NEW  ORLEANS,  LA.— Continued 


Classes  and  commodities. 


Vegetables  and  fruits— Continued. 

Melons,  carloads,  minimum  weight  24,000  pounds 

Pean*.  peaches,  and  plums,  straight  carloads,  minimum  weight  24,000  pounds 
Pickles- 
Carloads,  minimum  weight  24,000  pounds 

In  glass,  packed,  or  m  wood,  less  than  carloads 

Vinegar,  cider,  and  clariphoe,  straight  or  mixed  carloads,  minimum  weight 

24.000  pounds 

Vehicles: 

Automobiles  and  locomobiles — 

CarlocMls.  minimum  weight  16,000  pounds 

Not  crated  or  boxed,  set  up,  wlieels  un  or  off,  each  vehicle,  less  than  car- 
loads, minimum  weight  6.000  pounds 

Set  up,  crated  or  boxed,  wheels  on  or  off,  each  vehicle,  less  than  car- 

loauB,  minimum  weight  5,000  pounds 

Buggies,  carriages,  and  trotting  wagons,  carloads,  minimum  weight  15,000 

pounds 

Carts  and  wagons,  lumber  and  logging,  carloads,  minimum  weight  24.0(X) 

pounds 

Wagons  and  carts,  farm  or  lumber,  straight  or  mixed  carloads,  minimum 

weight  24.000  pounds •. 

Vehicle  material,  consisting  of  the  following  articles:  Axles  (iron  or  wood), 
bows,  brakes,  doubletrees,  felloes,  geariiig.  hounds,  hubs,  shafts,  rims,  bolsters, 
singletrees,  spokes,  springs,  thimble  skeins,  tongues,  wagon  castings,  wheels, 
reaches,  neck  yokes,  straight  or  mixed  carloads  (except  where  classification 

makes  lower  rating ) ,  minimum  weight  24.000  pounds , 

Wheelbarrows,  carloatis,  minimum  weight  24,000  pounds , 

Whisky,  actual  weivht, domestic  wines,  domestic  gin,  domasUc  brandies,  alcohol, 
and  high  wines,  in  wood,  estimated  weight  of  400  pounds  per  barrel  or  200 
pounds  per  half  barrel,  O  R  L,  value  limited  to  75  cents  per  gallon,  any  quan- 
tity   

Wire,  cable,  telephone  and  telegraph,  carloads,  minimum  weight  24,000  pounds . 

Woodenware,  carloads .-. 

Meats,  fresh,  and  dressed  poultry,  in  refrigerator  cars,  straight  or  mixed  car- 
loads, minimum  weight  20,000  pounds 


Rates  in 
effect 

October 
1,1887. 


25 


Rates  in 
effect 

October 
1,1905. 


80 
36 

80 
40 

25 

65 
90 
90 
65 
81 
81 


28 
31 


30 
35 
81 

45 


FROM  LOUISVILLE,  KY.,  TO  ATLANTA,  GA. 


Class  1  . 
Class  2  . 
Class  3  . 
Class  4  . 
Clafis  5  . 
Class  6  . 
Class  A. 
Cla.ss  B. 
Class  C . 
ClasK  I). 


Claims  E. 

Class  H 

Class  F I>er  barre!. 

Special  iron: 

Carloads,  30.000  pounds  minimum 

Lew  than  carloads 

Acid,  sulphuric,  in  tank  cars,  carloads,  minimum  weight,  30,000  pounds,  per  t<m 

2.000  iwunds 

Agricultural  cultivating  Implements,  carloads,  minimum  weight  20.000  pounds- 
Agricultural  implements  (taking  sixth  class  in  carloads)  mixc<l  with  farm 

WHjfons  without  springs,  cnrlonds 

Ale  (including  ginger  ale),  beer,  nK»t  beer,  porter,  and  other  malt  licjiiors,  O.  R.,  J 

carli»ads,  minimum  weight  24,000  pounds 

Apples,  carloads 

Barrels  and  kegs  (wooden),  empty,  oarloafls.  minimum  weight  15,000  i>ounds 

Bary tes,  carloads 

Bocns  and  shoes,  carloads 

Box  and  barrel  material,  woo<len,  in  bundles,  less  than  carloads 

Brick: 

Common,  pres.«»ed,  glazed,  enameled,  oninmental,  und  shaped,  straight  or 

mlxiHl  carU>iidK,  minimum  weight  40.000  pounds. 

Fire,  carloads,  minimum  weight  30,tf00  |»ound.s 

Hollow  building,  carloads,  minimum  wiMght  30.000  p(^»unds 

Terra  cotta.   for  ornamental  purpos(?N,  carloads,  miuinuim  \ve\i:\\l  'iA,OQO  \ 

pt^onds 

Temcottd  " lumber,"  for  fnterior  work,  carloads,  minimum  weVgYil  30,V3H» 
pouTidB 
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DIGEST   OP   HEABINGS   ON   RAILWAY   BATES. 


Statbmsnt  D. — Comparison  between  the  rates  in  effect  October  i,  2S87j  and  those  in  effect 
October  If  1905 J  from  Louisville ^  Ky,^  to  Atlanta^  Ga.,  and  New  Orleans,  La, — Ck)nt*d. 

FROM  LOUISVILLE,  KY.,  TO  ATLANTA,  GA.-Continued. 


Classes  and  commoditiei*. 


'  Rates  in 

effect 
;  October 
1   1,1887. 


Calcium,  chloride,  carioads,  minimum  weight  30.000  pounds 

Canned  goods,  in  tin  cans  packed  in  boxes,  viz:  Condensed  milk,  cove  oysters,  i 
evaporated  cream,  fixh,  fruits,  jellies  and  preserves,  fruit  butters,  meata  (except 
where  lower  rating  is  provided  in  Southern  Freight  Classification),  shellfish.  . 
aoupe  and  broths,  pork  and  beans  and  vegetables:  i 

Carloads 

Lew  than  carloads , 

Fruit  Jellies,  fruit  butters,  fruit  preserves,  and  mince-meat,  straight  or  mixed  i 
carloads,  packed  in  tin  cans,  boxed,  or  in  wooden  buckets  or  icitH.  crated.  ' 
or  in  barrels,  half  tiarrels  or  kegs,  or  when  mixed  with  other  canned  goods  i 

as  described  above 

Less  than  carloads 

Cement,  in  barrels  or  sacks,  carloads,  minimum  weight  40,000  pounds 

Chair  stuff  or  stock,  wooden,  in  the  white,  unfinished,  carloads,  minimum  weight 

24,000  pounds 

Clay,  fire,  carloads,  minimum  weight  30.000  pounds 

Coal,  carloads,  minimum  weight  20  tons,  per  ton  2.000  pounds 

Coal  and  coke,  carloads,  per  ton  2,000  pounds  (except  as  above) ' 

Conduits,  brick  or  clay,  for  electric  cables  or  wire,  carloads,  minimum  weight 

30.000  pounds 

Cotton,  viz:  Uncompressed,  carrier's  privilege  of  compressing 

Cotton  ties,  carloads '. ! 

Crackers  and  cakes,  less  than  carloads 

Emigrant  moveables  (will  not  apply  on  contractors'  or  graders*  outfit),  value 
limited  to  95  per  100  pounds  in  case  of  loss  or  damage,  and  so  stated  in  bill  of 
lading:  I 

Let»  than  carloads 

Carloads 

With  livestock  (valuation  as  per  Southern  Freight  Classification),  not  ex-  ' 
ceeding  5  head  in  same  car.  1  attendant  to  have  free  passage  on  same  train 

as  car,  carloads • 

Facings,  coal  and  iron,  and  black  cement  (a  product  of  coal  and  iron  facings), 

carloads,  minimum  weight  30.000  pounds 

Ferromanganese  and  spiegeleisen,  carloads,  20  gross  tons  minimum,  per  ton  I 

2,240  pounds  (apply  only  on  shipments  from  beyond) ^ ' 

Fertilizers,  viz:  I 

Oirloads,  minimum  weight  as  per  Southern  Freight  Classification,  per  ton  I 

2,000  pounds 

Less  than  carloads I 

Fertilizer  material,  except  as  noted  below,  minimum  weight  30,000  pounds, 
per  ton  2.000  pounds:  I 

Lees  than  carloads i 

Fertilizer  material,  consisthig  of  tatikage  and  dried  blood,  ground  tobacco  { 

stems  in  bags,  castor  pomace  in  bags.  U^>bAcco-stem  meal  in  bags,  sheep  . 

manure  and  bat  manure,  in  bags  or  in  bulk,  hoof  meal  in  bags,  and  peat  i 

fertilizer  filler: 

Carloads,  minimum  weight,  as  per  Southern  Freight  Classification,  per  , 

ton  2,000  pounds ; 

Less  than  carloads I 

Flour,  in  sacks ' 

Flour,  self-raising:  , 

In  sacks I 

In  barrels,  per  barrel 

Fruits,  tropical,  viz:  Oranges,  lemons,  limes,  and  grape  fruit:  i 

Carloads ' 

Less  than  carloads 

Olajn  and  glassware,  viz:  *  | 

Bottles,  glass,  carloads 

Fruit  jars  and  jelly  gla«»es,  in  straight  or  mixed  carloads 

Plate,  carloads,  minimum  weight.  40.000  pounds  (rates  named  herein  as 
Applied  to  minimum  weight  of  40,000  pounds  shall  not  exceed  totals  ar-  I 
rived  at  by  use  of  classiflwi  rates  and  weight) 


Rough,  for  skyliehts.  carloads . 
Window,  carloads 


Olucose,  ORL: 

Carloads 

Less  than  carloads 

Qrape  sugar,  ORL: 

Carloads 

Leas  than  carload.s 

Handles,  wooden,  implement  and  tcx>1: 

Carloads 

Less  than  carloads 

Hsir  (for  carpet  yam ),  pressed  in  bales  any  quantity 

Hidetf,  viz: 

Dry,  carloads 

Green  HAlted,  carloads 

SheepektDB,  green,  talted.  carloads,  minimum  ^e\gY\l,  VkJSf^  vovm^  > 


68 
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474 

28 

X 

25 
56 


Rates  In 
effect 

October 
1,1906. 
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Statement  D. — Comparison  between  the, rates  in  effect  October  /,  1887,  and  those  in  effect 
October  If  1905,  from  Louisville,  Ky.,  to  Atlanta,  Qa.,  and  New  Orleans,  Ija.^-ConVa. 

FROM  LOUISVILLE,  KY.,  TO  ATLANTA.  GA.-ConUnued. 


Classes  and  commodities. 


Rates  in 

effect 
October 
1,1906. 


Ice: 

Carloads,  for  refrigerating  fruits,  when  consigned  to  agents  of  refrigerator 

car  lines,  per  ton  2,000  pounds , 

Released,  carloads 

Iron  articles,  viz: 

Billets,  blooms,  and  ingots,  iron  and  steel,  straight  carloads,  20  groHs  tons 
minimum  (apply  only  on  shipments  from  beyond),  per  ton  2,240  pounds... 
Boiler  plate,  carloads,  minimum  weight.  30.000  pounds 


Car  wheels,  axles,  trucks  and  bolsters,  straight  or  mixed— 

Carloads , 

Less  than  carloads , 

Nails,  carloads 

Pig.  carloads,  20  grow  tons  minimum  (applies  only  on  business  from  beyond), 

per  ton  of  2.240  pounds 

Pipe,  wrought-iron.  carloads,  minimum  weight.  30,000  pounds 

Plow  steel,  untlnished,  viz:  Flat  cut  shapes,  slabs  and  circular  disks,  black, 
not  polished,  carloads,  minimum  weignt,  30,000  pounds,  when  shipped  to 

factories  only  (applies  only  Ui  Atlanta. Ga.) 

Note.— It  is  understood  that  slabs  will  include  any  steel  slabs  used 
in  the  manufacture  of  plows. 
Railroad  track  material,  viz:  Chairs,  frogs,  nut  locks,  rails,  iron  or  steel, 
spikes,  splice  bars,  switches,  switch  chairs,  switch  stands,  tie  plates,  track 
braces,  track  bolts,  track  nuts,  and  washers,  carloads,  per  ton  2.240  pounds. 
Scrap  iron  of  all  kinds,  except  old  rails  for  relaying  purposes,  carloads,  mini- 
mum weight,  30.000  pounds,  per  ton  2.000  pounds 

Sheet  iron  and  sheet  steel,  black  and  galvanized,  carloads,  minimum  weight, 

40,000  pounds , 

Vehicle  forgings  and  castings,  iron  or  steel,  not  painted,  japanned,  or  other- 
wise finished,  carloads,  minimum  weight.  30,000  pounds 

Jug  ware,  consisting  of  common  brown  ware  (not  including  tableware  or  deco- 
rated ware  of  any  kind),  packed  or  in  bulk,  carloads,  minimum  weight, 30,000 
ounds 


pou 
Lime 


Lime,  carloads 

Live  stock,  relea.<ied.  less  than  carload,  subject  to  estimated  weights  of  Southern 

Freight  Classification 

Lumber,  viz: 

Box  material,  wooden  fence  posts,  heading,  hoops,  laths,  logs,  all  kinds; 
lumber,  rough  or  dressed:  mining  props  or  caps,  wooden  paving  blocks, 
shingles,  shooks,  staves,  telegraph  and  telephone  poles,  straight  or  mixed, 

carloads 

Building  material,  wooden,  in  mixed  carloads  or  in  straight  carloads  (ex- 
cept when  lower  specific  rates  are  published  on  any  of  the  articles  in 
straight  carloads),  minimum  weight.  24,000  pounds,  consisting  of  lumber, 
rough  or  dressed;  laths,  shingles,  scroll  work,  window  and  door  frames, 
sash,  dooro.  and  blinds,  molding,  balusters,  baseboards,  casings,  porch 
cx>lumns.  newels,  stair  work,  and  wainscoting,  except  on  straight  carloads 

of  lumber,  laths,  and  shingles 

Meats,  fresh,  includins:  dressed  poultry,  straight  or  mixed,  carloads 

Melons,  carloads,  minimum  weight.  24,000  pounds 

Molasses  and  sirup  (except  fountain  and  coloring  sirups),  (including  glucose 
sirup),  ORL,  in  wood  or  tin  cans,  boxed,  also  glucose  in  tank  cars: 

Carloads 

Less  than  carloads 

Oatmeal,  rolled  oats,  or  shredded  oats,  rolled,  cracked,  or  crushed  wheat,  in  bar- 
rels, kegs,  drums,  boxes,  half-barrels,  cotton  or  gunny  sacks,  or  in  paper  pack- 
ages, packed  in  boxes,  any  quantity 

Oil.  cotton-seed: 

Carloads 

Less  than  carloads 

Paper: 

Printing,  calendered  or  machine-glazed,  not  enameled,  in  rolls,  carloads. 

minimum  weight.  40,000  pounds 

Wrapping,  in  rolls  20  incnes  and  over  in  diameter,  carloads,  minimum 

weight.  40.000  pounds 

Peaches,  green,  carloads 

Pickles,  vinegar,  sauerkraut,  mustard  (prepared),  horse  radish,  catsup,  table 
sauces,  or  olives,  in  glaw*  or  earthenware,  packed  or  in  wood,  mixed  with  pre- 
serves, fruit  butter,  or  jellies,  in  glass  or  earthenware,  or  cans,  packcni  or  in 

wood,  carloads 

Pipe,  earthen  or  sewer,  and  draintile,  straight  or  mixed,  carloads,  minimum 

weight,  30,000  pounds 

Plaster,  wall,  building,  molding,  fancy,  and  decorating,  all  kinds,  and  ground 
gypsum  rock,  carloads,  minimum  weight,  60,000  pounds  (but  not  in  excess  of 

marked  capacity  of  air) 

Plow  beams  and  bandies,  in  the  rough  or  white,  carloads 

Pyrites,  ore,  carloads,  per  ton  2,000  pounds 

Rice,  cleaned,  any  quantity 
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DIGEST  OF   HEARINGS   ON  RAILWAY  RATES. 


Statbmbnt  D. — Comparison  between  the  rales  in  effed  October  i,  1887 ^  and  those  in  effect 

October  i,  1905^  from  Louisville^  Ky,y  to  Atlanta,  Ga.,  and  New  Orleans,  La. — Con. 

FROM  LOUISVILLE,  KY.,  TO  ATLANTA,  GA.— Con. 


Classes  and  commoditieA. 


Rock,  bituminous,  carloads,  per  ton  2,000  pounds ; 

Roofing  felt.  dr>-  or  unsaturated,  in  rolls  or  bundlei*,  carloads 

Salt,  carloads 

Sand,  molding,  carloads,  minimum  weight.  60,000  (wunds 

Screen  doon  and  windows,  carloads,  minimum  weight,  24,000  pounds 

Slate,  roofing,  released,  carloads 

Soap,  laundry,  in  boxes  or  barrels: 

Carloodii 

Less  than  carloads 

Soap  powders: 

Carloads 

Less  than  carloads 

Soda,  bicarbonate  of,  any  quantity 

Spelter,  carloads 

Starch  (except  for  table  use  as  food)  earload.<i.  minimum  weight,  30,000  pounds .. 
Stone,  vi«: 

Crushed,  paving,  or  macadam,  carloads,  minimum  weight,  40.000  pounds — I 

Bloclcs  or  slabs,  hammered,  chiseled,  or  polished,  boxed  or  crated,  value 

limited  to  40  cents  per  cubic  foot  and  so  receipted  for;  monuments  and 

tombstones,  or  part«  thereof,  lettered  or  unlettered,  boxed  or  crated,  value 

limited  to  40  cents  per  cubic  f«)Ot  and  so  receipted  for,  carloads,  minimum 

weight,  30,000  pounds 

Rough-quarried  clocks,  mugh-sawed,  sand-rubbed  (slushed),  slabs,  blocks,  or 
columns,  floor  tiling,  building  stone  for  exterior  of  buildings,  including 
blocks,  slabs,  columns,  other  pieties  of  stone  used  In  exten(»r  of  build- 
ings, value  limited  to  20  centa  per  cubic  foot  and  so  receipted  for,  car- 
loads, minimum  weight,  30.000  pounds 

Stoves  (except  alcohol,  gH«*,  gasoline,  oil.  and  vapor  stoves),  hollow  ware,  and 
stove  furniture,  O.  R..  grate  frames,  boskets,  and  fixtures: 

Carloads 

Same  (excent  ^heet-iron  stoves  > ,  less  than  carloads 

Strawboard  ana  pulp  board,  carloadn.  minimum  weight,  40,000  pounds 

Tar  and  pitch,  carloads,  minimum  weight,  30.000  pounds 

Terra  cotta,  architectural,  ciirlouds,  minimum  weight.  24,01)0  pounds 

Tile,  viz:  Roofing  carloads,  minimum  weight.  30.000  pounds , 

Tiling,  hollow  firepn>of,  carloads,  minimum  weight,  30,000  i)Ounds I 

Tin  plate,  carloa<lH.  minimum  weight.  40.000  pounds 

Vegetables,  viz: 

Beets,  cabbage,  onions,  potatoes,  and  turnips,  in  straight  or  mixed  carloads.. 

Same,  when  mixed  with  apples,  carloads 

Celery,  releai»ed.  (rarloads.  minimum  weight,  20.000  pounds 

Vehicle  material,  wchkIcu,  viz:  Bows,  doubletrees,  fellies,  hubs,  neck  yokes, 
rims,  shafts,  side  bars,  single  or  whirtletrees.  spoken,  and  poles,  in  the  white, 

carloads 

Vehicle  mat(*rial,  wooden,  untiuished,  including  the  following  articles  only: 
Reaches,  axle  beds,  side  bars,  head  bl<M'ks.  shaft>.  poles,  fellies,  singletrees, 
spokes,  hubs,   rims,  doubletrees,  hub  bloi-ks,   whimetrees,  neck  yokes,  and 

bows,  carloads 

Carriage  and  wagon  axles  and  vehicle  boxes  and  skeins,  carloads,  minimum 

weiffht,  30,000  pounds 

Vehicle  wheels,  without  tires,  straight  carloads,  minimum  weight,  18.000 
pounds;  vehicle  wheels,  with  tires,  straight  carloads,  minimum  weight, 
24,000   pounds;  vehicle  wheels,  mixed   carloads,  with  or   without  tires. 

minimum  weight.  24.000  pounds 

Washing  compounds  (not  li(iuid): 

Carloa<ls 

Less  than  carload" 

Water,  mineral,  O.  K..  cjirloads.  miiummn  weight.  24.000  pounds 

Whiting,  carloads,  minimum  weight.  24.000  jmmiihIs.  per  ton.  2.000  fxHinds 

Wood,  compound  or  Jiuilt  up.  <'arIoads.  minimum  weight.  30.000  |K>unds 

Wooden  or  paper  butter  (Ii>lies  and  plates,  carloads,  minimum  weight.  24.000 

pounds 

Wool,  carloads,  minimum  weight.  lO.(HX)  pounds 


Rates  in 

Rates  in 

effect 

eflTect 

October 

October 

1,1887. 

1,1W5. 

X 

275 

56 

24 

46 

18 

24 

10 

46 

82 

24 

20 

30 

r 

30 

27 

68 

•>7 

68 

27 

66 

39i 

56 

31 

46  I 


28  I 


56  ■ 

48 

81  1 

66 

46 

24 

24  , 

•A) 

46  1 

27 

28 

18 

2M  1 

14 

56  1 

31 

46 

35 

46 

35 

81 

40 

56 


56 
56 


56 


2b 
38 


68 

27 

66 

30 

1.120 

tiOO 

X 

31) 

46 

26 

81 

•JO 

MAINE  CENTRAL  RAILROAD. 

GBNTLR.MEN  :  I  l>og  to  acknowledge  receipt  of  circular  from  the  Interstate  Commerce 
Commission,  dated  OctoIxT  20,  1887,  and  In  reply  thereto  would  say  that  there  are  points 
on  the  line  of  this  company's  railroad  to  and  from  which  the  rates  on  interstate  freight 
traffic  made  bv  this  company  in  combination  with  our  western  connection,  the  Boston 
and  Maine  Railroad,  are  greater  than  the  rates  to  and  from  more  distant  points  In  same 
direction.  The  iwints  so  treated  are  Riverside,  Vassalborough,  Winslow.  WatervUle, 
Benton,  Clinton,  Burnham,  Unity,  Thorndlke,  Knox,  Brooks,  Waldo,  Plttsfleld,  Detroit 
Newport,  Bast  Newport,  Etna,  Carmel.  Ilermon  Pond,  and  Hermon  Center. 

For  classified  rates  on  Interstate  traffic  between  these  points  and  stations  on  Boston  and 
3£aine  Railroad,  I  would  respectfully  refer  you  to  accompanying  freight  schedule  A. 
The  more  dlatant  points  to  which  le^^s  rates  are  mtide  are  Belfast,  Bangor,  Bucksport 
and  EUawortb. 
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For  rates  on  Interstate  traffic  between  theee  points,  and  Boston,  I  would  respectfallj 
refer  yon  to  accompany ing  freight  schedule  marked  B. 

In  combination  with  our  eastern  connection,  the  New  Brunswick  Railway,  this  com- 
pany has  made  rates  on  Interstate  frei^t  traffic  between  Portland  and  Bangor,  Me.,  and 
St.  John,  8t  Stephen,  and  St.  Andrews,  New  Brunswick,  which  are  less  than  the  rates 
between  same  points  and  our  Intermediate  stations,  though  the  distance  to  such  Interme- 
diate stations  is  less. 

For  rates  between  St.  John,  St.  Stephen,  snd  St.  Andrews,  New  Brunswick,  and  Port- 
land and  Bangor,  I  would  refer  you  to  accompanying  freight  schedule  marked  C,  and  for 
rates  between  these  three  New  Brunswick  points  and  our  intermediate  stations,  would 
refer  you  to  accompanying  freight  schedule  marked  D. 

The  more  distant  points  named  herein,  to  which  less  rates  are  made  than  for  shorter 
distance  in  same  direction,  are  towns  located  upon  naTlgable  waters,  snd  to  which  regu- 
larly established  lines  of  steamboats  run,  as  well  as  an  immense  number  of  coasting 
yessels.  The  traffic  of  these  towns,  particularly  Bangor  and  St.  John,  is  exceedingly 
large,  and  rates  are  dictated  by  the  water  lines,  who  are  not  subject  to  the  provisions  of 
the  interstate-commerce  law. 

The  rates  as  established  by  this  comoany  In  opposition  to  these  water  lines  are  based 
upon  the  decision  of  the  Interstate  Commerce  Commission,  published  June  16,  1887, 
"  that  competition  with  carriers  by  water  which  are  not  subject  to  the  provisions  of  the 
statute  entitles  the  carriers  to  charge  less  for  the  longer  than  for  the  snorter  haul  over 
the  same  line  in  the  same  direction,  the  shorter  being  included  in  the  longer." 

These  rates  are  necessary  to  secure  to  us  even  a  portion  of  the  traffic;  they  are 
restricted  to  water  competitive  points,  and  can  not  be  detrimental  to  the  business  Inter- 
ests of  those  points  to  which  higher  rates  are  charged,  though  the  distance  is  less,  since 
the  traffic  not  taken  by  rail  can  and  would  go  by  water. 

In  further  connection  with  this  matter,  I  would  say  that  this  competition  has  been 
limited  on  our  part  thus  far  to  freight  traffic ;  that  the  passenger  traffic  is  such  that 
Increased  train  service  and  quick  time  have  seemed  to  offset  the  difference  in  rate  of  fare: 
and  in  explanation  of  our  entering  into  competition  with  these  water  lines  for  the  freight 
traffic  at  such  extremely  low  rates,  will  say  that  east  of  Bangor  there  are  117  miles  of 
this  company's  railroad,  terminating  at  Vanceborough,  the  boundavv  line  between  the 
United  States  and  the  Province  of  New  Brunswick  and  our  point  of  junction  with  the 
New  Brunswick  Railway,  running  east  to  St.  John  and  north  to  Aroostook  County,  the 
most  fertile  portion  of  the  State  of  Maine,  which  finds  the  chief  market  for  its  products 
in  Boston,  Blass. 

The  movement  of  empty  cars  being  from  Boston  east,  this  company  and  its  connec- 
tions have  believed,  and  do  still  believe,  that,  in  connection  with  their  regular  freight 
traffic,  this  competitive  freight,  considering  its  volume,  can  be  transported  in  such  return- 
ing cars  without  loss,  even  at  the  rates  forced  upon  us  by  the  water  carriers. 

For  the  Information  of  your  Commission  I  have  attached  to  these  papers  a  map  of  the 
Maine  Central  Railroad  and  connections,  showing  our  water  competing  points. 

I  have  the  honor  to  be,  yours,  very  truly, 

Payson  Tvckbb, 
Vice-President  and  General  Manager. 

The  INTERSTATS  COMMERCE  COMMISSION. 

M'ashitigton,  D.  C. 


Freight  Schedule  A. — Rates  in  force  November  i,  1887,  between  Boston  and  all 
Hiations  on  Boston  and  Maine  Railroad  and  stations  named  on  Maitie  Central 
Railroad, 

[Rates  In  cents  per  100  pounds.] 


L 


Class. 


StatiouA. 


Riverside I  30  ^ 

VasBalborough i  40  'jS 

Winidow 40  m 

Waterville 41  33 

Benton '  41  :*i 

Clinton I  42  IM 

Bumbjvm 144  'M 

Unity 44  m 

Thomdike 4.5  3T 

Knox I  4.5  T* 


24* 

m 


mi  I  Brooks 
n      Waldo. 
i^U'  Pittsfield 
iS  ,  Detroit.. 
5S  !  Newport 
m    East  Newport 

aft  .  Etna 

m     Carmel 

2<»}  '  Hcmion  Pond 
:ttH    Hermon  Centre 


Freight  Schedule  B. — Rates  in  force  November  i,  1887,  between  Boston  and 
East  Boston  and  stations  named  on  Maine  Central  Railroad, 


[Rates  In  cents  per  100  pounds.] 

SUtions. 

Class.                        ; 

Class. 

First.  '  Second.  Third.  1  Fourth,  i                            First. 

25  1           20           1.5             12|'  Bncksport....'         ^ 
25            20  '         16            12i    Ellsworth ....         V« 

Second.  Third.  |  Fourth. 

Belfast 

Bangor  

«>\        «i\         \1\ 

M6 
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Freight  Schedule  O. — Rates -in  force  November  i,  1887,  J)etween  8t.  John,  8t 
Stephen,  8t.  Andrews,  N.  B.,  and  Portland  and  Ba/ngor,  Me, 

[Rates  in  cents  per  100  pounds.] 


Stations. 

1 

Class. 

1  First. 

Second. 

Third. '  Fourth. 

Portland 

1        80 

20            15 

Banffor 

1           SR 

15            Vtk 

^^*     - 1 

Freight  Schedule  D. — Bates  in  force  November  1,  1881,  between  8t.  John,  8t, 
Stephen,  and  8t.  Andrews,  N.  B.,  and  stations  on  Maine  Central  Railroad  east 
of  Bangor  and  Portland. 

[Rates  in  cents  per  100  pounds.] 


All  stations  on  main  line  between  Bangor  and  Vanceborough . 
All  stations  on  main  line  between  Portland  and  Bangor 


Class. 


First.    Second.  Third.  Fourth, 


ao 


17* 
25 


KNOX   AND   LINCOLN    RAILROAD   COMPANY.* 

Qbntlbmen:  In  answer  to  your  circular  letter  of  the  20th  instant,  I  send  you  b7 
this  mail  copies  of  our  tariffs.  In  addition  to  these  rates  we  make  a  special  rate  of  12| 
cents  per  hundred  pounds  on  some  articles  in  the  grocery  line  between  Rockland  ana 
Boston  only.  This  rate  we  were  obliged  to  make  to  recover  our  Rockland  freight  busi- 
ness, which  had  gone  from  us  almost  entirely  since  April  5  on  account  of  the  yery  low 
rates  made  by  our  water  competitors,  there  being  a  daily  line  of  steamers  between  Rock- 
land and  Boston. 

There  are  no  rates  in  our  passenger  tariif  tbat  conflict  with  section  4. 
Respectfully, 

W.  L.  Whitb,  Buperintendent. 

INTBBSTATB   COMMBBCB   COMMISSION^ 

Washington,  D.  C. 


MAINE  CENTRAL  RAILROAD  COMPANY. 

Portland,  Me.,  October  16,  1905, 
Deab  Snt:  Your  letter  of  September  9,  addressed  to  Mr.  W.  K.  Sandei*80D, 
general  freight  agent,  has  by  him  been  referred  to  me,  and  I  beg  leave  to  make 
the  following  reply : 

This  company  is  in  competition  at  numerous  points  with  steamboat  and  other 
vessels  plying  on  navigable  waters  between  cities  and  towns  in  the  State  of 
Maine  and  Boston,  Mass.,  and  other  points  on  the  Atlantic  seacoast  The  rates 
to  and  from  these  water  points  are  made  by  the  water  lines,  with  whom  we  are 
In  competition.  The  rates  between  these  competitive  water  points  are  in  many 
cases  less  than  the  rates  on  similar  traffic  to  and  from  intermediate  Interior 
points,  among  which  may  be  cited  Riverside,  Waterville,  Pittsfleld,  Newport, 
Me.,  and  the  other  points  mentioned  in  previous  letter  written  by  the  vice- 
president  and  general  manager  of  this  company  in  response  to  the  circular  from 
the  Interstate  Commerce  Commission  dated  October  20,  1887. 

The  conditions  under  which  this  company  is  in  competition  with  water  lines 
are  substantially  the  same  as  existed  in  1887,  and  between  the  same  points 
which  are  given  in  the  following  schedules  which  are  lettered  in  a  manner 
similar  to  those  stated  in  the  previous  letter : 


oThis  property  is  now  controlled  by  the  Maine  Central, 
that  company  to  the  present  inquirj-. 


See  response  of 
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]?^REiGHT  Schedule  A. — Rates  in  force  October  1,  1905,  between  Boston,  Mass,, 
and  the  folloicing  interior  stations  on  the  Maine  Central  Railroad  inter- 
mediate to  stations  named  in  Freight  Schedule  B, 

[Rate  In  cents  per  100  poundi.] 


1 

a 

4. 

47 
47 
44 
4A 

47 

47 
4S 
4» 

m 

4U 
40 

8. 

IS* 

i 

i?* 

81 

«, 

RiTeraldiJ 

_,._,  40  la* 

,..,,..„  41   m 

— 41     ^ 

_._-_. .J  42  .  34 

1  44  1  m 

-.J  44  ,  m 

Si 

1 

Brooka„„...... 

^* 

Vasflftlboro  .....,-.  . 

Waldo. „ _.,..   .,. 

£74 

Wiofllow   

Pittafleld  ...„__. .„.„„____. 

J» 

Benton ., ._„ 

Dtstroil . ,.. . 

??* 

CliDton . .  .,-—„.-„ . 

Etna. ---...-,.. -.  ..^ 

a7f 

Pnrnbl^m 

Ckrmel ^._., 

Unity 

KB* 

Knoi..„,.. _. 

Hermvti  CteDKr , . _.. . 

fW 

The  foregoing  rates  are  the  same  as  those  which  were  in  effect  in  1887,  and 
are  governed  by  the  Maine  Central  classification. 

Freight  Schedule  B. — Rates  in  force  .October  i,  190o,  between  Boston,  Mass., 
and  the  following  competitive  water  points  on  th£  Maine  Central  Railroad. 

[Rate  in  cents  per  100  pounds.] 


• 

1. 

f. 

a 

4. 

s. 

0. 

Belfast..- ..„„_,,„ 

an 

IS 

31* 

IS 
1» 

la 
Hi 

1J4 

ifi 
15 

lA 

iU 

BaiiK'i'r  .  -.. . ._.-- .... ^ ..-.^. .^-^-^ ..-^^^^^^.. 

BncEaport....... ._,„ ..„,.„.,,.... ., 

il 

Ellsworth ,._ -— ..., ....,, .... 

The  foregoing  rates  are  governed  by  the  "coastwise"  classification,  and 
are,  in  part  increases  over  those  in  effect  in  1887.  They  are  the  same  rates  as 
those  published  by  the  Eastern  Steamship  Company,  with  whom  we  are  in 
competition  between  the  points  named. 

Fbeioht  Schedule  C. — Rates  in  force  October  1,  1905,  beticeen  8t.  John,  8t. 
Stephens,  St,  Andrews,  New  Brunswick,  and  Portland  o»id  Bangor,  Me, 

[Rate  in  cents  per  100  pounds.] 


Portland. 
Bangor  .. 


1.     2.     8.     4.     6.     6. 


if 


The  foregoing  rates  are  governed  by  the  "coastwise"  classification,  and 
are.  in  p^rt,  increases  over  those  in  effect  in  1887.  They  are  the  same  rates 
as  those  published  by  the  Eastern  Steamship  Company,  witli  whom  we  are  in 
competition  between  the  points  named. 

Freight  Schedule  D. — Rates  in  force  October  i,  190.'),  between  St,  John,  St. 
Stephens,  and  St,  Andrews,  New  Brunstvick,  and  stations  on  the  Maine 
Central  Railroad  east  of  Bangor  and  Portland,  Me. 


[Rate  In  cents  per  100  pounds.] 


Between  Portland  and  Baniror ... 
Between  Bangor  and  Vanceboro. 


'  Wl4ftV« 


«i\^ 
«;^\l\ 


378 
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Tbe  foregoing  rates  are  governed  by  the  Maine  Central  classification,  and 
are  the  same  as  those  which  were  in  effect  in  1887. 

Since  1887  the  Washington  County  railroad  has  been  constructed  and  put 
into  operation,  it  having  been  opened  for  traffic  in  1899.  This  road  extends 
from  Eastport  and  Calais,  Me.,  both  water  points,  on  the  east,  to  Washington 
Junction,  Me.,  on  the  west,  where  it  makes  connection  with  the  Maine  Central 
Railroad. 

The  published  rail  rates  in  which  this  company  is  interested,  l)etween  East- 
port  and  Calais,  Me.,  on  the  one  hand,  and  Boston,  Mass.,  on  the  other,  are 
the  same  as  those  published  by  the  Eastern  Steamship  Company  and  Frontier 
Steamship  Company,  with  whom  we  are  in  competition,  and  these  rates  are  less 
than  the  intermediate  interior  rates  between  Eastport  and  Calais,  Me.,  and 
Iiawrence  and  Haverhill,  Mass.,  which  are  intermediate  interior  points  east  of 
Boston. 

Since  1887  the  Knox  and  Lincoln  Railway  has  been  merged  with  the  Maine 
Central  Railroad  Company  and  its  identity  as  a  separate  corporation  has  ceased, 
but  the  conditions  imder  which  water  competition  exists  between  Rockland, 
Me.,  and  Boston,  Mass.,  have  not  changed,  and  the  rates  between  those  points, 
which  are  in  effect  by  the  Eastern  Steamship  Company,  with  whom  we  are  in 
competition,  are  adopted  by  this  company  in  order  that  the  rail  line  may  par- 
ticipate in  the  traffic. 

The  class  rates  between  New  York,  N.  Y.,  and  Bangor,  Me.,  both  water  poiuts, 
via  Metropolitan  Steamship  Company,  Boston,  Mass.,  Boston  and  Maine  Rail 
road,  Portland,  Me.,  and  Maine  Central  Railroad  to  Bangor.  Me.,  are  as  follows  * 


I.  '  2.  : 

8. 
35 

4. 

30"' 

5. 

6. 

m    \    40    ' 

i          i 

22 

19 

While  between  New  York,  N.  Y..  and  Newport,  Me.,  an  intermediate  Interior 
point,  via  same  route,  the  rates  are  as  follows : 


1. 

.56 


2. 
46 


36        29 


5.         6. 
23    I    19 


These  rates  to  and  from  New  York  are  governed  by  the  **  official "  classifica- 
tion, and  it  will  be  noted  that  some  of  the  intermediate  interior  rates  are 
greater  than  these  to  and  from  Baugor,  Me.,  where  we  have  water  competition. 

While  there  have  been  no  advances  in  these  rates  to  and  from  the  interior 
points  named  on  this  company's  line,  the  comi)etitive  rates  between  water 
points  have  generally  been  advanced.  This  advance  in  rates  l>etween  water 
points  I  ascribe  to  the  Increased  cost  of  transportation  by  water  lines,  and  they 
have  been  made  effective  on  various  dates  during  the  past  five  years. 

As  regards  passenger  traffic,  all  local  rates  on  the  Maine  Central  Railroad 
In  the  State  of  Maine  were  reduced  in  IIXX).  and  this  has  resulted  in  corre- 
sponding reductions  in  through  rates  on  interstate  passenger  traffic  between 
nearly  all  State  of  Maine  i>oints  on  this  company's  line  and  Boston,  Mass..  and 
other  points  outside  of  this  State.  As  illustrations  of  these  reductions,  I  l)eg 
to  give  you  the  following  typical  instances: 

The  first-class  limited  rate  between  Boston,  Mass.,  and  Waterville,  Me.,  at 
present  is  $4.55.     In  1887  this  rate  was  $4.75. 

The  first-class  limited  rate  between  Boston,  Mass.,  and  Newport,  Me.,  at  pres- 
ent is  $5.4().     In  1887  this  rate  was  $5.70. 

The  first-class  liniitoil  rate  between  Boston,  Mas**.,  and  Pittsfield.  Me.,  at  pre?«- 
ent  is  $5.15.     In  1887  this  rate  was  $5.5(). 

On  the  other  liand,  some  of  oiu*  passenper  rates  on  interstate  traffic  between 
water  points  have  been  advanced.  For  illustration,  the  first-class  limited  rate 
between  Boston.  Mass.,  and  Rockland,  Me.,  at  present  is  $4,  while  In  1887  it 
was  $3.50.  This  increase  has  been  made  to  make  our  rates  uniform  with 
those  of  the  Eastern  Steamship  Company,  with  whom  we  are  In  competition. 
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We  have  no  interstate  or  local  passenger  rates  where  the  longer  haul  In 
the  suiue  direction  is  less  than  any  intermediate  haul. 
Ue8i)ectfully,  yours, 

Geobob  F.  Evans, 
Vice-President  and  General  Manager, 
lion.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce^ 

United  States  iSefiatCy  Washington,  D.  C. 


MICHIGAN  CENTRAL  RAILUOAD  COMPANY. 

Dear  Sir:  In  reply  to  your  circular  of  October  2S,  I  would  state  that  there  is  certain 
traffic  carried  by  this  company,  both  on  its  own  line  and  in  connection  with  other  rail- 
road companies,  where  a  higher  rate  is  charged  for  a  lesser  distance  included  within  a 
longer  one. 

(1>  Traffic  to  and  from  BufTalo,  N.  Y..  and  Goshen,  Ind..  carried  by  the  Michigan  Cen- 
tral and  Cincinnati,  Wabash  and  Michigan,  via  Niles.  The  direct  line  from  BufTalo  to 
Goshen  is  via  the  Lake  Shore  and  Michigan  Southern,  distance  420  miles.     Its  rates 


Class : 

First    80 

Second     30 

Third     26 

Fourth     18 

Fifth      16 

Sixth      18 

In  connection  with  the  Cincinnati,  Wabash  and  Michi^^an  we  quote  the  same  rates  as 
the  Lake  Shore  and  Michigan  Southern,  while  our  rates  to  and  from  Niles  to  and  from 
Buffalo  are — 

Class : 

First    41 

Second     80i 

Third     2«1 

INnirth     4. 10 

Fifth      17 

Sixth      14 

our  distance  belnf?  428  miles.  Niles  to  BuflTalo :  and  458  miles,  Goshen  to  Buffalo. 

(2)  In  connection  with  the  Louisville,  New  Albany  and  Chicago  Railway,  we  make 
the  rates  from  Indianapolis  to  common  eastern  points  93  per  cent  of  the  Chicago  rate, 
which  is  the  established  tarifT,  which  traffic  passes  through  Michigan  City,  from  which 
latter  point  the  rates  are  the  same  as  from  Chicago. 

'{3)  From  Toledo.  Ohio,  to  Owosso.  Mich.,  our  rates  are  the  same  as  those  made  by  the 
Toledo.  Ann  Arbor  and  Northern  Michigan  Railway.  y\z : 

Class : 

First    16i 

Second     15 

Third     12 

Fourth     0| 

Fifth      8 

Sixth      6i 

their  distance  being  110  miles,  our  distance  201  miles,  while  our  rates  to  intermediate 
points  are  higher  than  to  Owosso ;  for  example,  Toledo,  Ohio,  to  Mason,  Mich.,  distance 
160  miles— 

Class : 

First    211 

Second 10 

Third     15 

Fourth     l.H 

Fifth      11 

Sixth      0 

(4)  From  Detroit  and  Toledo  to  MlRsonri  River  points — Ivansas  City,  Atchison,  Leav- 
enworth. Saint  Joseph.  Omaha,  and  Council  Bluffs — the  rates  are — 

Class : 

First    110 

Second ^ 00 

Third 65 

Fourth 48 

Fifth    88 

A 40 

B    87 

C    28* 

I*    25 

E 21 

made  the  same  as  the  published  tariff  of  the  Wabash,  Saint  IiOm\«  an^  V^c\^^  ^^^>\^nv9^ 
while  from  stations  west  of  Detroit  th9  rates  are  somewhat  big;\ier.     X«  ^\TL«t«ti\.  ^%mX* 
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flcatlons  KOTem  east  and  west  of  Chicago,  it  la  dUBcult  to  glTe  the  exact  through  nttei; 
but  from  Dearborn,  for  example,  our  rates  to  Chicago  would  oe — 

Class: 

First    83 

Second    80 

Third 28 

Fourth    16 

Fifth 13 

Sixth 9 

to  which  would  be  added  the  published  rates  of  the  lines  west  of  Chicago — 

Class: 

First    90 

Second 75 

Third    60 

Fourth    35 

A 821 

B    291 

C    23 

D   20 

E    16 

goYemed  by  the  western  classification.  The  roads  west  of  Chicago  decline  to  prorate 
on  this  traffic;  therefore  our  through  rates  are  quoted  to  Chicago,  plus  the  puDllshed 
tariif  thence  to  destination.  In  all  the  above  cases  illustrated  this  company  naa  been  < 
goYemed  by  what  it  believed  to  be  the  views  of  the  Commission,  as  stated  in  the  case  of 
the  Louisville  and  Nashville  Railroad,  where  the  Commission  refers  to  the  rates  quoted 
by  the  Pittsburgh  and  Lake  Erie  from  I^ttsburgh,  in  competition  with  the  Pennsyiyania 
Railroad. 

(5)  From  Toledo,  Ohio,  and  Chicago,  111.,  to  Mackinaw  City  and  Cheboygan,  Mich., 
this  company  was  forced,  on  account  of  water  competition,  to  make  lower  rates  than 
obtain  to  intermediate  points ;  for  example,  Chicago  to  Mackinaw  City — 

Class: 

First    55 

Second     45 

Third     86 

Fourth     25 

Fifth    20 

Sixth     19 

distance  391  miles,  while  to  Mullet  Lake,  distance  369  miles,  the  rates  are — 

Class : 

First    62 

Second    62 

Third 42 

Fourth     811 

Fifth    24} 

Sixth     221 

Similarly,  Toledo  to  Mackinaw  City,  distance,  347  miles —  .. 

Class: 

First    60 

Second     40 

Third     80 

Fourth 24 

Fifth     20 

Sixth     17 

Toledo  to  Mullet  Lake,  distance,  325  miles — 

Class : 

First    60 

Second     471 

Third     40 

Fourth     34 

Fifth   29 

Sixth 24 

It  is  believed  bv  this  company  that  the  combating  circumstance  of  water  competition 
Justifies  the  charging  of  the  higher  rate  for  the  lesser  distance. 
Yours,  truly, 

H.  B.  LzDTijto, 

PreMent, 
C.  C.  McCain.  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  (7. 


MICHIGAN  CENTRAL  RAILROAD  COMPANY. 

Chicago,  III.,  October  11,  1905. 
•Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce^ 

Washington,   D.   C. 
Deab  Sib  :  Referring  to  your  favor  of  the  ^h  nltimo,  Inclosing  copy  of  letter 
written  by  former  President  H.  B.  L^edyard  to  the  Interstate  Ck>mmerce  Com 
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mission,  we  bave  gone  over  this  matter  carefully  and  wish  to  advise  that  the 
conditions  to-day  are  not  entirely  the  same  as  when  the  letter  in  question  was 
written. 

In  regard  to  section  1  the  same  conditions  exist  to-day  as  at  that  time,  with 
the  exception  that  the  rates  vary.  The  rates  were  changed  in  1896,  at  the  time 
rates  to  Central  Freight  Association  territory  generally  were  revised. 

The  situation  as  mentioned  in  section  2  is  the  same  to-day  as  it  was  at  the 
time  referred  to. 

The  conditions  as  presented  in  section  3  do  not  exist  to-day,  as  our  rates  from 
Toledo  to  Owosso  are  in  no  case  exceeded  to  intermediate  points  on  the  Michigan 
Central  Railway.  This  condition  was  changed.  I  assume,  in  1896,  when  at  the 
general  revision  of  rates  throughout  the  territory  It  was  deemed  advisable  that 
our  intermediate  territory  in  this  instance  should  be  on  no  higher  basis  Uian . 
the  rates  to  Owosso. 

The  situation  as  covered  by  section  4  does  not  exist  to-day,  there  being  no 
through  Joint  rates  from  Central  Freight  Association  territory  to  Missouri 
River  points,  the  rates  being  made  upon  the  lowest  combination  of  locals. 

The  Wabash  Railway  being  a  through  line  from  Detroit  to  the  Missouri 
River,  I  suppose  that  they  would  be  able  to  advise  you  more  definitely  as  to 
Just  what  date  the  rates  were  withdrawn.  At  the  present  time  all  through 
rates  from  the  territory  in  question  are  made  on  the  lowest  combination  of  locals. 
The  same  condition  applies  from  all  points  west  of  Detroit  on  the  line  of  the 
Michigan  Central,  and  in  no  case  do  we  charge  a  higher  rate  from  any  of  these 
points  to  the  Missouri  River  than  we  do  from  Detroit.  I  regret  that  I  am  un- 
able to  give  you  the  exact  date  of  the  withdrawal  of  the  through  rates,  but  I 
believe  that  the  above  contains  the  Information  which  you  desire. 

The  conditions  as  outlined  in  section  5  do  not  exist  to-day.  Our  rates  from 
Detroit,  Toledo,  Chicago,  etc,  to  Mackinaw  City  and  Cheboygan  differ  in  no 
respect  from  the  rates  applied  to  Mullet  Lake,  and  in  fact  there  are  no  rates  in 
effect  on  our  Mackinaw  division  that  are  higher  than  the  rates  to  Mackinaw 
City  proper. 

I  give  you  below -a  few  instances  where  the  long  and  short  haul  clause  of 
the  interstate-commerce  act  is  not  observed : 

First.  The  most  direct  line  from  Buffalo,  N.  Y.,  to  Goshen,  Ind.,  is  the  Lake 
Shore  and  Michigan  Southern  Railway.  Their  rates  are  43,  36^,  271,  19,  161, 
131.  The  Michigan  Central,  in  connection  with  the  Big  Four,  names  and  pub- 
lishes the  same  rates  to  Gorihen  as  the  Lake  Shore,  while  the  rates  to  Niles,  the 
point  at  which  delivery  is  made  to  the  Big  Four,  are  44,  371,  281,  191,  17,  14. 

Second.  The  direct  line  from  Buffalo,  N.  Y.,  to  Fort  Wayne,  Ind.,  is  the 
Wabash  Railroad,  whose  rates  are  41,  35,  26,  18,  15,  12.  The  Michigan  Central, 
in  conjunction  with  the  Grand  Rapids  and  Indiana  Railway,  operating  via 
Kalamazoo,  Mich.,  carries  these  same  rates,  while  the  rates  from  Buffalo  to 
Kalamazoo,  over  the  rails  of  the  Michigan  Central,  are  44,  371,  281,  191,  17,  14» 

Third.  The  direct  route  from  Buffalo  to  Wabash,  Ind.,  is  also  the  Wabash, 
whose  rates  are  43,  361,  271,  19,  161,  131.  The  Michigan  Central  and  the  Big 
Four  name  the  same  rates  as  does  the  Wabash,  while  the  rates  to  Niles,  the 
Junction  point  with  the  Big  Four,  are  44,  371,  281,  191,  17,  14. 

Fourth.  From  Chicago  to  Grand  Rapids  probably  the  most  direct  route  is  the 
Pere  Marquette.  Very  nearly  as  direct  a  line  is  the  Michigan  Central  and 
the  Grand  Rapids  and  Indiana  via  Kalamazoo.  The  rates  via  both  of  these 
routes  are  33,  281,  22,  15,  12,  91.  The  Michigan  Central  carries  these  rates  to 
Grand  Rapids  direct  over  its  own  rails  via  Jackson  and  Hastings,  and  while  the 
rates  carried  by  us  to  Jackson  are  no  higher  than  to  Grand  Rapids,  yet  the 
rates  to  Hastings  are  36.  31,  23,  16,  13,  10. 

Fifth.  The  rates  from  Detroit  to  Laotto  via  the  direct  lines  are  271,  24,  20,  13, 
10,  81.  The  Michigan  Central,  in  connection  with  the  Vandalla  Railroad  via 
South  Bend,  carries  these  same  rates,  whereas  the  rates  to  South  Bend  are  30, 
26,  20,  131,  11,  9. 

Sixth.  Th6  most  direct  line  from  Detroit  to  East  St.  Louis  Is  the  Wabash  Rail- 
road, whose  rates  are  45, 39, 30, 21, 18, 14.  There  are  other  lines  almost  as  direct, 
but  the  Michigan  Central,  In  connection  with  the  Chicago.  Burlington  and 
Qulncy,  via  Chicago,  forms  a  route  that  is  by  no  means  as  direct  and  yet  via 
which  the  same  rates  are  carried,  while  to  Qulncy,  111.,  a  point  through  which 
the  Chicago,  Burlington  and  Qulncy  work  In  reaching  East  St  Louis,  the  rates 
are  .50.  45,  35,  25,  21,  171. 

Seventh.  The  rates  established  by  the  direct  line  from  liettoW.  \.o  \\v\\wvk^- 
oiis  are  37,  32,  231,  10,  13,  10.  The  Michigan  Central,  m  cowiicetVoiv  n^WXsi  X>asi 
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Cincinnati,  Homilton  and  Dayton,  make»  these  same  rates  through  HuuiiltoD. 
Ohio,  a  point  to  which  the  rates  are  38i.  33.  24i.  16^,  14,  11. 

Eighth.  The  rates  made  via  the  short  line,  Detroit  to  Peoria,  are  43,  36^. 
271,  19,  16,  13.  The  Michigan  Central,  in  conjunction  with  the  Chicago  and 
Northwestern,  while  carrying  these  same  rates  to  Peoria,  make  to  Nelson,  a 
point  through  which  the  Chicago  and  Northwestern  passes  in  reaching  Peoria, 
the  following  rates,  50,  45,  35,  21,  17^. 

Ninth.  The  rates  by  the  short  line,  Detroit  to  Sandusky,  are  24,  22.  19.  12i 
0,  7,  while  the  rates  via  the  Michigan  Central,  Fostoria,  Ohio,  and  Chicago 
Junction,  and  the  Baltimore  and  Ohio  Railroad  are  the  same.  To  Chicago 
Junction  and  intermediate  points  the  rates  are  28i,  25,  20,  13i,  10^,  Sh 

Tenth.  The  short  route,  Detroit  to  Cincinnati,  is  the  Michigan  Central  and 
the  Cincinnati,  Hamilton  and  Dayton.  The  rates  are  40,  35,  25,  17,  14i,  11^. 
We  also  carry  these  same  rates  in  connection  with  the  Hocking  Valley  via 
Columbus,  Norfolk  and  Western,  and  Portsmouth,  the  rates  to  Portsmouth 
being  43,  361,  271,  19,  161,  131. 

Eleventh.  On  traffic  handled  from  Milwaukee,  Wis.,  handled  via  the  Grood- 
rich  Line,  delivered  to  the  Ann  Arbor  Railroad  at  Frankfort  and  by  them 
delivered  to  the  Michigan  Central,  the  through  rate  is  on  basis  of  100  per 
cent,  but  it  would  pass  through  territory  on  the  Ann  Arbor  road  taking  112 
per  cent.  The  Michigan  Central  is  only  interested  by  being  a  connecting 
carrier. 

Taking  into  consideration  the  many  points  reached  by  water  and  the  neces- 
sity of  the  long  routes  meeting  the  short-line  rates  and  the  principle  of  non- 
observance  of  the  long  and  short  haul  clause  of  the  interstate  commerce  act 
under  such  conditions  as  are  brought  about  through  the  necessity  of  meeting 
the  water-route  and  short-line  rates,  a  portion  of  which  are  explained  in  the 
above  illustrations,  is  recognized  to  such  an  extent  as  to  need  no  further 
presentation  of  arguments  in  its  defense,  as  conditions  which  make  the  meet- 
ing of  such  rates  necessary  are  fully  understood  and  have  been  given  to  the 
Commission  a  number  of  times. 

I  trust  that  the  above  information  will  answer  your  needs,  and,  regretting 
very  much  that  absence  from  the  city  and  the  checking  up  and  preparing  this 
information  delayed  an  earlier  reply, 

I  am,  yours,  respectfully,  G.  J.  Gbammer. 

Vice-President. 


NEW  YORK,  PHILADELPHIA  AND  NORFOLK  RAILROAD  COMPANY. 

Dear  Sir:  Your  circular  of  the  20th  received  and  contents  carefully  noted.  In  reply 
thereto  I  would  state  that  the  rates  to  and  from  all  points  on  our  rail  line,  i.  e.,  from 
Delmar  to  Cape  Charles  and  the  Crlsfield  branch.  Inclusive,  are  the  same,  but  owing  to 
water  competition  the  rates  to  and  from  points  reached  by  our  ferrv  service  (Old  Point 
Comfort,  Norfolk,  and  I^ortsroouth)  are  In  many  instances  less  than  the  rates  to  and  from 
the  rail  points. 

As  the  rates  to  and  from  points  touched  by  our  ferry  are  the  only  ones  which  are  less 
for  the  long  than  for  the  short  haul,  and  such  rates  having  been  sent  you,  I  thought  it 
would  not  be  necessary  for  me  to  moke  any  comparison. 
I  trust  this  will  be  a  satisfactory  answer  to  your  circular. 

Yours,  truly,  R.  B.  Cooke. 

Oeneral  Passenger  and  Freight  Agent. 
C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 

NEW  YORK,   PHILADELPHIA  AND  NORFOLK  RAILROAD  COMPANY. 

Norfolk,  Va.,  November  8,  1903, 
Deab  Sir  :  Answering  your  favor  of  November  2 : 

Present  conditions  on  our  road  are  substantially  as  set  forth  In  our  letter  to 
Mr.  C.  C.  McCain  auditor  Interstate  Conunerce  Commission,  referred  to  in 
your  letter,  conforming  to  the  long  and  short  haul  clause  except  where  direct 
water  competiticm  exists  and  where  the  rates  are  made  by  the  water  carriers. 
The  rates  from  New  York,  Philadelphia  and  Norfolk  local  stations,  notwith- 
standing absence  of  competition,  have  been  materially  reduced,  specially  in  the 
largest  product  maiketed  by  our  people,  potatoes;  the  reduction  having  been, 
from  time  to  time,  from  GO  cents  to  30  cents  per  barrel  to  New  York,  and  like 
reductions  to  other  points. 

Yours,  truly.  R-  B-  Cooke. 

Traffic  Manager. 
Hon.  S.  B.  Elki^s, 

Ufiitcd  States  Senate,  Waa/iin^toji,  D.  C. 
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WESTERN  AND  ATLANTIC  RAILROAD  COMPANY.* 

Deab  Sii::  Your  circular  letter  of  October  20,  which  was  addressed  to  the  president 
of  this  companv,  has  been  referred  by  him  to  me  for  reply. 

I  will  state  to  you  that  there  are  no  points  upon  this  road  to  and  from  which  inter- 
state rates  for  passengers  or  freight  are  made  by  our  road  which  are  greater  than  the 
rates  to  and  from  a  more  distant  point  in  the  same  direction  over  the  same  line. 

Some  months  ago  we  issued  a  circular  to  all  our  connections  notifying  them  that  we 
would  not  participate  in  the  protection  of  contract  rates  which  they  made  to  our  local 
points. 

The  company  operating  this  road  does  not  control  any  other  road  by  lease,  purchase, 
or  otherwise. 

Concerning  rates  which  are  made  by  other  railroad  companies,  I  will  state  that  we 
have  only  consented  to  be  parties  to  through  rates  on  south-bound  business  which  is 
destined  to  Dalton  and  Atlanta  upon  this  line,  and  that  the  rates  thus  made  by  combi- 
nation to  Dalton  are  no  higher  than  they  are  to  Atlanta,  and  that  north  bound  we  haye 
only  authorized  the  issuing  of  joint  rates  to  Dalton  and  Chattanooga,  and  that  ths 
through  rates  from  southern  and  eastern  points  to  Chattanooga  are  no  less  than  they  are 
to  Dalton. 

We  only  consented  to  continue  to  participate  in  joint  rates  to  Dalton  and  Atlanta, 
south  bound,  and  to  Dalton  and  Chattdnooga,  north  bound,  which  points  are,  respectirely, 
on  our  line,  because  they  are  also  points  reached  by  other  lines,  which,  had  we  refused 
to  work  Joint  rates,  would  have  received  the  business  and  we  would  have  been  forced 
out  of  the  market :  and  as  we  did  not  and  do  not  now  consider  that  the  Interstate  Com- 
mission was  established  for  the  purpose  of  preventing  competition,  but,  on  the  contrary, 
of  fostering  It.  we  have  agreed  to  work  rates  to  the  points  I  have  named  in  combination 
with  other  lines. 

Yours,  very  truly,  Jos.  W.  Bbown, 

General  Freioht  and  Passenger  Agent, 

Mr.  C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission,  Washington^  D.  C. 


NASHVILLE,  CHATTANOOGA  AND  ST.  LOUIS  RAILWAY. 

Nashville,  Tenn.,  September  30^  1905. 

Deab  Sir:  With  further  reference  to  mine  of  September  15,  acknowledging 
receipt  of  yours  September  lii  : 

I  am  pleased  to  advise  you  that  the  Western  and  Atlantic  Railroad  was 
leased  to  the  Nashville,  Chattanooga  and  St  Louis  Railway  for  a  term  of  years, 
beginning  on  December  27.  1800,  since  which  time  there  has  been  no  material 
change  with  respect  to  the  principle  upon  which  rates  are  adjusted  between 
points  located  upon  the  rails  of  the  Western  and  Atlantic  Railroad,  the  present 
Adjustment  closely  according  with  the  advice  given  Auditor  McCain  by  former 
General  Freight  and*  Passenger  Agent  Brown,  in  reply  to  Mr.  McCain's  letter 
of  October  20,  1887. 

Respecting  the  adjustment  of  rates  upon  freight  traffic  from  local  stations  on 
the  Western  and  Atlantic  Railroad  to  points  of  destination  located  beyond  its 
rails,  It  is  the  present  practice  to  apply  lowest  combination,  using  rates  from 
said  local  stations  to  the  Junction  or  common  points  In  connection  with  the  rates 
of  other  lines  from  the  Junction  points  to  destination,  except  that  with  regard 
to  rates  on  articles  such  as  leather,  lumber,  marble,  cotton-seed  products,  etc.» 
))roduced  at  local  points  on  the  Western  and  Atlantic  Railroad  and  marketed  at 
points  beyond  its  rails  In  competition  with  the  same  commodities  produced  else- 
where, a  fair  relative  adjustment  prevails  (less  than  combination  of  rates  to 
and  from  Junctions),  which  has  been  found  necessary  to  enable  such  commodi- 
ties to  successfully  meet  competition  of  like  articles  produced  at  other  points. 

The  rates  from  points  beyond  the  rails  of  the  Western  and  Atlantic  Railroad 
on  freight  traffic  destined  to  local  points  on  that  line  have  been  made  since  Decem- 
ber 27. 1890,  on  basis  of  lowest  combination,  I.  e.,  the  rates  from  point  of  origin  to 
such  Junction  points  as  Chattanooga,  Tenn.,  and  Rome,  Dalton,  Cartersville,  Mari- 
etta, and  Atlanta,  Ga.,  adding  thereto  the  rates  from  said  junctions  to  the  given 
local  station,  the  lowest  combination  establishing  the  through  rate. 

Perhaps  I  should  mention  here  that  on  December  31.  18l)t>,  the  Nashville, 
Chattanooga  and  St.  Louis  Railway  acquired  by  purchase  the  property  of  the 
Rome  Railroad  of  Georgia,  and  since  that  date  the  local  scale  of  the  Western 
and  Atlantic  Railroad  has  applied  between  all  stations  on  the  Rome  Railroad  of 
Georgia  and  stations  on  the  Western  and  Atlantic  Railroad.  This,  however.  Is 
not  material  to  the  general  basis,  and  I  merely  mention  it  as  one  of  the  changes 
in  conditions  since  1887. 

The  freight  rates  between  points  beyond  the  rails  of  the  Western  and  Atlantic 

«Thls  property   Is   now  controlled   by   the   Nashv\\\e,  C\\tvUw:ioo%^  ^\i<\  '^X. 
rx>ni8.     See  response  of  that  company  to  the  present  luqwVT-s. 
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Railroad  and  local  points  on  that  line,  with  the  exception  which  I  have  men- 
tioned regarding  outbound  traffic  subject  to  competition  between  marlvet  and 
market,  are  higher  than  the  rates  governing  to  and  from  the  common  or  junctiou 
j;)oint  beyond,  it  will  be  observed.  The  system  of  combination  rates  governing 
to  and  from  our  local  stations,  accords  the  local  point  the  advantage  of  the  com- 
petitive commodity  rate  to  and  from  the  conmion  or  Junction  point  to  which 
the  local  rate  of  the  Western  and  Atlantic  Railroad  is  added  to  form  the 
through  rate  to  or  from  the  local  station  on  that  line. 

The  through  rates  betweAi  competitive  points  beyond  the  rails  of  the  Western 
and  Atlantic  Railroad  and  conmion  or  Junction  points  upon  that  line,  viz, 
Chattanooga,  Tenn.,  and  Dalton.  Rome,  Cartersvilie,  Marietta,  and  Atlanta,  6a.. 
are  such  as  are  required  by  competitive  conditions.  They  are  not  absolutely  . 
controlled  by  the  Western  and  Atlantic  Railroad,  which  line  must,  under  the  cir- 
cumstances, cooperate  with  its  connections  In  meeting  rates  established  by  com- 
peting lines,  or  stand  deprived  of  the  privilege  of  participating  in  the  move- 
ment of  the  traffic.  The  rates  to  Dalton,  Rome,  Cartersvilie,  and  Atlanta  from 
competitive  points  west  of  Chattanooga  are  not  lower  than  to  Chattanooga  nor 
higher  than  to  Atlanta.  It  is  also  true  that  the  rates  from  Atlanta,  Cartersvilie, 
Rome,  and  Dalton  to  western  competitive  points  reached  through  Chattanooga 
are  not  lower  than  from  Chattanooga  nor  higher  than  from  Atlanta.  The  same 
statement  is  generally  true  with  regard  to  rates  between  Dalton,  Rome,  and 
Cartersvilie  on  the  one  hand  and  competitive  or  Junction  iwints  reached  through 
Atlanta.  These  are  not  lower  than  the  rates  to  and  from  Atlanta  nor  higher 
than  the  rates  to  and  from  Chattanooga  as  a  general  rule,  the  exception  being  that 
rates  between  the  east  and  Dalton,  Rome,  and  Cartersvilie,  Ga.,  via  the  eastern 
gateways  and  all  rail  (being  certain  fixed  differentials  higher  than  the  rates  via 
rail  and  water)  result  in  correspondingly  higher  figures  between  the  east  and 
points  Just  named  than  apply  between  the  east  and  Chattanooga  Tenn.,  to  which 
latter  point  the  all-rail  rates  are  not  higher  than  the  rates  in  effect  via  rail  and 
water,  the  condition  which  existed  at  the  date  of  Mr.  Brown's  letter  to  Mr. 
McCain  in  1887. 

Resi)ecting  your  request  for  typical  instances  in  which  greater  charge  is 
made  for  transportation  to  intermediate  points  than  to  the  more  distant  point 
over  the  same  line  and  in  the  same  direction,  I  will  state  that  to  meet  competitive 
conditions  existing  at  point  of  destination  the  rates  from  Chattanooga,  Tenn.. 
to  Savannah,  Ga.,  Charleston,  S.  C,  and  Jacksonville,  Fla.,  on  some  classes  of 
traffic,  such  as  furniture,  stoves,  and  bar,  band,  boiler,  plate,  and  hoop  iron,  etc., 
are  lower  than  the  rates  from  Chattanooga  to  Macon  or  Augifsta,  Ga.,  or  to  inter- 
mediate stations  between  Savannah,  Charleston,  or  Jacksonville,  and  Macon  or 
Augusta.  This  modification  of  what  would  otherwise  be  the  adjustment  to 
Savannah,  Charleston,  and  Jacksonville  is  recognized  as  a  necessity,  in  order 
to  permit  commodities  moving  from  Chattanooga  to  successfully  meet  com- 
petition of  like  articles  produced  at  other  points. 

The  Western  and  Atlantic  Railroad  participates  in  through  rates  from 
Ohio  and  Mississippi  river  crossings,  St  Louis,  etc.,  to  the  South  Atlantic 
ports,  viz,  Charleston,  S.  C,  Port  Royal,  S.  C,  Beaufort,  S.  C,  Savannah,  Ga., 
Brunswick,  Ga.,  and  Jacksonville,  Fla.,  which  are  lower  than  the  rates  from 
the  same  points  to  intermediate  common  points,  such  as  Macon  or  Augusta, 
for  the  reasons  stated  In  the  previous  paragraph.  W^e  have  found  various  lines 
of  traffic  affected  by  this  condition,  some  of  which  I  will  mention,  viz,  agri- 
cultural implements,  ale  and  beer,  fruit  Jars  and  Jelly  glasses,  sheet  lead, 
pickles,  starch,  stoves,  farm  wagons,  etc. 

I  am,  as  you  will  suppose,  most  familiar  with  the  adjustment  governing 
rates  between  the  West  and  the  Southeast  I  believe  I  can  best  conclude  my 
observations  upon  the  last  Inquiry  contained  in  your  letter  by  stating  that  the 
rates  from  Ohio  and  Mississippi  river  crossings  and  other  points  bearing 
necessary  competitive  relation  thereto,  to  local  southeastern  points  and  destina- 
tion are  generally  constructed  upon  the  basis  of  combination,  taking  the  rates 
from  points  of  origin  to  the  large  southeastern  cities  such  as  Chattanooga, 
Dalton,  Rome,  Atlanta,  Macon,  Augusta,  Columbus,  Savannah,  Jacksonville. 
Charleston,  etc.,  adding  to  these  the  rates  of  the  delivering  carrier  or  carriers 
from  said  large  cities  or  competitive  points  to  final  destination,  the  lowest  total 
so  arrived  at  being  the  correct  through  rate.  The  result  of  this  method  is 
to  fix  lower  rates  to  the  more  distant  competitive  point  than  to  the  Intermediate 
local  station,  the  difference  varying  with  the  force  of  the  competition  at  the 
more  distant  competitive  point.  Therefore,  the  rates  from  St  Louis,  Ohio 
River  crossings,  Memphis,  etc.,  to  staUons  on  the  Central  of  Georgia  Railway 
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between  Savannah  and  Macon  are  higher  than  the  rates  to  Savannah;  the 
rates  from  the  same  points  to  stations  on  the  Southern  Railway  between 
Macon  and  Atlanta  are  higher  than  to  Macon.  For  convenience  and  in  order 
to  enable  you  to  pursue  investigation  with  respect  to  this  feature  of  the  subject, 
I  beg  to  say  that  our  Rate  Issues  21850  and  22641  (I.  C.  C,  Nos.  1120-A  and 
amendment  12  to  same),  our  company's  publication  of  rates  to  the  important 
southeast  points,  and  also  to  numerous  intermediate  points,  which  will  afford 
abundant  illustrations  of  the  method  I  have  outlined.  Our  company's  Arbi- 
trary Issues  422  and  439  (I.  C.  C,  1090-A  and  supplement  3  to  same)  contain 
the  rates  from  the  principal  southeastern  points  to  destinations  In  Georgia, 
Florida,  and  other  States,  which  are  to  be  added  to  the  rates  published  in 
Rate  Issues  21850  and  22641,  thus  forming  the  through  rates  from  the  West 
to  additional  southeastern  points  which  are  not  published  in  Rate  Issues  21850 
and  22641.  These  are  quite  voluminous  tariffs  and  I  will  not  transmit  you 
them  herewith,  assuming  that  they  are  available  through  records  at  Washington. 
I  trust  this  communication  will  fully  reply  to  the  Inquiries  contained  in 
your  letter  of  the  12th  instant.  If  not,  I  shall  be  pleased  to  make  any  additional 
statements  that  you  may  desire. 

Yours,  truly,  H.  F.  Smith,  Traffic  Manager, 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Setiate  of  the  United  States,  Washington,  D.  C, 


NEVADA  AND  CALIFORNIA  RAILROAD." 

In  reply  to  the  three  first  paragraphs  (queries)  in  your  circular  letter  of  October  20. 

(1)  Since  interstate  law  took  effect  we  have  not  made,  nor  are  we  now  making,  ratef 
in  connection  with  other  roads. 

(2)  Nor  have  we  charged  in  any  instance  a  greater  rate  per  ton  for  a  less  distance  than 
for  over  the  whole  length  of  road ;  ergo,  **  the  fourth  section  of  the  act  to  regulate  com- 
merce is  practically  applied  to  the  stations  on  "  this  line. 

This  road  lies  in  two  States,  Nevada  and  California;  It  is  connecting  link  between 
Central  Pacific  Railroad  and  team  transportation  distributing  lines.  The  Central  Pacific 
tariff  is  overweighted  with  classification,  like  so  many  other  common  carriers.  The  teami 
have  no  classification.  Our  experience  as  intermediate  has  proved  a  valuable  lesson  and 
Induced  the  doing  away  almost  entirely  classifications.     (See  attached  tariff.) 

The  fourth  section  is  the  true  principle.  It  is  unfortunate  that  it  was  suspended  for  a 
period,  and  also  equally  to  be  regretted  that  so  many  still  suppose  it  abrogated.  We  under- 
stand it  to  be  in  full  force  and  law.  The  great  mistake  made  by  manv  railwav  managers 
was  in  making  the  law  pretext  for  raising  local  rates,  instead  or  entering  heart  and  spirit 
into  cooperating  with  and  working  to  sustain  it,  leaving  experience  to  discover  its  defects 
and  intelligent  legislation  to  remove  the  impracticable  features  and  add  essential  clauses. 
Many,  and  I  fear  most,  railroad  managers  seem  to  be  utterly  oblivious  to  the  suicidal 
policy  being  pursued  by  continuous  increase  of  rolling  stock  and  track  facilities,  thus 
piling  up  capital  account  to  do  business  somebody  else  can,  by  reason  of  superior  loca- 
tion and  other  advantages,  do  better  than  they.  It  Is  not  gross  earnings  that  one  should 
lay  his  cards  to  secure,  but  net  gain.  It  is  onlv  matter  of  time,  a  few  years,  before 
'le  transcontinental  and  affiliated  trunk  lines  will  be  hopelessly  bankrupt. 
Our  opinions  are  not  based  upon  the  lesson  offered  by  this  "  one-horse  **  railroad,  but 
date  back  to  practical  experience  commencing  with  initial  building  railways  in  America, 
and  we  declare  out  of  fourth  section  will  grow  palatable,  beneficial,  and  saving  results. 
Very  respectfully, 

B.  Gbst^  Manager, 
Interstate  Commcrcb  Commission, 

Washington,  D.  C. 


g! 


NBVADACALIFORNIA-OREGON    RAILWAY— SIERRA    VALLEYS    RAILWAY 

COMPANY. 

Reno,  Nev.,  September  2S,  1905, 
Deab  Sir:    I  beg  to  acknowledge  receipt  of  your  communication  of  the  9th 
Instant 

The  copy  of  Mr.  Gest*s  letter  inclosed  with  yours,  which  I  return  herewith, 
impression  copy  being  on  file  in  this  office,  was  written  at  a  time  (Noveml)er  11, 
1887)  when  the  Nevada-Calif omia-Oregon  Railway  was  operated  to  Ghat,  a 
point  only  38  miles  north  of  Reno,  29  miles  being  within  the  State  of  Nevada 


•  See  response  of  Nevada-Califomia-Oregon  Railway. 
S.  Doc.  244,  59-1 25 
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and  9  miles  In  California.  Since  that  date  this  company  has  extended  the  road 
to  Madeline,  a  point  144  miles  north  of  Reno.  The  extensions  were  made  as 
follows : 

Miles  north 
of  Reno. 

June  4,  1888,  to  Doyle 57 

September  10,  1888,  to  Leigan 66 

November  17,  1890,  to  Amedee 80 

July  1,  1900,  to  Termo 130 

April  1,  1901,  to  Madeline 144 

According  to  data  procurable  now  I  find  that  the  rates  in  force  November  11, 
1887  (date  of  Mr.  Gest's  letter)  between  Reno  and  Chat  were  as  follows:  Rates 
in  cents  per  100  pounds :  Maximum,  40 ;  first  class,  25 ;  second  class,  12. 

Prior  to  the  date  of  the  extension  to  Termo,  Mr.  Gest,  who,  I  understand,  was 
strongly  opposed  to  voluminous  freight  classifications,  made  such  as  fitted  his 
ideas  of  trartic  requirements,  and  they  were  mere  circulars  descriptive  of  a  few 
articles  only.  When  the  road  was  extended  to  Termo,  July  1,  1900,  it  was 
deemed  advisable  for  this  company  to  work  in  unison  with  other  roads,  and  we 
adopted  the  "  western  "  classification,  and  the  rates  between  Reno  and  Chat  were 
made  as  follows : 


First. 


87 


Sec- 
ond. 


Third. 


83 


80 


Classes. 
Fourth.   Fifth.       A.     '     B. 


26 


22 


22 


13 


D. 

E. 

9 

9 

November  1,  1902,  the  rates  between  Reno  and  Chat  were  reduced  to  the  fol- 
lowing figures,  and  these  rates  are  in  force  now : 


First. 

Sec- 
ond. 

Classes. 

'     B. 

Third. 

Fourth. 
25 

Fifth. 
20 

A. 

C. 

12 

D. 

1 

10 

£. 

25 

25 

25 

20 

1       18 

10 

Having  carefully  noted  the  remarks  of  Mr.  Gest,  I  am  led  to  the  opinion  that 
the  term  applied  by  him  to  his  charge  at  the  date  of  his  letter  would  hardly  fit 
now,  and  it  would  be  dlfl^cult  to  find  a  reason  at  that  date  why  he  should  be  dis- 
turbed by  either  the  enforcement  or  suspension  of  the  long  and  short  haul  pro- 
vision of  the  interstate  commerce  law,  nor  can  I  account  for  Mr.  Gest's  ex- 
pressions of  regret  at  the  suspension  of  that  provision,  unless,  knowing  that  the 
88  miles  of  road  under  his  management  then  was  not  likely  to  be  affected  by  the 
long  and  short  haul  clause  he  was  insensible  or  indifferent  as  to  the  great  losses 
other  roads  would  have  sustained  and  the  commercial  confusion  which  would 
have  resulted  if  the  Interstate  Commerce  Commissioners  had  not  taken  a  fair 
and  Justifiable  view  of  the  situation  in  connection  with  the  application  of  the 
long  and  short  haul  clause.  Since  1887  we  have  penetrated  the  northern 
country  and  reached  points  where  we  have  to  meet  the  work  of  our  competitors, 
namely,  steamers  operating  on  the  Sacramento  River  from  San  Francisco  and 
Sacramento  to  Chico  Landing  and  other  landings  as  far  north  as  Red  Bluff, 
where  freight  is  turned  over  to  teamsters  and  thence  taken  to  Susanville  and 
.Alturas  districts  and  points  north  thereof.  In  this  competition,  the  Southern 
Pacific  Company  has  an  interest  in  proportion  to  its  mileage  from  San  Francisco 
and  Sacramento  to  Reno,  as  we  have  from  Reno  north.  Hence  we  have  a  joint 
tariff  with  the  Southern  Pacific  Company,  No.  25  N.  C,  I.C.C.  No.  2066,  carrying 
through  rates  which  are  less  In  most  cases  than  the  combination  of  the  Southern 
Pacific  Company's  local  rates  from  San  Francisco  and  Sacramento  to  Reno  and 
our  locals  from  Reno  north.  Without  such  Joint  rates,  the  business  referred  to 
would  seek  its  destination  by  steamer  up  the  river  to  Chico,  Red  Bluff,  etc.,  and 
thence  by  teams,  and  the  all  rail  route  via  Reno  would  not  get  any  portion 
thereof;  even  as  it  is  our  competitors  get  a  share.  The  map  accompanying  this 
letter  will  show  that  the  Sacramento  KVvet  rvxxift  north  and  south,  and  at  a 
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distance  the  Nevada-Callfornla-Oregon  Railway  parallels  it  and  becomes  its 
competitor.  I  have  made^n  effort  to  show  on  the  map  the  points  of  competition 
and  the  districts  penetrated  by  that  competition.  While  the  Joint  rates  shown 
on  Tariff  25  N.  C,  referred  to,  are  less  in  many  cases  than  the  combination  of 
locals,  yet  they  are  intermediate  rates  and  apply  on  freight  moved  from  any 
shorter  haul  within  the  longer  haul  in  the  same  direction,  unless  the  combined 
locals  between  the  short-haul  points  made  it  less. 

Illustration:    The  Southern  Pacific  Company's  rates  from  CJolfax,  Cal.,  to 
Ueno,  Nev.,  are  as  follows : 


2. 

"a."' 

ClasseB. 

1. 

4. 

6.   1  .  A. 

i 

B. 

C. 

D. 

E. 

06 

86 

70 



60 



!   56     66 

1 

24 

28i 

m 

m 

Xevada-Califomla-Oregon  Railway's  rates,  Reno  to  Termo,  are  as  follows: 


i 

Classes. 

D. 
88 

1   1. 

2. 
117 

8. 

4. 

5.     A. 

B. 

1 

C. 

E. 
88 

1       130 

104 

91 

78 

78 

45  i 

89 

1  Total,  225 

202 

174 

161 

184 

184 

69J 

62* 

60J 

80* 

Now,  If  any  freight,  rated  as  per  western  classification,  at  first,  second,  or 
third  class,  was  tendered  the  Southern  Pacific  Company  at  Colfax,  to  be  shipped 
to  Termo,  it  would  be  charged  at  the  rate  of  $1.60  per  100  pounds,  as  the  rate, 
Sacramento  to  Termo,  on  Tariff  25  N.  C,  is  but  $1.60 ;  but,  If  any  fourth-class 
freight  was  shipped  from  Colfax,  the  combination  of  locals,  56  plus  78  equals 
:?134,  would  be  charged.  In  other  words,  the  lowest  rate  found  would  be  the 
maximum  rate. 

So  far  as  our  local  traffic  Is  concerned,  that  picked  up  and  laid  down  at 
iwints  on  the  line  of  the  Nevada-California-Oregon  Railway,  we  have  always 
applied  the  rate  which  we  found  necessary  to  make  to  a  distant  point,  the 
maximum  rate  for  the  short  haul  in  the  same  direction  on  the  same  commodity. 
If,  however,  we  were  compelled  to  make  an  unreasonably  low  rate  to  an  extreme 
I)oint  in  order  to  secure  business,  competitive  only  at  that  point,  or  the  secur- 
ing of  which  might  divert  to  our  line  other  freight  which  we  might  secure 
at  reasonable  rates,  or  for  other  good  and  defendable  reasons,  we  would  not 
apply  the  unreasonably  low  rate  to  intermediate  points  where  conditions  and 
circumstances  were  dissimilar.  I  volunteer  those  views  as  it  might  be  taken  for 
granted  that  as  all  rates  made  by  us  up  to  the  present  time,  being  such  as  we 
can  afford  to  make  them  intermediate,  that  we  are  in  accord  with  the  inconse- 
quent views  expressed  by  Mr.  Gest  in  regard  to  the  long  and  short  haul  pro- 
vision.    We  are  not. 

At  the  risk  of  its  being  considered  irrelevant,  I  respectfully  make  this  state- 
ment :  That  but  for  the  hope  of  securing  a  portion  of  the  competitive  business 
referred  to,  the  Nevada-Callfomia-Orogon  Railway  would  not  have  been 
extended  beyond  Chat,  for  outside  of  the  trallic  originating  at  or  destined  to 
the  districts  described  above,  which  the  low  joint  rates  secure  to  us,  there  would 
have  been  no  Inducement  to  have  extended  the  road  one  mile  beyond  that  point; 
for  it  penetrates  an  uninviting  and,  until  some  Government  system  of  irriga- 
tion is  accomplished,  an  unproductive  country,  through  which  the  road  was 
built  without  any  assistance  from  State  or  county,  either  in  the  shape  of  sub- 
sidy or  donation  of  land.  This  company  lias  paid  full  value,  and  too  often, 
much  more  than  full  value,  for  every  foot  of  private  land  through  which  the 
road  penetrates.  By  the  extension  of  the  road  beyond  Chat,  those  who  were 
located  in  the  sparsely  settled  districts,  close  to  the  line  of  the  railroad,  now 
enjoy  the  advantages  of  a  daily  mail  and  train  service,  a  market  for  their 
limited  products,  and  quick  connection  with  the  outside  world,  instecA^^t 
being  isolated  as  they  were,  and  would  be  now,  if  t3ae  to«l^  \i«A  twsX.  Xi^ftXi 
extended. 
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I  trust  this  coinmunication  covers  the  information  sought  and  regret  that 
my  absence  from  Reno  necessitated  a  delay  in  answering  youn. 
Respectfully,  yours, 

JouN  ^I.  Crawley,  Trafjk^  Manager, 
Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce^ 

Washington,  D.  0. 


NEW  YORK  CENTRAL  AND  HUDSON  RIVER  RAILROAD  COMPANY. 

Dbab  Sib:  Your  favor  of  the  20th  instant,  asking  If  there  are  any  points  upon  the 
railroads  of  this  company  to  or  from  which  interstate  rates  for  passengers  or  freight  are 
made  which  are  greater  than  the  rates  to  or  from  more  distant  points  in  the  same  direc- 
tion over  the  same  line,  is  received. 

There  are  no  such  points,  and  the  fourth  section  of  the  interstate-commerce  act,  to 
the  best  of  my  Icnowleoge  and  belief,  is  strictly  applied  at  the  stations  on  our  line. 
Yours,  truly, 

H.  J.  Hayden, 
Second  Vice-President. 
C.  C.  McCain.  Esq., 

Auditor  Interstate  Commerce  Commission. 


BOSTON  AND  ALBANY  RAILROAD  COMPANY.* 

Dear  Sir  :  Your  circular  of  the  20th  instant,  addressed  to  Mr.  Barnes,  Is  received. 

There  are  no  points  on  the  railroad  of  this  company  or  upon  any  railroad  operated  by 
this  company,  under  lease  or  otherwise,  to  or  from  which  interstate  rates  for  passengers 
or  freight  made  by  this  company  alone  are  greater  than  the  rates  to  or  from  more  distant 
points  in  the  same  direction  over  the  same  line. 

This  is  also  the  case  with  such  tariffs  as  we  htfve  issued  in  combination  with  other 
roads,  and,  to  the  best  of  my  information,  with  such  tariffs  as  other  roads  have  issued  in 
combination  with  us,  except  that  in  the  case  of  freight  rates  In  either  direction  between 
Boston  (and  points  talcing  the  Boston  rates)  and  Pittsburgh,  Pa.,  via  Pittsburgh  and 
Lake  Erie,  Lake  Shore  and  Michigan  Southern,  and  New  York  Central  and  Hudson  River 
railroads,  a  less  charge  Is  made  than  between  the  same  stations  and  Youngstown,  Pa. 

We  make  the  following  rates  from  Boston  (and  points  taking  the  Boston  rates)  :  To 
Pittsburgh,  51,  45,  33,  24,  21,  18 ;  Youngstown  and  stations  between  Youngstown  and 
Pittsburgh.  53,  46,  36.  25.  21,  18. 

The  Pittsburgh  and  Lake  Erie  Railroad  has  issued  a  tariff  making  thie  following  rates 
to  Boston  (and  points  taking  Boston  rates)  :  From  Pittoburgh,  51,  45,  33,  24,  21.  18; 
while  the  Lake  Shore  and  Michigan  Southern  Railway  makes  from  Youngstown,  GO,  53, 
88,  28,  25,  21i. 

we  conceive  that  the  traffic  to  and  from  Pittsburgh  via  Pittsburgh  and  Lake  Erie  Rail- 
road, In  competition  with  I'ennsylvania  Railroad,  Is  done  under  different  circumstances 
and  conditions  from  those  applicable  to  the  Youngstown  tuafflc,  a  belief  which  the  deci- 
sion of  your  honorable  Commission  in  the  case  of  the  Southern  Railway  and  Steamship 
Association  seems  to  warrant. 
Yours,  truly, 

Arthur  Mills, 
General  Traffic  Manager. 

C.  C.  McCain.  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C, 


ROME.   WATERTOWN  AND  OGDENSBURGH  RAILROAD.* 

Gentlemen  :  Your  circular  Inquiry  of  October  20  is  received.  In  reply  I  have  to  say 
that  there  arc  points  on  the  railroad  of  this  company  from  which  interstate  rates  are 
made  such  as  are  designated  by  the  first  paragraph  of  your  circular  al)ove  referred  to. 

The  points  so  treated  and  the  rates  made  are  disclosed  In  our  letter  to  the  Commission 
dated  April  18,  1887.  The  circumstances  and  conditions  of  the  traffic  are  therein  fully 
shown. 

The  same  circumstances  and  conditions  still  exist.  Your  letter  dated  April  27  gave 
permission  to  this  company  to  continue  for  a  time  to  afford  to  the  places  named  that 
enlargement  of  facilities  by  a  reduction  of  rates  which  this  company  must  otherwise.  Ai 
explained  in  its  letter  of  April  18,  have  Immediately  withdrawn.  The  limit  of  time  set 
by  your  letter  of  April  27  nas  been  construed  by  this  company  as  a  limit  fixed  with  a 
view  to  the  possible  discontinuance  of  that  competition  which  its  rates  were  especially  to 
meet,  and  also  with  regard  to  probable  convenience  of  the  Commission  in  passing  finally 
upon  the  question  as  to  which  the  position  of  this  company  was  regarded  as  nrima  facie 
correct.     The  published  statement  that  upon  the  expiration  of  such  orders  of  temporary 


«  This  proiyerty  is  now  controlled  by  the  New  York  Central  and  Hudson  River. 
See  response  of  that  company  to  the  present  VucvyxYv^. 
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permission  the  companies  must  exercise  their  own  Judgment,   instead   of  applying  for 

renewals,  will  account  for  this  company's  having  followed  the  indication  above  mentioned. 

Yours,  truly. 


The   INTEBSTATB   COMMSBCE   COMMISSION^ 

Washington,  D,  C. 
< Letter  of  April  18,  above  referred  to,  next  attached.) 


L.  A.  Emebson, 
General  Tra/fio  Manager. 


(The  petition  referred  to  in  the  foregoing  is  as  follows:) 

Oswego,  N.  Y.,  April  18,  1887. 

(iENTLEMEN  :  Wc  rcspectfully  beg  to  be  relieved  from  the  operation  of  section  4  of  the 
interstate-commerce  bill  in  the  following  cases  : 

The  Grand  Trunk  Kaihvay  Company  of  Canada  makes  passenger  rates  from  the  under- 
mentioned points,  all  of  which  are  Junction  or  terminal  points  on  the  line  of  the  Rome, 
Watertown  and  Ogdensburgh  Railroad,  as  follows :  From  Norwood,  Ogdensburgh,  Morris- 
town,  and  Clayton  to  Chicago.  111.,  first  class,  limited,  $1U ;  second  class,  $15 ;  and  to 
Detroit,  first  class,  $12 ;  second  class,  $9.50. 

In  the  past  it  has  been  customary  for  this  company  to  sell  tickets  for  the  same  rates 
quoted  by  the  Grand  Trunk  Railway  from  the  above-named  points. 

The  through  lines  to  Detroit  and  Chicago  over  which  our  passenger  business  is  for- 
warded are  as  follows : 

ll)  Home,  Watertown,  and  Ogdensburgh  to  Syracuse,  New  York  Central  and  Hudson 
River  Railroad  or  West  Shore  Railroad  to  Buffalo  or  Suspension  Bridge,  and  by  connect- 
ing lines  to  Detroit  or  Chicago. 

(2)  Also  Rome,  Watertown,  and  Ogdensburgh  to  Lewiston  or  Suspension  Bridge,  and 
from  Suspension  Bridge  by  connecting  lines  to  Detroit  or  Chicago. 

(3)  Also  by  the  same  line  to  Lewiston  and  Suspension  Bridge,  thence  by  the  New 
York  Central  to  BuflTalo,  and  from  Buffalo  by  connecting  lines  to  Detroit  or  Chicago. 

(4)  Also  via  Rome,  Watertown  and  Ogdensburgh  to  Rochester,  thence  via  New  York 
Central,  via  Buffalo  or  Suspension  Bridge  and  connecting  lines,  to  Detroit  or  Chicago. 

in  the  case  of  the  first  of  the  above-named  through  routes  the  first-class  fare  from 
Syracuse  to  Chicago  is  $17,  while  the  rate  quoted  by  the  Grand  Truhk  road  from 
Ogdensburgh,  for  example,  is  $16.  The  distance  from  Ogdensburgh  to  Syracuse  is  142 
miles.  The  first-class  fare  from  Watertown  to  Chicago  Is  $18.18,  and  will  soon  be 
Increased  to  $10.18,  on  account  of  the  difference  in  rates  from  Buffalo  to  Chicago,  the 
Watertown  rates  being  based  on  Buffalo.  The  aggregate  of  the  business  from  intermedi- 
ate stations  is  deemed  by  us  to  be  of  more  value  than  the  business  at  the  above-named 
points  directly  in  competition  with  the  Grand  Trunk  road  and.  therefore,  under  the  long- 
and-short-haul  clause,  we  are  compelled  either  to  relinquish  the  business  at  the  points 
named  in  competition  with  the  Grand  Trunk  Railway  or  else  reduce  our  fare  from  points 
south  and  west  thereof  to  the  same  rate  as  is  made  by  the  Grand  Trunk  Railway  at  the 
first-named  places,  and  even  at  that  we  would  not  have  the  right,  under  the  provisions  of 
the  bill,  to  reduce  the  fare  ut  Intermediate  local  stations  on  our  line,  because  the  fare 
from  Syracuse,  the  principal  Junction  point,  to  Chicago,  over  which  we  have  no  control,  is 
$17,  and  we  could  not  name  any  lower  rate  from  points  on  our  line  for  business  going 
that  way.  At  present  our  first-class  llmlt^  rates  from  all  the  points  named  are  the 
same,  $18.18,  and  will  soon  be  $19.18,  as  against  $16,  quoted  by  the  Grand  Trunk 
Railway. 

It  seems  as  if  the  traveling  public  of  northern  New  York  should  be  able  to  travel  to 
Chicago  via  American  lines  for  the  same  rate  as  via  Canadian  lines,  and  It  does  not  seem 
to  be  a  discrimination  against  the  intermediate  stations  that  we  are  compelled  to  make  a 
lower  rate  from  points  on  our  line  In  competition  with  the  Grand  Trunk  Railway  of  Can- 
ada, although  the  distance  from  such  competitive  points  Is  greater  than  It  Is  from  inter- 
mediate stations,  Syracuse  and  other  places. 

Furthermore,  the  rate  via  the  Grand  Trunk  Railway  from  Brockvllle,  Ontario,  a  sta- 
tion on  their  line  opposite  Morrlstown,  N.  Y..  is  $14.50,  second  class  to  Chicago,  and  the 
same  from  (>ananoque,  a  station  on  their  line  opposite  Cluytcn,  N.  Y..  and  from  Alexan- 
dria Bay,  a  summer  resort  on  the  St.  Lawrence  River,  the  rates  quoted  via  the  Grand 
Trunk  Railway  are  $16,  first  class,  limited,  and  $15.  second  class,  to  Chicago,  and  from 
Kingston,  Ontario,  opposite  Cape  Vincent,  N.  Y..  the  flrst-chiKs  limited  rate  is  $10  via 
the  (irand  Trunk  Railway,  and  second  class  $14.20.  to  Chicago. 

Unless  we  meet  these  rates  made  by  the  Grand  Trunk  Railway  the  business  will 
necessarily  all  go  via  thot  line.  We  therefore  respectfully  beg  to  be  specially  exempted 
from  the  operation  of  the  long-and-short-haul  clause  of  the  act  so  far  as  our  business  in 
competition  with  the  Grand  Trunk  Railwa3'  of  Canada  is  concerned,  which  may  be 
brleny  stated  as  follows  : 

We  desire  to  charge  from  Norwood,  N.  Y.,  Ogdensburgh.  N.  Y..  Morrlstown,  N.  Y., 
Clayton,  N.  Y.,  Alexandria  Bay.  N.  Y..  and  Cape  Vincent.  N.  Y.,  to  I>etroIt,  I*ort 
Huron,  and  Chicago  the  same  rates  which  are  made  by  the  (irand  Trunk  Railway  and 
are  used  as  basing  rates  for  making  up  through  rates  to  the  West ;  and  also,«  In  case  the 
rate  from  I'rescott,  opposite  Ogdensburgh  ;  from  Brockvllle.  Ontario,  opposite  Morrlstown ; 
from  Gananoque.  opposite  Clayton;  and  from  Kingston,  opposite  Cape  Vincent,  all  of 
which  are  stations  on  the  Grand  Trunk  Railway,  is  at  any  time  made  less  than  the  rates 
in  effect  from  stations  in  New  York  State  opposite  the  Canadian  points  herein  named, 
we  desire  authority  to  meet  the  rates  from  said  Canadian  points. 

F\irthermore.  we  desire  authority  for  charging  leas  for  a  longer  than  for  a  shorter  dis- 
tance from  stations  intermediate  between  those  herein  named  as  competitive  with  the 
Grand  Trunk  Railway  and  our  several  junction  points  at  which  we  hand  the  business  to 
onr  connecting  lines,  such  rates  in  no  case  to  be  greater  than  would  accrue  from  adding 
local  rates  from  the  Intermediate  stations  on  our  line  to  the  rates  charged  by  the  Gvwtv^ 
Trunk  Railway  of  Canada  from  points  hereinbefore  named. 

Your  early  consideration  of  our  petition  is  respectfully  request ei\. 
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For  reference  as  to  the  location  of  this  line  of  railway  and  its  several  connections  T' 
inclose  you  herewith  a  map  of  the  same. 

very  respectfully,  yours,  Theo.  Butterfield, 

General  Passenger  Agent, 
State  op  New  Youk, 

County  of  Oswego,  ss: 
I,  Theo.  Butterfleld,  being  duly  sworn,  depose  and  say   that  the  annexed   petition  Is 
true  to  the  best  of  my  knowledge  and  belief. 

Theo.  Butterfield. 
Subscribed  and  sworn  to  before  me  this  18th  day  of  April,  1887. 

F.  U.  Moore, 
Sotary  Public,  Oswego  County,  S.  Y. 
The  Interstate  Commerce  Commlssion,  Washington,  D.  C. 


NEW  YORK  CENTRAL  AND  HUDSON  RIVER  RAILROAD  COMPANY. 

New  Yobk,  September  18,  1905. 

Deab  Sib:  Referring  to  your  letter  without  date,  which  was  received  10th 
instant,  also  your  letter  of  September  9,  relating  to  the  Rome,  Watertown  and 
Ogdensburg  Railroad,  and  also  to  your  communication  addressed  to  Mr.  Howard 
M.  Biscoe.  general  freight  agent  Boston  and  Albany  Railroad,  which  has  been 
referred  to  me: 

As  regards  passenger  business*,  no  interstate  fares  for  shorter  distances  ex- 
ceed those  for  longer  distances  on  the  same  line  In  the  same  direction  on  the 
New  York  Central  and  its  leased  or  operated  lines,  which  include  the  Rome. 
Watertown  and  Ogflensburg  and  Boston  and  Albany  railroads. 

As  to  interstate  freight  business.  While  in  nearly  all  instances  the  rates  for 
intermediate  hauls  do  not  exceed  those  for  longer  hauls  over  the  same  line  in 
the  same  direction,  and  while  in  our  regular  tariffs  the  rates  are  graded  accord- 
ing to  distance,  a  few  exceptions  have  grown  up  owing  to  water  or  other  com- 
petition at  the  point  of  longer  haul.  For  example,  certain  import  and  exjwrt 
rates  for  long  hauls  are  lower  in  some  cases  than  rates  on  certain  domestic 
traffic  for  shorter  hauls;  transcontinental  rates  to  and  from  the  Pacific  coast 
are  lower  than  those  to  and  from  certain  intermediate  points.  It  is  our  custom, 
when  we  publish  a  tariff  making  a  lower  diarge  for  the  long  than  for  the 
shorter  Included  haul,  to  call  attention  to  the  same  by  a  note  to  the  effect  that 
the  long-haul  rate  is  made  on  account  of  competitive  conditions  and  is  not 
applicable  to  intermediate  points. 

Complying  with  your  request  that  we  oite  typical  Instances.  I  would  refer 
to  rates  between  New  York  and  Boston.  The  New  York.  New  Haven  and 
Hartford  Railroad  Is  the  short  rail  line  between  these  points,  and  the  rates 
which  they  can  obtain  are  influenced  and  controlled  by  the  rates  in  effect  via 
water  lines.  The  route  of  this  company  between  New  York  and  Boston  is 
about  100  miles  longer  than  that  of  the  New  Haven  road,  and  passes  through 
a  number  of  important  stations.  Our  tariffs  l)otween  these  terminal  points 
are  necessarily  the  same  as  those  of  the  New  Haven  road,  and  are  lower  than 
the  rates  to  a  number  of  stations  on  our  Boston  and  Albany  Division.  The 
aggregate  volume  of  our  traffic  to  and  from  these  intermediate  stations  is  very 
much  greater  and  of  more  Importance  to  us  than  the  New  York-Boston  traffic, 
and  It  would  be  to  our  Interest  to  withdraw  from  competition  with  the  New 
Haven  road  and  the  water  linos  on  the  last-named  traffic  rather  than  to  reduce 
the  intermediate  rates  to  the  New  York-Boston  basis.  We  deem  that  the  cir- 
cumstances and  conditions  are  so  different  as  to  justify  the  lower  rates  to  and 
from  Boston.  The  intcrniodiate  points  are  not  injured  in  any  wax  by  our  par- 
ticipation In  that  traffic,  and  the  public  is  affortled  the  benefit  of  our  competi- 
tion and  of  additional  facilities. 

Another  typical  case  Is  the  traffic  between  New  York  and  Pittsburg.  The 
Pennsylvania  Railroad  being  the  short  line  (430  miles),  while  the  distance  via 
the  New  York  Central  is  705  miles,  we  make  the  same  rates  between  these 
points  as  those  of  the  Pennsylvania  Railroad,  which  are  lower  than  the  rates 
from  New  York  to  i)oints  In  Ohio,  such  as  Youngstown.  In  this  case  the  aggre- 
gate traffic  to  such  intermediate  points  is  of  much  greater  value  to  us  than  the 
Pittsburg  traffic  which  we  are  able  to  carry,  and  we  would  feel  it  necessary  to 
withdraw  from  tlie  Pittsburg  competition  rather  than  reduce  the  rates  to  Inter- 
mediate points  to  tlie  same  basis,  and  such  wihtlrawal  would  not  have  the  effect 
of  lowering  the  rates  between  New  York  and  Pittsburg  via  the  Pennsylvania 
R/i/Irond,  while  it  would  result  in  decreased  tuc\\\V\^^  \.o  \\\^  \<\^^^^<?»    This  case 
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was  before  the  Interstate  Commerce  Commission  shortly  after  the  enactment  of 
the  Interstate-commerce  law,  and  no  exception  was  taken  to  the  course  adopted 
by  this  company. 

Regarding  the  specific  Inquiry  which  you  make  of  Mr.  BIscoe  relative  to  rates 
between  Boston  and  Pittsburg  and  Youngstown,  I  respectfully  submit  the  fol- 
lowing statement : 

The  rates  between  Boston  and  Pittsburg,  in  both  directions,  named  by  Mr. 
Mills  as  in  effect  in  1887  (viz,  51,  45,  33,  24,  21,  18,  on  the  six  classes)  are  now 
50,  43,  33,  24,  2(H,  17,  the  change  having  been  in  effect  since  March  15,  1897.  I 
am  unable  to  explain  the  reasons  which  led  to  this  slight  reduction,  but  it  was 
presumably  made  in  order  to  bring  these  rates  more  in  line  with  those  between 
other  points.  The  westbound  rates  from  Boston  to  Youngstown,  named  by  Mr. 
Mills  (viz,  53,  46,  86,  25,  21,  18),  remain  unchanged  and  are  still  in  effect  The 
rates  quoted  in  Mr.  Mills's  letter  from  the  Youngstown  district  to  Boston  (viz, 
60,  5:3,  38,  28,  25,  21i)  were  reduced  on  August  15,  1892,  to  57,  49,  38,  27J,  23, 
18i,  whi(!h  rates  are  still  in  effect  This  reduction  resulted  from  a  decision  of 
the  Interstate  Commerce  Commission  in  'the  complaint  of  B3dward  Kemble 
against  certain  railroads,  decided  April  6,  1892.  Previous  to  that  time  the 
rates  to  Boston  from  points  west  of  trunk  line  western  termini  were  made  by 
adding  10,  10.  5,  5,  5,  5  to  the  rates  to  New  York.  The  opinion  of  the  Commission 
being  that  these  differentials  were  too  high  they  were  reduced  to  7,  6,  5,  4,  3,  2 
above  New  York. 

Yours,  respectfully,  N.  Guilford,  Vice-President. 

Hon.  S.  B.  Elkins, 

United  States  Senate,  Washington,  D.  C. 


NEW' YORK,    CHICAGO    AND    ST.    LOUIS    RAILWAY. 

Dear  Sib:  Referring  to  Inclosed  inquiry  from  Mr.  C.  C.  McCain,  auditor  of  the 
Interstate  Commerce  Commission,  under  date  October  20,  1887,  freight  tariffs  from  all 
points  on  this  railroad  to  all  points  on  this  railroad  are  made  to  conform  to  the  fourth 
section  of  the  act.  The  tariffs  from  points  on  this  railroad  to  points  on  other  railroads 
and  vice  versa,  so  far  as  the  latter  have  come  under  notice,  also  conform  to  the  pro- 
visions of  the  fourth  section  of  the  act  with  one  exception — that  of  the  Wheeling  and 
Lake  Erie  Railway,  who  issue  a  tariff  from  southeastern  points  on  their  railway,  via 
Bellevue,  on  this  railroad,  to  eastern  points  which  are  lower  than  the  rates  to  BeUevue, 
thus :  The  rates  from  Bellevue  to  New  Yoric  are  based  upon  78  per  cent  of  the  Chicago 
rates.  The  rates  from  southeastern  points  on  the  Wheeling  and  Lake  Erie  Rallwav  to 
New  York  take  the  following  percentage  of  the  Chicago  rates  via  the  various  more  direct 
routes  Indicated : 

Per  cent. 

Wellington   (Cleveland,  Columbus,  Cincinnati  and  Indianapolis  Railroad) 79 

Creston   (New  York,  Pennsylvania  and  Ohio) 71 

OrrviUe    (Pennsylvania) 71 

Massillon    (Pennsylvania) 71 

Navarre  (Cleveland.  Indianapolis  and  Western,  and  Cleveland,  Columbus,  Cincinnati 

and    Indianapolis) 71 

Bowerston    (Pennsylvania) 1 74 

Consequently,  to  continue  to  get,  as  formerly,  a  share  of  the  trade  via  Bellevue.  the 
Wheeling  and  Lake  Erie  Railway  had  to  make  their  tariffs  conform  with  those  of  the 
more  direct  roads.  StHl,  under  the  fourth  section  of  the  act  we  interrupted  the  business 
we  had  been  receiving  from  the  southeastern  section  of  the  Wheeling  and  Lake  Brie  Rail- 
jray,  because  of  the  lower  prevailing  rates  than  those  in  force  from  Bellevue,  and 
although  they  issued  a  tariff  by  Erie  Dispatch.  Lackawanna  Line,  and  Nickel  Plate  Line, 
taking  effect  June  15,  1887,  we  gave  no  recognition  to  it  and  passed  no  business  via 
Bellevue  at  less  than  the  Bellevue  rates  until  the  4th  of  August,  and  then  only  on  the 
distinct  understanding  that  the  Wheeling  and  Lake  Erie  Railway  assumed  all  the  risks 
which  might  attach  to  such  proceeding.  The  argument  of  Mr.  Blair,  general  freight 
agent  of  the  Wheeling  and  Lake  Erie  Railway,  to  Mr.  Tappen,  general  manager  of  the 
Nickel  Plate  Line  is  attached  :  also  copy  of  letter  to  Mr.  Taippen  of  August  1,  acknowl- 
edging what  I  considered  the  reasonableness  of  the  proposition.  I  can  not  see  that  any 
parties  at  Bellevue  )ire  injured  liv  our  taking  this  business,  while  both  the  shippers  at 
the  points  named  and  the  Wheeling  and  Lake  Erie  Railway  would  alike  be  injured  by 
these  competitive  facilities,  formerly  extended  to  shippers,  being  withdrawn. 

We  have  another  connecting  road,  similarly  situated  as  regards  east-bound  business, 
with  the  Wheeling  and  Lake  Erie  Railway,  viz :  The  Pittsburg  and  Western,  running 
southeast  from  Palnesville.  a  point  on  our  road  29  miles  east  of  Cleveland,  to  Allegheny, 
136  miles  southeast  of  Palnesville.  We  have  only  had  a  connection  with  that  road  some 
three  or  four  mouths,  and  have  not  so  far  attempted  to  do  any  east-bound  business  be- 
cause their  Important  points,  such  as  New  Castle,  Youngstown,  Glrard.  Nlles,  etc.,  can 
get  to  eastern  cities  via  the  Lake  Shore  and  Michigan  Southern,  New  York,  Pennsylvania 
and  Ohio,  and  Pennsylvania  interests  on  a  basis  of  66.^0  per  cent  of  the  Chicago  to  New 
York  rates,  while  Palnesville  takes  71  per  cent,  and  the  ousiness  of  t\\ft  ^MXaWt^  ^^ftft*. 
Western  given  to  us  would  necessarily  pass  through  PainesvVWe  on  \\a  vjbl'J  Xo  XXiife  «»»X\ 
Imt  I  think  it  must  be  piaJn  to  anyone  that  the  Interests  ot  Va\neavW\«  «a  %  f^v\\^% 
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point  could  not  be  Injured  In  the  least  by  our  taking  this  traffic,  while  the  shippers  along 
the  line  of  the  Pittsburgh  and  Western  who  can  now  get  their  business  out  at  rates  lower 
than  the  Palnesvllle  rates  would  enjoy  greater  facilities  If  the  Pittsburgh  and  Western 
were  In  a  position  to  talce  the  business. 

We  are  aslced  to  malce  rates  on  staves  from  some  of  our  western  points  to  New  Orleans 
yla  Chicago  and  the  Illinois  Central  road  In  competition  with  the  Cincinnati  route.  I 
have  had  some  correspondence  with  Mr.  Tuclcer,  general  freight  agent  of  the  Illinois 
Central  touching  on  this  question,  but  as  he  wants  us  to  make  through  rates  to  New 
Orleans  which  snail  not  apply  on  business  to  his  Intermediate  points,  should  any  arise, 
I  have  so  far  declined  to  make  the  through  rate,  although  from  his  assistant's  letter  of 
October  29,  which  I  Inclose,  it  would  seem  that  the  fourth  section  of  the  Interstate- 
commerce  law  is  disregarded  by  his  other  connections  In  this  respect. 

While  on  .this  question,  I  may  say  that  In  the  month  of  September  we  took  some  export 
business  from  Chicago  to  Liverpool  and  other  European  ports  through  New  York  and 
Boston  at  a  less  through  rate  than  the  inland  rate  from  Chicago  to  New  York  and  Boston, 
respectively.  We  followed  other  roads  in  what  wo  did,  remained  In  the  field  only  four 
days,  and  retired  immediately  on  our  counsel  expressing  the  opinion  that,  however  politic 
and  desirable  in  the  interests  of  the  shippers  using  this  railroad  the  proceeding  might  be. 
It  was  not  Justifiable  under  the  law. 

Yours,  truly,  G.  B.  Spriogs, 

General  Freight  Agent. 

Mr.  D.  W.  Caldwell,  President.  • 


THE  NEW  YORK.  CHICAGO  AND  ST.  LOUIS  RAILROAD  COMPANY. 

Cleveland,  Ohio,  October  16,  1905. 

Deab  Sib  :  Your  favor  of  September  9. 

The  letters  of  Mr.  Feltou.  of  the  New  York,  Lake  Erie  and  Western  Railroad, 
and  Mr.  Spriggs,  of  the  New  York,  Chicago  and  St.  Louis  liallroad,  copies  of 
which  you  inclose  with  your  comunication,  have  been  read  by  me  as  requested. 

I  Infer  you  are  under  the  impression  the  two  roads  mentioned  have  been 
merged.  Such  is  not  the  case.  The  matters  formerly  in  charge  of  Mr.  Felton 
are  now  under  the  supervision  of  Mr.  H.  H.. Chamberlain,  third  vice-president 
and  general  traffic  manager  of  the  Erie  Railroad,  New  York,  while  matters 
formerly  in  charge  of  Mr.  Spriggs  are  now  under  my  supervision,  as  you 
surmise. 

There  has  been  no  change  In  the  conditions  set  forth  in  Mr.  Sprlggs's  letter 
to  which  reference  Is  made,  except  that  on  account  of  the  Wheeling  and  Lake 
Erie  Railroad  acquiring  a  line  Into  Cleveland  the  extent  to  which  long  and  short 
haul  clause  of  the  liiterstate-tx)mmerce  law  Is  affected  by  our  arrangement  with 
that  road  Is  slightly  modified.  Some  of  the  freight- taking  rates  based  on  71  per 
cent  and  less  of  Chicago  to  New  York  rates  that  formerly  passed  through  Belle- 
^ue,  a  78  i)er  cent  point,  Is  now  handled  by  way  of  Cleveland,  a  71  per  cent  point. 
Since  the  writing  of  Mr.  Sprlggs's  letter  there  liave  been  a  few  additions  to  the 
instances  In  which  the  freight  tariffs  from  imlnts  on  this  road  do  not  (H>nfomi 
strictly  to  the  fourth  section  of  the  act.  This  road.  In  common  with  other 
roads.  Is  a  party  to  transcontinental  tariffs  which  carry  rates  to  and  from 
Pacific  coast  points  that  are  lower  tlian  those  used  to  intermediate  or  shorter- 
haul  points.  The  road  is  also  a  pai^tj',  wltli  other  roads,  to  tariffs  to  New 
Orleans  and  a  few  other  Mississippi  Valley  i)olnts,  which  name  lower  rates  thau 
are  chargeii  to  i)olnts  Intermediate. 

This  In  brief.  I  think,  answers  your  letter. 

I  have  transmltteil  a  copy  of  your  letter  and  copies  of  the  two  letters  Inclosel 
with  It  to  Mr.  Chamberlain. 

Yours,  very  truly,  James  Webster. 

General  Freight  Auent. 

Hon.  S.  B.  Elkins. 

Chairman  Committee  on  Interstate  Commerce. 

Senate  of  the  I  nited  States,  Washington,  D.  C. 


NEW  YORK.  NEW  HAVEN  AND  HARTFORD  RAILROAD  COMPANY. 

Dear  Sik  :  Tiic  deranponient  of  our  office  business,  incident  to  the  removal  of  our  liead- 

fiuarterb  from  New  York  to  this  city,  and  tlie  time  consumed  in  obtaining  necestiary 
uformation,  Is  our  excuse  for  not  sooner  repiylng  to  your  circular  letter  of  October  I'o, 
1887,  addressed  to  Mr.  Charles  1*.  Clark,  tiie  president  of  this  company,  and  by  him 
referred  to  me. 

There  nre  no  points  upon  the  railroad  of  our  company,  or  upon  any  railroad  operated 

by  our  company  under  lease  or  otherwise,  to  or  from  which  interstate  rates  for  passengers 

or  freijRrht  are  made  by  our  rond  alone,  or  in  combination  with  other  roads,  so  far  as  we 

know,  which  are  greater  than  the  rates  to  or  from  more  distant  points  In  the  same  dlrec- 

i/on  over  the  same  line,  with  two  possible  excepWoiift,  to  viVX*.  \X^\.«&  for  freight  between 
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New  York  and  Boston,  via  the  New  York  and  New  England,  the  New  York,  Proyidence 
and  Boston,  and  the  Boston  and  Providence  railroads. 

It  is  impossible  to  give  a  statement  of  the  rates  between  New  York  and  Providence  and 
New  York  and  Boston,  in  comparison  with  rates  to  and  from  intermediate  points,  via  said 
lines,  for  the  reason  that  the  freight  classification  in  use  between  New  York  and  Provi- 
dence and  New  York  and  Boston  is  different  from  tbe  classification  in  use  to  and  from 
intermediate  points  over  those  same  lines. 

The  freight  classification  used  generally  upon  this  road  and  its  connections,  and  in  use 
between  the  Intermediate  points  above  referred  to,  is  the  same  as  that  in  common  use  over 
th^  entire  country.  But  the  classification  used  between  New  York  and  Providence  and 
New  York  and  Boston,  via  said  lines,  is  an  entirely  different  one,  and  is  based  in  part  upon 
what  has  been  supposed  to  be  for  the  Interest  of  water  lines  between  New  York,  Proyidence, 
and  Boston.  This  latter  classification  is  made  up  of  piece  rates,  cubic-foot  rates,  hundred- 
pound  rates,  and  specials  without  classification.  Being  in  use  upon  competitive  all-water 
ur  part-water  routes  between  New  York  and  I'rovidence  and  Boston,  this  company  has  been 
obliged  to  work  under  it  between  said  points. 

It  is  impossible  to  say  whether  the  rate  on  every  article  according  to  the  water-line 
classification  in  use  between  New  York,  Providence,  and  Boston  is  ecual  to  or  larger  or 
less  than  that  under  the  ofllcial  classification  in  use  between  intermediate  noncompetitive 
I>oints,  but  it  is  believed  that  generally  the  tariffs  will  show  that,  upon  the  whole,  no 
greater  compensation  is  charged  for  shorter  than  for  longer  distances,  and  if  there  be  an 
exception  it  is  made  under  substantially  dissimilar  circumstances  and  conditions  caused 
by  water  competition. 
Yours,  truly, 

WM.   E.   B.\ttNKTT, 

Executive  Secretary. 
C.  C.  McCain, 

Auditor,  etc..  Interstate  Commerce  Commission,  Washington,  D.  C. 


NEW  YORK  AND  NEW  ENGLAND  RAILROAD  COMPANY.* 

Dear  Sib  :  Replying  to  your  circular  of  the  20th  of  October  and  circular  letter  of 
November  23,  I  beg  to  state  that  the  cases  in  which  this  company  in  itself,  or  in  combina- 
tion with  other  roads,  in  charging  for  passengers  or  freight  which  are  greater  than  the 
rates  to  or  from  more  distant  points  in  the  same  direction  over  the  same  line  are  as 
follows : 

As  to  passenger  rates  there  are  no  such  cases. 

As  to  freight  rates  there  are  the  following : 

(1)  From  Ncwburgh  to  Hartford  we  make  a  rate  of  $1  per  gross  ton.  The  rates  to 
intermediate  points  on  the  main  line  of  our  road  are  all  $1.45  per  gross  ton.  The  reason 
for  this  Is  that  anthracite  coal  goes  to  Hartford  by  water  from  the  shipping  terminals  of 
the  coal-carrying  roads  on  the  water  adjacent  to  New  York  and  from  Philadelphia  and 
Baltimore,  and  the  rate  of  $1  per  ton  is  necessary  to  meet  the  water  competition.  The 
rate  of  $1.45  per  ton  to  intermediate  points  is  less  than  the  rate  heretofore  charged  from 
Newburgh  to  those  points. 

(2)  The  rates  between  Boston  and  New  York  City  are  not  classified  (as  all  the  other 
freight  rates  of  the  company  are)  in  six  regular  classes,  for  the  reason  that  the  Metro- 
politan Steamship  Company,  which  transports  freight  entirely  by  water  between  Boston 
and  New  York,  charges  a  tariff  rate  which  Is  made  upon  each  article,  and  which  in  some 
cases  is  by  weight  and  in  other  cases  is  by  the  cubic  feet  of  measurement,  to  compete 
with  which  it  is  necessary  to  adopt  a  similar  method  for  the  through  trafllc  between 
Boston  and  New  York,  part  of  which  is  carried  in  connection  with  the  Norwich  and  New 
York  Transportation  Company's  line  of  steamers,  which  Is  running  between  New  York  and 
New  London.  Conn.,  and  part  of  which  is  carried  In  connection  with  the  New  York,  New 
Haven  and  Hartford  Railroad  Company  by  rail  between  Boston  and  Harlem  Iliver.  and 
from  Harlem  River  to  Pier  50,  New  York,  by  barge. 

The  rates  between  Bo.ston  and  intermediate  points  on  these  two  routes  have  been  made 
as  nearly  as  may  be  so  as  not  to  exceed  the  through  rates,  but  in  the  case  of  a  very  few 
articles  they  are  slightly  in  excess,  arlsincr  from  the  fact  that  the  through  rates  are  not 
classified  as  the  local  rates  are.  The  Justification  for  this  is,  as  stated,  in  the  water  com- 
petition between  Boston  and  New  York. 

(3)  The  tariff  rates  for  local  business  between  stations  on  the  New  York,  New  Haven 
and  Hartford  Railroad  and  Boston  and  intermediate  stations  on  the  New  York  and  New 
England  are  in  some  cases  slightly  higher  than  the  through  rates  between  New  York  and 
Boston,  as  above  referred  to,  and  for  the  same  reasons. 

There  are  no  other  rates  made  by  this  company  that  I  am  aware  of  which  come  within 
your  call. 

Yours,  truly, 

W.M.  P.  Shinn, 

Vice-President. 
C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission. 


THE   NEW   YORK,    NEW   HAVEN   AND   HARTFORD   RAILROAD   COMPANY. 

New  Haven,  Conn.,  September  26,  1905, 
Dear  Sir  :  Referring  to  your  esteemed  favor  In  regard  to  the  general  situation 
on  this  road  in  connection  with  passenger  and  freight  rates,  I  beg  to  say  that  we 

oThis  proi)erty  is  now  controlled  by  the  New  York,  New  Ha\e\\  ww^  \\«c^l«^^ 
See  response  of  that  cowpany  to  the  present  Inquiry. 
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are  not  aware  of  any  cases  where  passenger  rates  are  higher  for  the  shorter 
than  the  longer  haul. 

There  are,  however,  a  large  number  of  cases  where  the  freight  rates  are 
higher  for  the  shorter  than  the  longer  haul,  which  condition  is  brought  about  by 
water  competition  and  short-line  competition. 

I  inclose  a  map  of  the  New  York,  New  Haven  and  Hartford  Railroad,  by 
which  you  will  see  that  the  eastern  and  southern  section  of  our  line  is  sur- 
rounded by  water,  and  large  cities  like  Boston,  Providence,  Fall  River,  and  New 
York  are  situated  in  such  a  manner  that  water  lines  which  are  not  subject  to 
the  I'egulatlons  of  the  interstate  law  may  make  such  rates  as  they  see  fit  from 
day  to  day  and  discriminate  as  much  as  they  desire  in  making  rates  on  the  same 
kind  of  traffic  for  particular  shippers  or  consignees. 

The  volume  of  business  between  New  York  and  such  cities  is  very  heavy. 
There  are  two  regular  water  lines,  in  which  this  company  has  no  interest,  run- 
ning between  Boston  and  New  York,  which  lines  carry  a  large  amount  of  traffic 
and  at  rates  somewhat  lower  than  ours.  There  is  a  regular  daily  line  between 
Providence  and  New  York,  in  which  this  company  has  no  Interest  There  Is  a 
regular  daily  line  between  Fall  River  and  New  York,  in  which  this  company  has 
no  interest  A  like  situation  exisits  between  Norwich  and  New  London  and 
New  York  City,  and  also  between  New  Haven  and  New  York  City ;  in  addition 
to  which  there  are  quite  a  number  of  boat  lines  between  points  on  the  Sound 
like  South  Norwalk,  Stamford,  Greenwich,  Port  Chester,  and  New  Rqchelle. 

While  this  company  does  not  attempt  to  meet  all  of  this  competition,  still  there 
is  a  certain  amount  of  traffic  which  we  regard  as  profitable,  taken  in  connection 
with  the  fact  that  we  can  better  afford  to  run  our  trains  fairly  up  to  their 
capacity  rather  than  half  loaded,  and  we  'do,  therefore,  make  rates  between  New 
York  City  and  various  New  England  points  where  the  water  competition  exists, 
8ome  of  which  are  lower  than  the  rates  intermediate  thereof.  W^e  do  not  have 
any  special  rates  for  any  particular  firms,  and  if  we  do  meet  the  water  competi- 
tion, or  attempt  to  meet  it,  we  publish  tariffs  to  cover,  and  we  give  everyone  in 
the  same  line  of  business  the  privilege  of  shipping  at  the  same  rate.  Of  course, 
this  is  not  true  in  regard  to  our  competitors,  as  they,  as  above  stated,  are  able  to 
make  rates  for  particular  firms  of  a  discriminatory  character. 

On  our  northern  boundary  you  will  find  the  Boston  and  Albany  Railroad,  which 
is  the  short  line  from  Boston  to  Worcester  and  Springfield.  There  are  located  at 
Boston,  Worcester,  and  Springfield  certain  manufacturers  and  receivers  and 
shippers  of  freight  who,  on  account  of  having  side  tracks  or  being  nearer  our 
deliveries,  prefer  to  use  our  route,  and  in  such  cases  rather  than  see  the  traffic 
move  via  the  Boston  and  Albany  Railroad  we  equalize  their  rates,  thereby 
securing  what  we  regard  as  commensurate  revenue,  taken  in  connection  with 
the  fact  that  our  fixed  charges  are  stated,  but  at  figures  which  perhaps  would 
show  a  loss  to  this  company  if  it  were  necessary  to  establish  such  rates  between 
all  intermediate  points  over  which  route  traffic  may  be  handled.  The  same 
situation  exists  so  far  as  the  Boston  and  Maine  competition  is  concerned  between 
Boston  and  Holyoke,  Boston  and  Turners  Falls,  Boston  and  Fitchburg,  Boston 
and  Lowell,  etc.  ' 

I  have  referred  as  above  to  our  local  situation,  and  I  beg  to  refer  now  to 
our  situation  Jointly  with  other  roads,  and  1  would  cite  the  fact  that  the 
Boston  and  Philadelphia  Steamship  Company  operate  ships  between  Boston  and 
Philadelphia,  also  between  Providencte  and  Fall  River  and  Philadelphia,  and  in 
order  to  partially  meet  that  situation  we  make  a  little  lower  basis  of  class 
rates  from  Boston  and  Providence  to  Philadelphia  and  Camden  than  we  apply 
from  intermediate  points  on  our  line  to  the  same  cities,  our  class  rates,  gov- 
erned by  the  "  orticiar'  classification,  l>eing  .30.  25.  20.  18,  10,  15.  while  from 
intermediate  points  the  class  rates  are  35,  30,  25,  20,  17,  15. 

You,  of  course,  umlerstaiid  that  the  Interstate  Commerce  Commission  have 
decided  that  the  railroads  have  a  rij^ht  to  make  a  lower  rate  for  the  longer 
distance  than  the  shorter  distance  embraced  therein  where  the  water  competi- 
tion or  short-line  comiK^tition  may  justify  it. 

So  far  as  our  coal  traffic  is  concerned,  there  are  only  four  instances  where 
rates  originating  with  this  company — that  is  to  say,  rates  made  from  our  tide- 
water ports,  sudi  as  Providence  or  New  Haven,  to  our  interior  points — are 
lower  to  points  where  the  haul  is  longer  than  to  some  of  the  shorter  iwints 
contained  within  the  long  haul.  These  are  of  minor  importance,  but  are  as 
follows : 

(1)  Our  rate  from   Providence,  South  Providence,  East  Providence  wharf. 
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Harbor  Junction  wharf,  and  India  Point  to  Newton  Upper  Falls  is  85  cents 
per  gross  ton,  while  the  rate  to  Needham.  an  Intermediate  point,  is  95  cents, 
the  rate  to  Newton  Upper  Falls  beings  necessary  because  of  the  rate  from 
Boston  tide  to  West  Newton  of  00  cents,  West  Newton  being  contiguous  to  and 
competitive  with  Newton  Upper  Falls. 

(2)  Our  rate  from  the  above  points  to  Lowell  is  95  cents  per  gross  ton. 
while  to  South  Chelmsford  the  rate  is  $1.  This  Is  necessitated  because  the 
rate  from  Boston  to  Lowell  is  85  cents  per  gross  ton. 

(3)  Our  rate  from  territory  mentioned  to  Milford,  Mass.,  is  90  cents  per 
gross  ton,  while  the  rate  to  ITranklln  is  95  cents.  This  is  made  necessary  be- 
cause the  rate  from  Boston  to  Milford  is  75  cents  per  gross  ton. 

(4)  Our  rate  from  New  Haven  to  Shelburne  Falls  and  Turners  Falls  is 
^1  per  gross  ton,  whereas  the  rate  to  South  Deerfleld,  an  intermediate  station 
to  both  points  named,  is  $1.10.  This  is  necessitated  by  the  Boston  and  Maine 
rate  from  Boston  to  Shelburne  Falls  and  Turners  Falls  being  $1  per  gross  ton. 

So  far  as  what  we  term  all-rail  coal  is  concerned — that  is,  coal  originating 
on  other  roads  and  moved  under  tariffs  published  by  those  roads  and  con- 
curred in  by  this  company — there  are  a  good  many  instances  where  the  rate 
to  longer  points  is  less  than  to  intermediate  points,  such  lower  rates  to  the 
longer  points  being  necessitated  by  the  tariffs  published  by  our  "short-line" 
competitors.  For  instance,  the  rate  on  bituminous  coal  from  the  Beech  Creek 
region  to  Worcester,  Mass.,  as  published  by  the  New  York  Central  and  Boston 
and  Albany  railroads,  is  $2.70  per  ton,  and  the  New  York  Central  publishes 
the  same  rate  from  the  same  mines  to  Worcester  via  Fishkill  Landing  and 
our  line  to  Worcester,  and  the  Pennsylvania  and  other  bituminous-coal  roads 
are  obliged  to  publish  the  same  rate  from  some  of  their  mines  to  Worcester  in 
order  that  they  and  we  may  receive  any  of  this  traffic  and  that  consignees 
located  on  our  tracks  at  or  in  the  vicinity  of  Worcester  may  be  upon  the  same 
basis  as  their  competitors  located  on  the  tracks  of  the  Boston  and  Albany 
Railroad. 

The  rate  from  the  same  mines  via  the  Pennsylvania  and  other  roads  and  this 
company's  lines  to,  say.  Putnam,  Conn.,  an  intermediate  iwint  on  this  road,  is 
$3.05  iier  ton. 

The  same  situation  prevails  at  Webster,  Mass.,  Springfield,  Mass.,  Turners 
Falls,  Mass.,  Holyoke,  Mass.,  Plttsfleld,  Mass.,  and  other  points  competitive 
with  short  lines. 

If  we  attempted  to  obtain  the  same  all-rail  rates  to  these  points  as  we  obtain 
to  interior  points,  we  would,  of  course,  lose  all  the  coal  traffic  to  these  points, 
as  consignees  would  not  pay  us  a  premluu;i  over  the  rates  via  the  Boston  and 
Albany  or  Boston  and  Maine,  and  with  the  loss  of  this  traffic  we  would  in  all 
probability  be  obliged  to  advance  the  rates  above  the  present  figures  to  the 
intermediate  points,  so  as  to  make  good  the  revenue  lost  by  the  withdrawal  of 
the  traffic  at  these  competitive  points. 

We  find  ourselves  very  much  embarrassed  in  (•oini)etltion  with  water  carriers, 
who,  owning  no  right  of  way.  contribute  very  slightly  to  the  taxes  of  the  coun- 
try, either  municipal,  county,  or  State,  while  at  the  same  time  the  United  States 
Government  and  the  various  State  governments  are  put  to  a  large  exi>euse  for 
dredging,  light-houses,  etc..  incident  to  tlie  protection  of  water  transportation, 
and  the  Government  does  not  attempt  in  any  way  to  regulate  tlie  rates,  discrim- 
inatoiT  or  otherwise,  which  these  water  lines  may  charge.  In  other  words,  the 
United  States  Government  spends  a  very  larjre  amount  of  money  to  assist  water 
transiK)rtati<m,  yet  does  not  attempt  in  any  way  to  n»gulate  the  freight  charges 
assessed  by  these  beneficiaries,  while  on  the  other  hand  the  (ieneral  Government 
and  the  various  States  do  in  a  large  manner  rejniiate  the  rates  <>f  rail  transpor- 
tation, which,  instead  of  requiring  an  outlay  on  tiie  part  of  the  Government,  do 
in  reality  contrllnite  toward  building  up  water  competition. 

Embarrassing  as  tiiis  competition  is,  we  con»i>ete  only  so  far  as  we  may  legally 
do  so — that  is,  l>y  the  publication  of  tariffs,  which  are  filed  with  the  Interstate 
Conmicn-e  Commission,  and  which  are,  as  wo  understand  tlir  Interstate  com- 
merce law  as  pas.sed  ui>on  from  time  to  time  l)y  that  Conmiisslon.  all  in  legal 
fonn.  Unquestionably  the  fact  that  we  only  attemi)t  to  meet  this  comjietltlon 
HO  far  as  we  can  In  a  strictly  legal  manner  deprives  tliis  company  of  a  very 
large  amount  of  revenue  annually. 

In  this  letter  I  have  attempted  to  give  only  Illustrative  cases.  If  you  desire 
any  further  information  I  shall  be  very  pleased  to  come  to  \Vvv*\\V\\^\c»\\  v\\.  ^onxx 
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convenience,  and  bring  our  general  freight  agent  with  me,  in  order  to  give  you 
any  further  detail  that  you  may  require. 

Yours,  ti*uly,  Pebcy  R.  Todd. 

First  Vice-President, 
Hon.  S.  B.  Elkins, 

Committee  on  Interstate  Commerce, 

Senate  of  the  United  States,  Washington,  D,  C. 


THE  SHENANDOAH   VALLEY  RAILROAD  COMPANY.* 

Dear  Sik  :  I  beg  to  acknowledge  receipt  of  your  circular  letter  dated  October  20,  and 
In  reply  beg  to  say  that  there  are  no  Interstate  rates  leading  to  or  from  points  on  our 
line  or  lines  operated  by  tbis  company  which  are  greater  than  rates  to  or  from  more  dis- 
tant points  In  the  same  direction  over  the  same  line,  except  In  the  cases  shown  In  my 
rate  sneet  A  2,  dated  July  22,  1887  (a  copy  of  which  was  sent  you),  leading  from  Hagers- 
town,  Md.,  to  sundry  points  In  Georgia,  Alabama,  Tennessee.  Mississippi.  Florida,  Louisi- 
ana, and  Kentucky.  These  rates  are  the  same  as  the  rates  from  Baltimore  to  same  points 
made  through  Hagerstown,  and  the  rates  to  the  following  points,  viz,  Birmingham.  Ala.: 
Baton  Rouge,  La. ;  Decatur,  Ala.  ;  Demopolls,  Ala. ;  Grand  Junction,  Tenn. ;  Hickman. 
Ky. ;  JacksonyiUe,  Fla. ;  Memphis,  Tenn. ;  Meridian,  Miss. ;  Montgomery,  Ala. ;  Mobile. 
Ala. ;  Nashville,  Tenn. ;  New  Orleans,  La. ;  Natchez,  Miss. ;  Pensacola,  Fla. ;  Selma,  Ala. ; 
Savannah.  Ga. ;  and  Vicksburg,  Miss.,  are  made  less  than  to  intermediate  points  on  ac- 
count of  direct  water  competition  and  the  peculiar  circumstances  and  conditions.  In 
other  words,  we  have  applied  from  Hagerstown  the  same  rates  as  made  from  Baltimore 
by  the  fast  freight  line  known  as  *'  Great  Southern  Despatch,"  working  via  Hagerstown 
and  our  line. 

Yours,  very  truly.  O.  Howakd  Roveb, 

Oeneval  Freight  Agent. 

C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


NORFOLK    AND    WESTERN    RAILWAY    COMPANY. 

Roanoke,  Va.,  Septefnber  28,  1905. 

My  Dear  Sir  :  Following  my  letter  of  the  16th  and  further  referring  to  yours 
of  the  9th  inst 

Mr.  Royer's  letter,  in  reply  to  Mr.  McCain's  of  October  20,  1887,  was  written 
as  general  freight  agent  of  the  Shenandoah  Valley  Railroad  (extending  from 
Hagerstown,  Md.,  to  Roanoke,  Va.),  which  road  has  since  become  and  now  is  a 
part  of  the  Norfolk  and  Western  Railway,  a  map  of  which  is  herewith  inclosed. 

We  do  not  have  in  our  files  a  copy  of  Shenandoah  Valley  railroad  rate  sheet 
A-2,  of  July  22,  1887,  which  I  assume  to  have  contained  class  rates  from 
Hagerstown  Md.,  to  what  are  known  as  Southern  common  points.  As  there  is 
practically  no  movement  of  freight  traffic  from  Hagerstown,  Md.,  to  such 
ix)ints,  and  as  the  methods  of  rate  construction  thereto,  and  reasons  therefor, 
will  doubtless  be  fully  explained  to  you  by  roads  terminating  thereat,  I  shall 
refrain  from  comment  upon  that  situation,  both  past  and  present,  unless  you 
particularly  desire  it 

The  most  important  typical  instance  we  have  of  greater  charges  for  inter- 
mediate than  for  longer  hauls  over  the  same  line  and  in  the  same  direction  is  in 
the  case  of  feiglit  traffic  from  the  West  to  our  stations  south  of  the  Ohio  river 
and  west  of  Salem,  Va.,  for  instance,  to  Bluefleld.  W.  Va.,  and  Christians- 
burg,  Va. 

From  western  points  beyond  our  road  rates  to  said  stations  west  of  Salem,  Va., 
are  made  following  differentials,  in  cents  per  100  pounds,  higher  than  to 
Virginia  common  points  (1.  e.,  Roanoke,  Buchanan,  Lynchburg,  Riclimond,  Nor- 
folk, etc.),  viz: 


Classes. 

1.    I     2. 


Differentials 12  I      10 


8. 

8 


4.     I     5.         6. 

7       el      5 


"This  proj>erty  is  now  ct^ntrolled  by  the  Norfolk  and  Western.*    See  re-si^nse 
of  timt  roinpniiy  to  the  jjreseiit  inquiry. 
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and,  in  dividing,  the  Norfolk  and  Western  Railway  now  receives  said  differen- 
tials in  addition  to  its  pro  rata  proportion  of  the  rates  to  Virginia  common 
points. 

The  following  comparison  of  present  class  rates,  governed  by  the  "  official " 
classification,  will  illustrate,  viz: 


To^ 


From  Chicago,  111. 


4. 


Bluefleld,  W.  Va... 
Obristiansbnrg,  Va 

Roanoke,  Va 

Lynchburg,  Va 

Norfolk,  Va 


I  '^ 

2. 

8. 
55 

M  ai 

TB 

n 

ae 

47 

1 

S9  ,      83 


88|      27 


From  stations  on  our  road  in  Ohio  to  our  stations  south  of  Kenova,  W.  Va., 
and  west  of  Salem,  Va..  the  same  principle  of  differentials  is  employed,  but  the 
rates  do  not  exceed  our  mileage  scale,  nor  the  combination  of  rates  to  and  from 
Kenova,  \\\  Va.     For  instance,  note  following  tabulation  of  present  rates,  viz : 


r    __ 


To- 


I    Miles 
via  Nor- 
folk and 

•  Western     1 

'    Rwy. 


Bluefleld,  W.  Va 

Ohristiansbnrg,  Va , 

Roanoke,  Va ' 

Lynchburg,  Va 

Norfolk,  Va j 


From  Columbus,  Ohio. 


H43 
417 
449 


1. 

2. 

3.    1 

4. 

6. 

i 

6. 

6<H 

55 

1 
42 

81 

jw ! 

21 

.    «8* 

67 

m. 

81 

26  1 

21 

47        36«       24  I 


201 
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For  purposes  of  comparison  with  above-mentioned  differentials  of: 


Classes. 

1. 

12^ 

2.     !     3.    i    4.         5. 
10  j       8  '       7          6 

6. 

Differentials 

5 

I  give  you  below  our  present  locals  from  Roanoke,  Va..  vi 


Locals  from  Roanoke,  Va. 


To- 


i  Miles.  - 


Bluefleld,  W.  Va I       106 

Christiansburg,  Va '         32  ' 

I 


1. 

2 

8. 

4. 

5. 

44 

.S8 

81 

21 

16 

28 

22 

18 

14 

10 

18 
9 


I  do  not  recall  a  single  formal  complaint  to  the  Interstate  Commerce  Ck)mmi8- 
sion  as  to  this  basis  from  the  west  to  our  stations.  There  have  been  a  few 
such  informal  complaints,  which  have  been  snocessfully  answered  by  such  a 
letter  as  mine  of  February  11,  1896,  to  Commissioner  Clements,  a  copy  of  which 
is  herewith  inclosed. 

I  believe  this  adjustment  of  rates  to  be  reasona1)le  and  just  and  not  in  viola- 
tion of  the  existing  act  to  regulate  commerce,  as  o(^nstniod  by  the  United  States 
Supreme  Court,  and  also  as  in  late  years  constnieil  by  the  Interstate  Commerce 
Commission. 

The  rates  from  the  west  to  Virginia  common  points,  as  a  jroneral  proi>osition, 
are  the  same  as  obtain  to  Baltimore,  Md.  This  basis  was  established  by  the 
Chesapeake  and  Ohio  Railway  and  in  effect  via  said  route  before  the  Norfolk 
and  Western  Railway  and  Its  connections  began  to  compete  for  the  traffic.  So 
long,  therefore,  as  our  rates  to  stations  west  of  Salem.  Va.,  are  v^w^v^wv^\^\^  \w 
and  of  themselves,  it  is  but  just  that  we  be  perm\tted  to  \\\oet  \\\^  cwv\\y^\\WoTw 
at  Virginia  common  points  so  long  as  the  latter  compeUtVve  lTtv«ke  ^A^V^'s^  'Via  ^ 
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profit — I.  e.,  a  greater  increase  of  Income  than  its  increase  of  expenses.  Apro- 
pos of  this,  allow  me  to  refer  you  to  second  paragraph,  page  79,  of  the  First 
Annual  Report  of  the  Interstate  Commerce  Commission  (1887),  being  a  portion 
of  opinion  of  the  Commission  in  respect  to  construction  and  application  of  the 
fourth  section  of  the  act  to  regulate  commerce.  While  in  this  citation  Judge 
Cooley  referred  particularly  to  water  competition,  yet  I  believe  it  can  justly  be 
applied  with  equal  force  to  this  direct  rail  competition  at  Virginia  common 
points;  moreover,  water  competition  via  the  Great  Lakes  and  (or)  Erie  Canal  is 
a  potent  factor  in  establishing  all-rail  rates  from  the  AVest  to  Baltimoi-e,  and  the 
^Baltimore  rates  apply  to  Virginia  common  points. 

Another  typical  instance  of  greater  charges  for  intermediate  than  for  longer 
hauls  over  the  same  line  and  in  the  same  direction  is  in  the  case  of  freight  traffic 
from  Durham,  N.  C,  to  our  stations  between  Lynchburg,  Va.,  and  Winston- 
Salem,  N.  C,  as  illustrated  by  the  following  comparison,  viz : 


in 
m 

From  DuTham,  N-  C 

To^ 

1. 

51 
46 

9. 

m 

3. 
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10 

e.    A. 

Zi     IT 
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H. 

as 

F, 

BoftQokQ*  Va ,, 

4a 

Winstoii-Salem,  N.  C 

at 

(Jovemed  by  "  Southern  "  classification,  with  exceptions. 

In  this  case  our  interstate  rates  from  Durham,  N.  C,  to  Roanoke.  Va.  (171 
miles),  are  reasonable  because  of  traffic  conditions  existing  in  the  territory 
traversed  and  compare  favorably  with  other  rates  in  same  section  of  country. 
Our  rates  from  Durham,  N.  C,  to  Winston-Salem,  N.  C,  are  interstate  rates, 
liecause  our  line  used  traverses  portionis  of  both  North  Carolina  and  Virginia; 
they  are  the  same  via  Norfolk  and  Western  Railway  (our  haul  being  203  miles) 
as  obtain  via  Southern  Railway  (their  haul  being  84  miles).  So  we  meet  the 
short-line  competition  from  Durham,  N.  C,  to  Winston-Salem,  N.  C,  without 
reducing  our  higher  rates  from  Durham,  N.  C,  to  Roanoke,  Va.  It  is  interest- 
ing to  note  that  from  Durham,  N.  C,  to  Winston-Salem,  N.  C,  the  route  via 
Southern  Railway  is  entirely  within  the  State  of  North  Carolina  and  not  sub- 
ject to  the  interstate-commerce  act ;  on  the  other  hand,  it  comes  under  the  juris- 
diction of  the  North  Carolina  conwration  commission. 

Another  instance  I  have  in  mind  would  perhaps  better  be  illustrated  hypothetic- 
ally.  Assume  that  we  have  at  Marion,  Va.,  a  station  on  Norfolk  and  Western 
Railway,  476  miles  south  of  Cincinnati,  Ohio,  a  certain  mine  or  factory  which 
competes  with  a  similar  mine  or  factory  located  at  Darling  Road,  Ontario,  a 
station  on  Grand  Trunk  and  Wabash  Railroad,  473  miles  nort  of  Cincinnati, 
Ohio.  Also  assume  that  traffic  and  other  conditions  would  ordinarily  warrant 
lower  rates  to  the  Cincinnati  market  from  Darling  Road,  Ontario,  than  from 
Marion,  Va.  Under  such  circumstances  it  would  be  but  fair  to  permit  us  to 
make  such  a  rate  from  Marion  to  Cincinnati  as  to  enable  the  Marion  enterprise 
to  meet  competition  of  Darling  Road,  and  without  reducing  reasonable  higher 
rates  to  points  intermediate,  provided,  however,  that  the  competitive  traffic  to 
Cincinnati  yield  us  a  greater  increase  of  income  than  its  increase  of  expenses. 

I  have  endeavored  to  comply  with  your  wishes  as  I  understand  them  as  fully 
and  briefly  as  possible,  and  will  be  pleased  to  respond  to  any  further  inquiries 
you  may  wish  to  make. 

Yours,  very  truly,  T.  S.  Davant, 

Freight   Traffic  Manager. 

Hon.  S.  B.  Elkins, 

United  States  8e?iate,  Washington,  D.  C. 


(The  letter  to  Hon.  Judson  C.  Clements,  Commissioner  Interstate  Commerce 
Commission,  referred  to  in  the  foregoing  is  as  follows:) 

Roanoke,  Va.,  February  11,  1896. 
Deab  Sib  :  Your  valued  favor  of  January  29  and  inclosures  came  duly  to  hand 
and  have  had  very  careful  consideration.    We  have  heretofore  stated  how  the 
rates  from  western  points  to  stations  on  t\i\ft  toad  west  of  Roanoke,  including 


DIGEST   OF   HEABIN6S   ON   BAILWAY  BATES.  399 

Bluefield,  are  made.  As  long  ago  as  December  10,  1889,  we  wrote  Auditor 
McCain  as  follows : 

"  That  upon  interstate  traffic  originating  at  stations  of  the  Norfolk  and  West- 
ern Railroad  tariffs  are  issued  in  exact  conformity  with  the  law,  and  upon  inter- 
state traffic  originating  upon  other  lines  and  deliverable  at  stations  upon  the 
Norfolk  and  Western  Railroad  as  a  rule  they  are  made  ih  conformity  with  law, 
the  exception  being  on  certain  traffic  coming  from  points  in  the  Western  States 
and  destined  to  points  upon  the  Norfolk  and  Western  road  that  are  Junctions 
with  other  lines  leading  from  the  west  that  are  competitors  for  said  traffic, 
upon  which  traffic  for  said  points  rates  are  made  uniform  with  those  that  are 
named  by  said  competing  lines,  which  are  the  shorter  lines  of  communication 
between  the  i)oints  named ;  but  to  intermediate  local  stations  upon  the  Norfolk 
and  Western  road  rates  upon  traffic  from  said  western  points  are  made  higher 
than  those  to  the  connecting  junction  points  that  are  farther  beyond  on  the 
same  line  and  in  the  same  direction,  but  the  rates  to  said  intermediate  local 
points  are  lower  than  would  be  rates  made  by  combinations  of  rates  by  competing 
lines  to  said  Junction  points,  plus  local  rates  from  said  Junction  points  to  the 
stations  which  were  the  destinations  of  the  property,  the  methods  of  such  con- 
struction and  the  explanations  therefor  being  set  forth  in  detail  in  the  hearing 
of  the  matter  of  tariffs  and  classifications  before  the  Commission  as  of  date 
December  18»  19,  and  20,  1889." 

Again  on  October  5,  1891,  as  follows : 

"  That  on  traffic  from  western  or  northwestern  points  deliyerable  to  Norfolk 
and  Western  road  at  its  western  termini  of  Norton,  where  it  connects  with  the 
LouisTille  and  Nashville  system,  or  at  Bristol,  where  it  connects  with  the  East 
Tennessee,  Virginia  and  Georgia  system,  rates  are  made  lower  to  those  Virginia 
cities  upon  its  own  line  reached  thereby,  viz,  Norfolk,  Richmond,  Petersburg. 
Lynchburg,  Roanoke,  Hagerstown,  and  stations  intermediate  between  said 
named  points,  than  they  are  to  certain  stations  upon  its  line  west  of  Roanoke,' 
because  of  the  fact  that  rates  from  said  western  points  to  the  Virginia  cities  as 
named  are  necessarily  made  in  conformity  with  the  rates  that  are  applied  on 
like  western  traffic  to  the  cities  of  Baltimore,  Richmond,  and  Norfolk,  of  which 
they  would  be  deprived  if  a  different  scale  of  rates  obtained  on  said  western 
competitive  traffic ;  and  the  reasons  for  the  higher  scale  of  rates  being  applied 
to  the  stations  on  said  road  west  of  Roanoke  are,  that  being  removed  from  the 
influences  of  the  markets  of  the  competitive  Virginia  points  as  recited,  the  differ- 
ential adjustment  referred  to  as  applicable  on  western  traffic  to  said  stations  is 
calculated  to,  and  has  the  effect  of  promoting  the  production  of,  and  traffic  in, 
the  same  class  of  commodities  produced  along  its  line  and  marketed  at  said 
stations.  This  theory  of  differential  rate  construction  upon  said  western 
traffic  to  said  local  stations  has  at  different  times  since  the  enforcement  of  the 
interstate-commerce  law  been  considered  by  the  Commission,  both  in  general 
and  in  detail,  and  at  a  not  distant  date  received  the  careful  consideration  of  the 
Hon.  T.  M.  Cooley,  chairman  of  the  Commission,  and  the  reasons  that  animated 
the  Norfolk  and  Western  Railroad  in  so  adjusting  the  tariffs  dpon  the  commodi- 
ties referred  to,  to  the  local  territory  described,  were  not  disapproved,  and  some 
modifications  and  reductions  were  made  as  suggested  by  Judge  Cooley ;  it  being 
a  leading  feature  in  the  construction  of  said  tariffs  to  minimize  these  differen- 
tials to  the  lowest  possible  degree  not  Inconsistent  with  the  protection  of  that 
local  development  as  herein  recited,  which  such  arrangement  was  calculated  to 
promote." 

We  also  wrote  you  November  10.  1893,  in  re  complaint  of  John  Rlgby  &  Son, 
as  follows : 

"  Extended  absence  from  my  office  has  prevented  earlier  attention  to  your 
letter  of  the  27th  ultimo.  The  basis  for  construction  of  rates  from  the  west  to 
our  stations  west  of  Roanoke  has  been  the  subject  of  inquiry  by,  and  explained 
to,  the  Interstate  Commerce  Commission  In  the  past. 

For  years  what  are  known  as  Virginia  common  points,  viz,  Roanoke,  Lynch- 
burg. Petersburg,  Richmond,  Norfolk,  etc.,  have  been  grouped  and  placed  on  the 
basis  of  Baltimore  rates  from  the  west.  From  May.  1887,  to  December,  1892,  the 
rates  from  the  west  to  Christlansburg  were  made  higher  than  Roanoke,  as 
follows : 


15        JO  ; 


1  M 
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Since  that  time  the  rates  from  the  west  to  Christlansburg  have  been  liiglier 
than  Roanoke,  as  follows : 


1. 

12 


2.     i    3. 

l_ 

10    I     8 


The  local  rates  from  Roanoke  to  Christlansburg  are : 


1. 

2. 

3. 
14 

4. 
U 

6. 
10 

6. 
9 

23 

18 

You  will  readily  see  that  if  the  through  rates  from  western  points  to  Chris- 
tlansburg were  not  published  as  we  have  them,  it  would  cost  the  complainants 
very  much  more  to  get  their  freight  through  than  at  present  We  submit  that 
the  rates  to  Christlansburg  from  Louisville  and  other  western  points,  as  now 
published,  are  not  unreasonable  within  themselves,  and  do  not  think  they  can  or 
should  be  reduced. 

I  return  the  letter  of  Messrs.  Jas.  Rigby  &  Son,  as  requested. 

Also  March  2,  1895,  in  re  rates  from  the  West  to  Norfolk  and  western  stations 
as  follows : 

••Referring  to  your  letters  of  January  21  and  February  12,  delay  in  reply 
•  to  which  has  been  caused  by  absence  from  Roanoke.  The  basis  for  constructing 
rates  from  the  West  to  our  stations  west  of  Roanoke  is  as  follows:  For  years 
what  are  known  as  Virginia  common  points,  viz,  Roanoke,  Lynchburg,  Peters- 
burg, Richmond,  Norfolk,  etc.,  have  been  grouped  and  placed  on  the  basis  of 
Baltimore  rates  from  the  West  Prior  to  December,  1802,  the  rates  from  the 
West  to  Bluefield  were  made  higher  than  Roanoke,  as  follows : 


1. 

2. 

3.         4. 

1 

5. 

1 

«•  i 

20 

15 

1 
10        10 

10 

8    1 

1 

"  Since  that  time  the  rates  from  the  West  to  Bluefield  have  been  higher  than 
Roanoke,  as  follows : 


1.         2.    1    3.    1     4. 

6. 

6. 

12        10          8  '        7 

1 

6 

5 

Roanoke  to  Bluefield  are 

1. 

2. 

3. 

4. 

5. 

•■ 

40 

33 

26 

20 

17 

13 

**  You  will  readily  see  that  If  the  through  rates  from  western  points  to  Blue- 
field  are  not  published  as  we  have  them,  it  would  cost  the  complainants  very 
much  more  to  get  their  freight  through  than  at  present  We  submit  that  the 
rates  to  Bluefield  from  Fostoria.  Ohio,  and  other  western  points,  as  now  pub- 
lished, are  not  unreasiouable  within  themselves,  and  I  do  not  think  they  can  or 
should  be  reduced.  The  rates  on  flour  as  named  in  your  letter  of  January  25 
were  correct  at  that  time.  They  are  now  12^  to  Richmond  and  171  to  Bluefield." 
By  referring  to  the  east-bound  tariffs  of  the  Chesapeake  and  Ohio  Railway 
(Kanawha  Dispatch)  you  will  find  the  following  points  grouped  as  Virginia 
cWes  and  rated  alike,  viz :  Alexandria,  BaaVc  CVty,  ^M<e;iia  VV^ta,  Charlottesville, 
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Clifton  Forge,  Doswell,  Fredricksburg,  Glasgow,  Gordonsville,  Hampton,  Lynch- 
burg, Lexington,  Newport  News,  Norfolk,  Orange,  Petersburg,  Phoebus,  Ports- 
mouth, Richmond,  Roanoke,  Smithfleld,  Staunton,  Suffolk,  and  Waynesboro,  Va. 
This  adjustment  of  rates  antedates  this  company's  control  of  the  old  Shenan- 
doah Valley  Railroad  Company.  During  all  these  years  the  basis  of  Roanoke 
rates  has  not  changed,  but  the  Bluefleld  rates  have  been  as  follows,  the  figures 
named  being  the  differentials  above  the  Roanoke  rates: 


1. 

2. 

8. 

4. 

5. 

6. 

Prior  to  December,  1888 

ao 

16 
10 

10 
8 

10 

7 

10 
6 

8 

Since  December,  186S 

6 

Mr.  Smith  in  his  memorandum  to  you  says :  '*  Bluefield,  W.  Va.,  and  Roanoke, 
Va.,  are  located  on  the  Norfolk  and  Western  Railroad,  distant  from  Detroit  by 
the  most  direct  line  527  and  633  miles,  respectively."  The  distance  to  Bluefield 
is  correctly  stated,  but  the  short-line  distance  to  Roanoke  is,  via  Buchanan,  Va., 
(506  miles,  showing  that  this  company's  road  through  Bluefield  does  not  form  a 
part  of  **  thii  most  direct  line  "  from  Detroit,  Mich.,  to  Roanoke,  Va.  We  do  not 
believe  that  our  rates  are  in  violation  of  the  act  to  regulate  commerce. 

Yours,  very  truly,  T.  S.  Davant, 

General  Freight  Agent 
Hon.  J.  C.  Clements, 

Commissioner,  Washington,  D,  C. 


NORB'OLK  SOUTHERN  RAILROAD  COMPANY. 

Dbab  Sib  :  In  response  to  your  circular  I  have  to  report  as  follows :  The  rates  to  and 
from  points  on  the  Norfolk  Southern  Railroad  are  In  line  and  conform  to  the  require* 
ments  of  the  Interstate-commerce  law,  but  the  rates  to  points  beyond  the  terminus  of 
the  road  reached  by  steamers  In  connection  with  the  railroad  are  regrulated  by  water 
lines  in  competition.  Especially  is  this  the  case  at  New  Berne  and  Washington,  N.  C* 
where  there  are  three  water  lines  in  operation,  causing  very  low  rates  to  ana  from  these 
points. 

Steamers  of  the  Wilmington  Steamship  Company  connect  with  the  Norfolk  Southern 
Railroad  at  Elizabeth  City,  forming  a  through  line,  part  rail  and  aart  water,  between 
New  Berne  and  Washington  and  points  north  reached  hy  the  Norfolk  Southern  Railroad 
and  its  connections.  The  demoralized  rates  at  these  points  is  the  result  of  the  water 
lines  making  special  rates  to  large  shippers.  This  had  to  be  met  by  making  an  open 
rate  applicable  to  all  alike,  as  required  by  law. 

The  location  of  the  Norfolk  Southern  Railroad  subjects  it  to  water  competition  at  all 
principal  points,  and  while  it  is  our  purpose  to  conform  to  the  law  in  all  respects,  it  Is 
absolutely  necessary  to  meet  rates  offered  by  competing  water  lines  at  various  points 
reached  by  steamers  connecting  with  us  at  Elizabeth  City  and  Edenton. 

The  fourth  section  of  the  interstate-commerce  law,  strictly  enforced,  would  deprive  the 
Norfolk  Southern  road  of  its  legitimate  business,  which  would  be  absorbed  by  water  lines 
in  no  way  affected  by  said  law.  A  general  reduction  of  all  rates  to  and  from  interme- 
diate points  to  conform  to  the  rates  made  by  water  lines,  without  restraint  at  competi- 
tive points,  would  largely  decrease  the  revenue  and  seriously  Injure  the  value  of  the  rail- 
road property. 

I  herewith  Inclose  present  class  rates  to  New  Berne  and  Washington,  N.  C. ;  also  to 
Elizabeth  City.     The  latter  is  the  transfer  point  and  the  shorter  distance,  but  not  sub- 
ject to  the  same  water  competition  as  New  Berne  and  Washington. 
Respectfully,  etc., 

H.  C.  Hddqins, 
General  Freight  Agent. 

C.  C.  McCain,  Esq., 

Auditor,  WOBhington,  D.  C. 


NORFOLK  AND  SOUTHERN  RAILROAD  COMPANY. 

Norfolk,  Va.,  September  16, 1905. 
Dkab  Sib  :  Replying  to  your,  letter,  I  beg  to  advise  that  the  same  conditions 
as  outlined  in  my  letter  to  Auditor  McCain,  October,  1887,  affecting  the  rates 
in  the  territory  reached  by  the  Norfolk  and  Southern  Railroad,  accessible  to 
water  competition,  continue  to  exist.  The  two  canals  from  Norfolk,  as  aho^im. 
on  the  inclosed  map,  and  inlets  on  the  coast,  as  designated,  cAot^  l^^\\\^^si^  ts^^ 

S.  Doc.  244,  59-1 26 
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the  transportation  of  all  varieties  of  freight  by  steamers,  vessels,  and  barges  to 
and  from  the  principal  points  located  on  the  sounds  and  rivers  of  eastern  North 
Carolina.  This  water  competition  regulates  to  a  great  extent  rail  rates,  espe- 
cially at  Elizabeth  City,  Newbern,  Washington,  and  Wilmington,  necessitating 
lower  rates  from  Norfolk  to  Elizabeth  City,  all  rail,  than  are  in  effect  to  Inter- 
mediate stations  for  shorter  distances;  also  lower  rates  to  Newbern  by  rail 
and  water  via  Belhaven  than  to  Belhaven  proper,  although  there  is  an  additional 
haul  by  steamer  from  Belhaven  to  Newbern  of  88  miles;  also  Wilmington, 
N.  C.,  87  miles  south  of  Newbern  and  175  miles  beyond  Belhaven,  the  rates 
are  regulated  by  water  transportation,  which  must  be  met,  or  else  the  traffic 
will  be  surrendered  to  the  water  carriers;  hence  our  rates  to  Wilmington  via 
Belhaven  and  Newt)ern  are  lower  than  the  rates  in  effect  to  local  stations  on 
the  line  of  the  Norfolk  and  Southern  Railroad  for  shorter  distances. 

These  illustrations  are  given  to  demonstrate  the  Impracticability  of  enforc- 
ing uniform  rates  on  a  mileage  basis  to  water  competitive  points,  and  the  neces- 
sity of  meeting  such  competition  by  charging  less  for  longer  than  for  shorter 
hauls.  If  there  is  any  further  information  that  I  can  furnish  I  will  be  very 
glad  for  you  to  advise  me. 

Yours,  truly,  H.  C.  Hudoins. 

General  Freight  Agent, 

Hon.  S.  B.  Elkins, 

Chairman  Interstate  Commerce  Committee, 

Washington,  D,  C, 


NORTHERN   PACU'^IC   RAILROAD  COMPANY. 

Dbar  Sib  :  In  response  to  your  circular  letter  dated  20tli  ultimo,  I  l>eg  to  say  that 
the  only  points  upon  the  ruilroad  of  this  company  or  upon  any  railroad  operated  by  this 
company,  under  lease  or  otherwise,  to  or  from  which  interstate  rates  for  passenji^rs  or 
freight  are  made  less  for  a  longer  than  a  shorter  distance  iu  the  same  direction  over  the 
same  line  are  the  rates  to  and  from  the  Plnst  and  I'acitic  coast  common  points.  Copies 
of  our  tariffs  are  already  on  file  with  the  Commission,  showing  the  present  rates  from 
the  East  to  Portland,  Astoria,  Tacoma,  Seattle,  and  common  points ;  also  the  rates 
between  Saint  l*aul  and  Granite,  Idaho — the  rates  to  the  latter  points  being  in  excess 
of  those  named  to  the  Pacific  coast  common  points.  The  rates  to  and  from  territory 
between  Granite  and  the  Pacific  coast  terminals  are  made  practically  the  rates  to  the 
Pacific  coast,  plus  the  local  rates  bacl(.  We  have  not  yet  issued  tariffs  showing  the 
exact  figures  to  and  from  each  station,  but  I  attach  hereto  copies  of  circulars  showing 
the  basis  upon  which  these  tariffs  will  be  prepared.  It  Is  an  almost  endless  taslc  to 
make  the  tariffs  an<r  the  amount  of  business  is  very  slight,  but  they  are  being  gradually 
prepared. 

Replying  to  the  last  clause  in  your  circular,  giving  this  company  permission  Xo  make 
such  explanations  or  statements  as  it  may  desire  concerning  the  circumstances  and  con- 
ditions of  the  traflSc  which  we  consider  warrants  the  making  of  the  rates  referred  to,  I 
can  only  state  that  the  evidence  in  this  case  was  all  laid  before  your  board  last  spring, 
and  on  the  23d  day  of  April,  after  an  investigation  of  the  circumstances,  a  temporary 
order  was  granted  relieving  this  company,  with  others  situated  in  like  manner,  from  the 
operations  of  the  provisions  of  section  4  of  the  act  to  regulate  commerce,  etc. 

I  trust  the  above  will  be  of  service  to  you  and  be  a  suflliciently  explicit  answer  to 
your  inquiries. 

Respectfully,  yours,  T.  F.  O.vkbs. 

Vice-President  and  General  Manager. 

C  C  McCain    Esq. 

Auditor  interstate  Commerce  Commission,  Washington,  D.  C. 


NORTHERN  PACIFIC  RAILWAY  COMPANY. 

On  Great  Northebn  Railway, 
•  September  26,  1905. 

My  Deab  Sir:  Your  letter  without  date,  inclosing  copy  of  letter  written  by 
Mr.  T.  F.  Cakes,  vice-president  and  general  manager  of  this  company,  to  Mr. 
C.  C.  McCain,  auditor  of  the  Interstate  Commerce  Commission,  early  In  1887. 
referring  to  the  rate  situation  from  the  Kast  to  Pacific  coast  points  versos 
Spokane  and  interior  Washington  points  as  it  existed  at  that  time. 

The  conditions  surrounding  the  traffic  now,  and  the  adjustment  of  rates  at 
this  time,  are  not  materially  changed  from  the  time  Mr.  Oakes*8  letter  was 
written.  Water  competition  to  Pacific  coast  points  still  necessitates  a  com- 
jjaratively  low  list  of  rates  from  the  East  to  Pacific  coast  points,  and  the  rates 
to  Interior  Washlngion  points,  while  to  a  considerably  less  extent  than  at  the 
tinie  the  Onkea  letter  was  written,  are  maCie  o\i  Wx^  \i«A\a  «t  the  rates  to  the 
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coast  plus  the  local  back,  and  are  still,  with  a  few  exceptions,  higher  to  the 
interior  than  to  the  coast. 

The  rates  on  paclcing-ho^se  products  and  other  commodities  which  the  car- 
riers and  dealers  have  learned  from  experience  are  not  subject  to  water  compe- 
tition to  any  controllable  extent,  are  carried  to  the  interior  at  rates  no  higher, 
and  in  most  cases  less,  than  to  the  coast;  but  on  the  largest  proportion  of  the 
traffic,  it  t>eing  subject  to  the  w/iter  competition,  the  rates  to  the  interior  are 
higher  than  to  the  coast  cities. 

In  twenty-odd  years  from  the  time  the  Oalxes  letter  was  written,  up  to 
date,  the  changes  have  been  so  many  and  so  frequent — brought  about  by  changes 
in  competitive  conditions,  by  increase  in  volume  of  business,  and  the  build- 
ing of  new  lines — that  it  would  be  almost  impossible  to  give  you  a  list  of  all 
whi<  h  have  occurred,  and  the  dates  on  which  they  were  made.  On  the  whole, 
-the  basis  has  been  considerably  reductnl.  In  1801  the  merchants  of  Spokane 
brought  this  condition  and  adjustment  of  rates  to  the  attention  of  the  Inter- 
state Commerce  Commission  in  the  shape  of  a  complaint  and  from  that  date 
to  1894  it  was  continually  before  the  Conmiission  and  the  United  States  courts. 
Both  the  Commission  and  the  courts  confirmed  and  approved  the  position  of 
the  carriers  as  a  principle,  and  we  were  authorized  by  both  to  make  com- 
petitive rate^  higher  to  the  interior  than  to  the  coast  points  on  account  of  this 
same  water  competition.  The  tariffs  in  effect  at  the  present  time  are  believed 
by  the  carriers  to  be  in  conformity  with  these  decisions,  and  are  on  file  with 
the  Interstate  Commission,,  and  on  all  goods  which  are  subje<*t  to  water  com- 
petition tlie  rates  to  the  interior  are  materially  higher  than  the  rates  to  Pacific 
coast  points,  and  in  a  few  instances  are  the  sum  of  the  rates  plus  the  local 
baclv.  in  no  case  exceeding  that  amount. 

As  I  stated  before,  the  nmterial  increase  in  our  business  has  enabled  us 
to  niaK'c  a  considerable  reduction  in  our  rates  to  the  interior,  and  on  a  large 
I>ercentage  of  our  commodities  the  rates  to  the  interior  points  at  the  present 
timcN  while  higlier  tlian  the  rates  to  the  coast  are  less  than  they  were  at  the 
time  the  Oakes  letter  was  written,  and  are  less  than  the  rates  to  the  coast 
plus  the  local  back. 

I  am  not  sure  that  I  quite  understand  from  your  letter  what  you  are 
desIrDUs  of  showing  in  your  report  to  Congress.  If  the  information  in  this 
loiter,  in  connection  with  the  figures  which  are  on  file  with  the  Commission,  and 
which  I  assume  are  accessible  to  you,  does  not  give  you  all  the  information  you 
want,  if  you  will  advise  me  further  and  a  little  more  in  detail,  I  shall  be  glad 
to  put  some  of  our  clerical  force  at  work  and  i)repare  for  you  just  the  state- 
ment that  you  desire. 

Very  truly,  yours,  J.  M.  Hannaford, 

Second  Vice-President. 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Woj^hington.  D.  C. 


OCEAN    STEAM-SIIII*    COMPANY    OF    SAVANNAH,    PIIILADELPIIIA    AND 

SAVANNAH  IJNK. 

Dear  Sir  :  Acknowledging  receipt  of  your  circular  of  October  20.  1887,  I  have  to  say 
that  the  Philadelphia  and  Savannah  line  of  this  company  does  not  carry  passengers,  and 
Its  operations  are  confined  strictly  to  freight  traffic  in  connection  with  the  Central  Rail- 
road of  Georgia,  and  Savannah,  Florida  nnd  Western  Railway  Company  at  Savannah. 
The  rates  applied  to  business  with  these  roads  are  those  of  the  Southern  Railway  and 
Steamship  Association,  as  furnished  by  the  general  freight  agents  of  the  roads  mentioned 
at  Savannah,  to  whom  I  respectfully  refer  you  for  the  Information  asked  for  Ip  your 
circular. 

Very  respectfully,  Wm.  L.  James,  Agent. 

C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


OCEAN    STEAM-SHIP    COMPANY.    SAVANNAH. 

Dear  Sir  :  Your  circular  of  Octol)er  20  addressed   In   error   to  W.    H.   Rhett,   who  is 
general  agent  Savannah  Fast  Freight  and  Passenger  Line,  has  Just  reached  me. 

As  we  have  already  advised  your  department,  this  company  p\Ab\\aY\es  otA^s  ^^«&vii^?,«t 
rates  and  the  farther  a  man  travels  the  move  he  pays  (In  the.  same  AVTftcWoxvS.     ^%^  Xft 
freight  rates,  we  are  members  of  the  Southern  Railway  and  8team-»\\Vp  K%«ws\ti.X\oxi,  ilTi^ 
any  repJjr  you  receive  from  the  Central  Railroad  of   Georgia   and  txom  l\xe  %«L.^vaTit«Ji, 
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Florida  and  Western  Railway,  who  publish  the  rates  In  effect  Tia  our  steamers  for  points 
bejond  Savannah,  will  undoubtedly  give  all  the  information  you  may  require  as  to  this 
company. 

Yours,  respectfully,  #        R.  L.  Walker,  Agent. 

Mr.  C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 

OCEAN  STEAMSHIP  COMPANY  OF  SAVANNAH. 

New  York,  September  P,  1905. 

Deab  Sib  :  Your  ifetter  without  date,  addressed  to  Mr.  E.  R.  Richardson,  gen- 
eral freight  agent  of  this  company,  has  been  referred  to  me. 

This  company  operates  a  line  of  steamships  for  the  purpose  of  engaging  in  the 
transportation  of  freight  and  passengers  primarily  bet^-een  the  ports  of  Boston, 
Mass.,  and  Savannah,  Ga.,  and  the  ports  of  New  York,  N.  Y.,  and  Savannah,  Ga. 
Its  rates  of  carriage,  both  for  freight  and  passengers,  have  remained  practically 
the  same  for  ten  years.  Such  changes  as  have  been  made  have  been  in  the  line 
of  reductions. 

It  is  further  engaged  in  the  transportation  of  freight  and  passengers  that 
originate  beyond  the  ports  of  New  York,  Boston,  and  Savannah,  and  is  delivered 
to  this  company  for  carriage  between  these  resi)ective  ports  and  for  delivery  at 
these  respective  iports  to  connecting  carriers.  Its  rates  of  freight  are  on  file 
with  the  Interstate  Commerce  Commission,  filed  by  the  railroads  connecting 
with  this  line  at  the  iports  of  Boston,  New  York,  and  Savannah,  or  by  this  com- 
pany direct,  and  the  Interstate  Commerce  Commission  has  been  furnished  with 
all  changes  that  have  been  made  from  time  to  time. 

It  would  be  impracticable  without  many  months  of  hibor.  and  perhaps  impos- 
sible, for  me  to  give  you  in  detail  the  changes  that  have  been  made  in  the  rates 
of  freight  and  the  reasons  therefor.  The  present  officers  of  this  company  have 
not  been  connected  with  it  continuously  since  1887,  and  there  are  no  records 
from  which  the  information  could  be  compiled.  As  Messrs.  Walker  and  James 
very  properly  informed  the  auditor  of  the  Interstate  Commerce  Commission  in 
3887,  the  rates  of  freight  are  published  by  our  railway  connections  and  their 
records  should  show  any  changes  that  have  been  made  from  time  to  time,  and 
the  reasons  therefor. 

Assuring  you  of  my  desire  to  cooperate  in  every  way  with  your  committee,  I 
ion,  with  much  respect. 

Yours,  very  truly,  W.  H.  Pleasants, 

Vice-President  and  General  Manager, 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce^ 

Senate  of  the  United  States,  Washington,  D.  C. 


OLD  DOMINION  STEAMSHIP  COMPANY. 

Dear  Sib:  Further  acknowledging  your  circular  of  October  20,  there  are  but  a  few 
through-freight  tariffs  filed  by  us,  viz  : 

New  York  fo  Norfolk,  Southern  Railroad ;  New  York  to  Petersburg,  Va. ;  New  York  to 
and  from  Richmond,  Va.,  via  West  Point. 

Norfollc,  Smithfield.  and  Petersburg,  Va.,  to  various  points  via  New  York  on  peanuts. 

Richmond,  Va.,  to  Texas  points  on  tobacco ;  and  none  of  the  rates  used  thereunder  are 
greater  for  a  shorter  than  for  a  longer  distance  in  the  same  direction  over  the  same  line 
for  the  same  class  of  business. 

The  through-freight  tariffs  on  the  great  bulk  of  the  through  business  we  do  are  filed  by 
the  officials  having  charge  of  issuing  them.  Mr.  Sol.  Haas,  traffic  manager  of  the  Asso- 
ciated Railways  of  Virginia  and  the  Carollnns,  informed  me  that  he  would  reply  as  to 
those  rates,  and  Mr.  T.  S.  Davant,  general*  freight  agent  of  the  East  Tennessee.  Virginia 
and  Georgia  Railroad,  informed  me  that  he  would  answer  for  the  Paint  Rock  Line. 

I  have  already  communicated  on  the  subject  with  the  proper  officials  of  our  other  con- 
nections, viz,  the  Virginia,  Tennessee  and  Georgia  Air  Line  and  the  Kanawha  Dispatch 

i'i^ie-  ^    ^    « 

Yours,  respectfully,  W.  H.  Stanford, 

Vice-President. 
C.  C.  Cain,  Esq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


OLD  DOMINION  STEAMSHIP  COMPANY. 

New  Yobk,  September  21,  1905, 
Dkab  8m :  Further  replying  to  your  \eUeT  ^\\.\io\i\.  ^aXife,  T««^lgt  of  which  -was 
acknowledged  on  September  11, 1  reeyecttuW^  «l^nV%^  \Xi%X.  XSaa  ^wiftX^wsa  %a  wit- 
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lined  ia  letter  of  our  former  vice-president,  Mr.  W.  H.  Stanford  (quoted  on 
page  208  of  the  First  Annual  Report  of  the  Interstate  Commerce  Commission, 
1887),  have  not  changed  materially,  nor  have  the  methods  of  issuing  and  filing 
tariffs  covering  traffic  moving  over  this  company's  lines.  I  respectfully  submit 
below  a  brief  review  of  the  situation  existing  at  the  present  time: 

(1)  Rates  from  New  York  to  Norfolk  and  Southern  Railroad  stations  and 
points  beyond  are  compiled  and  issued  by  the  Norfolk  and  Southern  Railroad, 
and  copies  of  such  issues  are  filed  with  the  Interstate  Commerce  Commission 
by  the  Norfolk  and  Southern  Railroad  and  likewise  by  this  company. 

(2)  Rates  from  New  York  to  Petersburg,  Va.,  in  connection  with  the  Norfolk 
and  Western  Railway  are  issued  and  filed  with  the  Interstate  Commerce  Com- 
mission by  this  company. 

(3)  The  route  from  New  York  to  Richmond,  Va.,  via  West  Point,  Va.,  has 
been  abandoned,  and  rates  via  this  route  withdrawn.  It  has  not  been  our  prac- 
tice to  file  tariffs  applying  via  our  own  direct  steamship  lines  when  the  carriage 
is  entirely  by  water. 

(4)  Rates  on  peanuts  from  Norfolk,  Petersburg,  and  Smithfield  to  various 
points  via  New  York  are  filed  with  the  Commission  by  the  initial  line. 

(5)  Rates  on  tobacco  from  Richmond,'  Va.,  to  Texas  points  in  connection 
with  our  line  are  now  issued  by  the  Southern  Pacific  Company  and  filed  with 
the  Commission  by  that  company. 

(G)  Rates  from  Norfolk,  Richmond,  etc.,  to  interior  eastern  points  via  New 
York,  thence  via  various  rail  connections,  are  issued  by  us  and  filed  with  the 
Commission.  In  certain  instances  the  tariffs  are  issued  by  connections  to  apply 
in  both  directions  and  are  duly  filed  by  lines  issuing. 

(7)  Tariffs  covering  traffic  in  connection  with  the  Kanawha  Dispatch,  operat- 
ing over  the  Chesapeake  and  Ohio  Railway  and  connections  via  Newport  News 
and  our  line,  are  issued  by  Mr.  Thornton  Lewis,  manager  of  the  Kanawha 
Dispatch,  Cincinnati,  Ohio. 

(8)  Tariffs  covering  traffic  via  Asheville  Line  Route,  operating  over  Southern 
Railway,  are  issued  by  Mr.  R.  A.  Campbell,  manager  Asheville  Line  Route,  St 
IjOuIs,  Mo. 

(9)  Tariffs  covering  traffic  via  .Virginia,  Tennessee  and  Georgia  Air  Line 
operating  over  Norfolk  and  Western  Railway  are  issued  by  Mr.  S.  M.  Stevenson, 
manager  Virginia,  Tennessee  and  Georgia  Air  Line,  New  York  City. 

(10)  Tariffs  covering  traffic  via  Cumberland  Gap  Despatch,  operating  over 
Norfolk  and  Western  Railway,  are  issued  by  Mr.  Andrew  Broaddus,  manager 
Cumberland  Gap  Despatch,  Louisville,  Ky. 

(11)  The  Norfolk  and  Western  Railway  and  Chesapeake  and  Ohio  Railway 
issue  the  tariffs  applying  between  New  York  and  local  stations  on  their  lines. 

(12)  Rates  from  New  York  to  southern  points  in  connection  with  the  South- 
em  Railway,  Seaboard  Air  Line,  and  Atlantic  Coast  Line  Railroad  are  compiled 
and  published  by  Mr.  W.  H.  Fitzgerald,  commissioner  Associated  Railways  of 
Virginia  and  tl^e  Carolinas,  Richmond,  Va.,  and  filed  with  the  Interstate 
Conmieroe  Comniisstion  by  him. 

(13)  Southeastern  Freight  Association  tariffs  from  New  York,  interior  eastern 
points,  and  Buffalo- Pittsburg  territory  to  southern  points  are  issued  by  Chair- 
man E.  H.  Hinton,  of  the  Southeastern  Freight  Association,  and  copies  filed 
with  the  Interstate  Commerce  Commission  by  liim ;  in  addition  to  which  we 
likewise  file  copy  under  our  Interstate  Commerce  Commission  number. 

In  our  own  local  rates  there  are  no  ca.ses  in  which  a  greater  charge  is  made 
for  an  intermediate  haul  than  for  a  longer  haul  over  the  same  line  and  in  the 
same  direction  on  the  same  class  of  traffic. 

You  will  observe  that  the  through  freight  tariffs  on  practically  all  of  our 
through  traffic  are  compiled,  publislied,  and  filed  with  the  Interstate  Commerce 
f!ommission  liy  the  officials  having  charge  of  the  issuance  of  such  tariffs  as 
are  enumerated  above,  and  we  respectfully  refer  you  to  them  for  any  specific 
information  you  may  desire  as  to  the  rates  or  changes  therein. 

Trusting  that  the  information  given  above  satisfactorily  answers  your  inquiry, 
I  beg  to  remain, 

Very  truly,  yours,  H.  B.  Walker, 

Vice-President  and  Traffic  Manager. 

Hon.  S.  B.  Elktns, 

Committee  on  Interstate  Commerce, 

Washington,  I).  C. 
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OUEGON  RAILWAY  AND  NAVIGATION  COMPANY. 

Dbar  Sir:  I  beg  to  acknowledge  receipt  of  your  letter  of  October  20,  requesting  In- 
formation in  regard  to  the  Interstate  freight  and  passenger  rates  which  are  In  effect  upon 
this  company's  Tines. 

I  take  pleasure  in  giving  you  below  a  full  statement  in  regard  to  the  matter : 

Passenger  rates. — All  of  our  interstate  passenger  rates,  both  local  and  through,  are 
strictly  In  conformity  with  the  Interstate  law,  there  being  no  rates  In  effect  higher  than 
those  to  or  from  more  distant  points  in  the  same  direction. 

Freight  rates. — So  far  as*  the  lines  owned  and  operated  by  the  Oregon  Railway  and 
Navigation  Company  alone  are  concerned  the  interstate  rates  are  in  strict  conformity 
with  the  law. 

In  connection  with  the  Union  Pacific  Railway  and  the  Northern  Pacific  Railway,  with 
which  our  lines  form  through  transportation  routes  between  eastern  terminals  and  the 
Pacific  coast,  we  are  parties  to  tariffs  which  make  lower  rates  between  such  terminal 
points  than  between  intermediate  points. 

I  append  hereto  copies  of  these  tariffs,  etc..  which,  for  the  sake  of  reference,  are  let- 
tered In  alphabetical  order,  and  give  such  explanations  as  I  think  will  clearly  set  forth 
the  use  made  of  each  one. 

A.  Pacific  coast  tariff,  west  hound.  No.  ^. — This  tariff  gives  the  rate  on  all  west-bound 
through  business  from  eastern  terminals  to  Pacific  coast  terminals. 

B.  Pacific  coast  classification,  west  bound.  No.  2. — This  Is  the  classification  governing 
west-bound  through  business,  and  is  used  in  connection  with  tariff  marked  "A." 

C.  Pacific  coast  tariff,  east  hound.  No.  5. — This  tariff  gives  the  rate  on  east-bound 
through  business  from  Pacific  coast  terminals  to  eastern  terminals. 

D.  Pacific  coast  classification,  east  hound.  No.  i. — This  classification  applies  to  all  east- 
bound  through  freight,  and  is  used  In  connection  with  tariff  marked  "  C. 

E.  Pacific  coast  tariff.  No.  1,  east  and  west  hound. — This  tariff  Is  used  as  per  explana- 
tion below  regarding  freight  tariff  marked  "  F." 

F.  Oregon  Railway  and  Navigation  Company,  locdl  freight  tariff  (reorint).  No.  f|£. — 
This  tariff  Is  used  in  connection  with  tariff  marked  "A"  In  making  a  tnrougn  rate  from 
eastern  terminals  to  interior  local  stations  on  the  Oregon  Railway  and  Navigation  Com- 
pany's lines.  The  through  rates  to  such  local  points  are  made  by  adding  the  local  rates 
from  Portland  to  such  points  to  the  through  rate  from  eastern  terminals  to  Portland; 
but  In  case  the  rates  thus  obtained  are  higher  than  those  given  in  the  tariff  lettered 
**  F  "  the  rates  as  given  In  the  latter  will  apply.  To  Illustrate :  The  rate  on  furs  from 
New  York  to  Portland,  as  given  In  tariff  marked  "A."  would  be  $3  per  100  pounda 
The  rate  on  furs  from  New  York  to  Pendleton  (In  point  231  miles  east  of  Portland, 
as  shown  on  tariff  marked  '*  E  ")  would  be  the  sum  of  the  New  York-Portland  rate.  $3, 
and  the  rate  from  Portland  to  Pendleton,  which  Is  $1.10  per  100  nounds,  thus  making 
the  rate  from  New  York  to  Pendleton  $4.10  per  100  pounds.  But  If  this  rate  were  more 
than  the  first-class  rate  on  tariff  lettered  **  F,"  then  trie  rate  as  given  by  the  latter  would 
apply. 

This  latter  restriction  Is  In  conformity  with  the  order  of  the  Interstate  Commission 
dated  April  23.  1887.  allowing  transcontinental 'lines  to  make  lower  rates  on  through 
business  between  eastern  and  western  terminals  than  on  business  originating  at  or  des- 
tined to  Interior  points,  with  the  restriction  that  the  rates  charged  for  interior  business 
should  not  be  greater  than  the  rates  In  effect  prior  to  April  20,  1887  (which  rates  are 
given  In  tariff  marked  "E"). 

This  order  Is,  of  course,  no  longer  In  effect,  but  we  are  restricting  our  Interior  rates  In 
conformity  with  its  requirements. 

Our  through  east-bound  rates  to  eastern  terminals  from  Interior  points  on  our  lines 
are  made  up  by  adding  local  rate  back  to  Portland  to  the  through  rate  from  Portland  to 
eastern  terminals,  as  per  tariff  "  C." 

In  no  case  do  either  our  east-bound  or  west-bound  rates  between  Interior  points  and 
eastern  terminals  exceed  the  sum  of  the  through  rate  between  Portland  and  eastern 
terminals  and  the  local  rate  between  Portland  and  such  interior  points. 

G.  Joint  tariff  Northern  Pacific  Railway  Company  and  Oregon  Railway  and  NavigatidH 
Company  {Oregon  Railway  and  Navigation,  No.  BOS),  hetween  Portland  and  San  Francisco 
and  points  hetween  Missoula  and  Mandan,  inclusive. — This  tariff  Is  In  strict  conformity 
with  the  Interstate  laws,  excepting  so  far  as  it  compares  with  through  rates  between 
eastern  and  western  terminals.  In  some  instances  rates  of  this  tariff  are  higher  than 
through  rates. 

H.  Joint  tariff  hetween  the  Northern  Pacific  Railway  Company  and  Oregon  Railway 
and  Navigation  Company  hetween  Portland,  Oregon,  and  stations  east  of  Wallula  Junc- 
tion, to  and  including  De  Smet,  Mont. — Same  explanation  applied  to  this  as  to  tariff  *'  O." 

I.  Joint  through  tariff  hetween  Portland,  Oregon,  and  alt  points  on  Oregon  Short  Line. 
Utah,  and  Northern  and  Montana  Union  railways,  Utah  Central  Railway,  Ogden  and 
Spanish  Fork,  inclusive,  and  all  points  on  the  Northern  Pacific  Railway,  Oarriaon  to 
Helena,  inclusirr. — Same  explanation  applies  to  this  as  to  tariff  *'  G." 

J.  Joint  through  freight  tariff  between  Portland,  Oregon,  and  all  points  on  the  Union 
Pacific  system  east  of  Ogden,  in  Utah,  Wyoming,  Nebraska,  Kansas,  and  all  points  on  the 
Denver,  Pacific  and  Kansas  division  in  Colorado,  and  all  points  on  the  St.  Joseph  and 
Orand  Island  Railroad. — Same  explanation  applies  to  this  as  to  tariff  **  G.** 

In  consequence  of  the  fact  that  Portland  is  a  seaport  city  and  that  through  Inisiness  to 
this  point  is  subject  to  severe  competition  with  water  routes  and  the  Canadian  Padfic 
Railway,  the  circumstances  and  conditions  of  the  tariff  are  entirely  dissimilar  from  those 
governing  business  to  the  interior  and  the  through  rates  between  eastern  and  western 
terminals  are,  for  this  reason,  placed  on  a  different  basis  from  rates  to  and  from  the  in- 
terior. 

Very  respectfully,  yours,  W.  H.  HOLCOiCB^ 

General   Manager. 

C.  C.  McCain,  F:sq., 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C.  • 
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THE  OREGON  RAILROAD  AND  NAVIGATION  COMPANY  AND  SOUTHERN  PACIFIC 
COMPANY— LINES  IN  OREGON. 

Chicago,  III.,  October  20, 1905. 

Deab  Sib:  In  reply  to  your  letter  without  date,  inclosing  copy  of  communi- 
cation addressed  to  the  auditor  of  the  Interstate  Commerce  Commission  in 
1887  by  Mr.  W.  H.  Holcomb,  general  manager  of  the  Oregon  Railroad  and  Navi- 
gation Company.  The  conditions  as  stated  in  that  communication  are  ttie  same 
now  as  then,  except  that  a  rery  material  reduction  in  the  rates,  generally  speak- 
ing, has  been  made.  Considering  the  several  tariffs  specifically  mentioned  bj 
Mr.  Holcomb,  I  would  advise  as  follows  concerning  the  rates  named  therein 
and  as  rx)mpared  with  existing  rates,  taking  the  class  and  a  few  commodity 
rates  as  representative  examples : 

Pacific  coast  tariff,  west  l>ound,  No.  4,  1887. — ^This  tariff  applied  from  the  Mis- 
souri River  and  east  thereof  to  Pacific  coast  terminals.  Having  no  copy  of  the 
tariff  at  hand,  a  comparison  of  the  existing  rates  is  made  with  the  tariff  which 
superseded  it,  effective  January  1,  1889. 

Class  rates,  west  hound,  to  Pacific  coast  terminals. 
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The  average  reduction  in  rates  from  the  above  points  is  19.3  per  cent.    ' 
Commodity  rates,  west  hound,  to  Pacific  coast  terminals. 


Canned  froodK 

January  1,1889 

Present 

Reduction per  cent. . 

Boasted  coffee: 

January  1,1880 

Present 

Reduction per  cent.. 

Hardware: 

January  1,1889 

Present 

Reduction per  cent. . 

Bar  iron: 

January  1, 1880 

Present 

Reduction per  cent.. 

Soap: 

January  1,1880 

Present 

Redaction per  cent . . 

Barbed  wire: 

January  1,1880 

Present 

Reduction per  cen  t . . 

Areraffe  reduction  in  per 
centnasbeen 


Missouri   Mississippi 
River.  River. 


0.99 
.90 
10 

1.17 
.90 


1.76 


.99 
.75 
24 

.99 
.76 
24 

.99 
.65 
34 


1.06 
.05 
10 

1.25 
.90 


1.87 

1.25 

83 

1.06 


1.06 
.75 


1.06 
.65 
39 

27 


Chicago. 


1.10 
.95 
14 

1.30 
.90 
31 

1.95 

1.26 

36 

1.10 
.75 


1.10 
.75 


1.10 
.65 
41 


Cincin- 
nati. 

Pittsburg. 

New 
York. 

1.16 

1.00 

13 

1.15 

1.00 

13 

1.20 

1.00 

17 

1.40 
.95 
32 

1.43 

1.00 

31 

1.60 

1.10 

27 

2.00 

1.25 

37 

2.05 

1.25 

39 

2.15 

1.25 

42 

1.15 
.75 
85 

1.15 
.75 
35 

1.20 
.75 
87 

1.15 
.75 
35 

1.15 
.75 
35 

1.20 
.76 
37 

30  1 


1.15 
.80 
80 


1.20 
.80 


408 


DIGEST   OF   HEABINGS   ON   RAILWAY  RATES. 


These  redtictions  have  been  occasioned  as  result  of  a  number  of  causes,  viz: 

First  Competition  of  sea  carriers  operating  from  the  Atlantic  seaboard  to  the 
Padflc  coast 

Second.  Ck>mpetition  between  rail  carriers. 

Third.  Downward  tendency  of  rates,  occasioned  by  changed  conditions  and 
increased  volume  of  tonnage. 

"  Pacific  coast "  classification  No.  2  has  since  been  discontinued,  and  "  west- 
em  ''  classification  adopted  in  lieu  thereof.  Why  this  was  done  I  do  not  know, 
unless  a  desire  on  part  of  the  carriers  to  adopt  one  classification  f6r  the  purpose 
of  uniformity  and  convenience. 

Pacific  coast  tariff  eastbound  No,  5. — ^This  tariff  applied  from  Pacific  coast 
terminals  to  the  Missouri  River  and  beyond.  Having  no  copy  of  the  tariff  at 
hand,  a  comparison  of  the  existing  rates  Is  made  with  the  tariff  which  super- 
seded It,  effective  January  1, 3889. 

Class  rates,  east  hound,  from  Pacific  coast  terminals. 
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PpoBoat .„, 

OiiiotiiDatl: 

Jftnuary  I,  IMS. ...... ... 

PreBPnf... .„ 

s^.m '  1.Q& 
2M  J  i.ao 

S.30    £.(M) 
«.10     l.&K 

J        u 

Preaent 

New  York: 

\M\     y> 

Ayerage  percentage  reduction  in  the  above  rates  has  been  11  per  cent. 

Commodity  rates,  east  hound,  from  Pacific  coast  terminals. 


Canned  goods: 

January  1,1889 

•    Present 

Reduction,  per  cent . . . 
Dried  fruit  (in  boxes): 

January  1,1889 

Present 

Reduction,  per  cent ... 
Dried  fruit  (in  sacks): 

Januaiy  1,1889 

Present 

Reduction,  per  cent ... 


Missouri 
River. 


1.10 
.75 


1.40 
1.00 

38 

1.40 

1.30 

14 


Mississippi 
River. 


1.10 
.76 
32 

1.40 
1.00 

38 

1.40 

1.20 

14 


Chicago. 


1.10 
.76 
82 

1.40 
1.00 

28  I 

1.40  ' 

1.20  I 

14 


Cincin- 
nati. 


1.10 
.76 


1.40 
1.00 


1.40 

1.20 

14 


Pittsburg., New  York. 


1.10 
.75 


1.40 
1.00  i 


1.40  : 

1.20 

14 


1.10 
.76 
32 

1.40 

1.00 

28 

1.40 

1.20 

14 


Average  percentage  reduction  for  the  above  commodities,  26.5  per  cent. 


These  changes  were  due  to  the  same  cawses  as  mentioned  In  connection  with 
west-bound  rates.  al>ove  referred  to. 

Pacific  coast  tariff  No.  1,  east  and  west  hound. — ^This  tariff  has  since  beep 
discontinued,  but  the  general  basis  of  arriving  at  rates  to  and  from  Interior 
local  stations  on  the  Oregon  Railroad  and  Navigation  Company's  lines  and 
points  on  and  east  of  the  Missouri  River  remains  the  same,  namely,  by  adding 
to  or  from  the  rates  applying  at  North  Pacific  coast  terminals  the  local  rates 
between  point  of  origin  or  destination  on  the  Oregon  Railroad  and  Navigation 
Company's  lines  and  Pacific  coast  terminals,  except  that  the  rates  thus  formed 
are  the  maximum  rates  to  be  charged.  In  many  instances  the  through  rates 
between  interior  local  stations  on  the  Nav\^at\o\i  C-omijany's  lines  and  points  on 
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and  east  of  the  Missouri  River  are  less  than  the  combined  local  rates  and  the 
rates  to  or  from  the  terminal  points.  In  making  rates  to  and  from  Pacilic 
coast  terminals  and  the  Atlantic  seaboard  and  territory  west  thereof,  the  rail 
lines  are  governed  by  the  competition  of  sea  carriers.  This  competition  does 
not  exist  to  the  same  extent  at  interior  points,  and  therefore  the  rates  to  and 
from  these  interior  points  on  the  Pacific  coast  are  in  many  instances  higher  than 
the  terminal  points. 

Taking  Spokane,  Wash.,  an  interior  point,  as  an  example,  the  following  com- 
parison is  made : 

Between  eastern  points  and  Spokane, 

CLASS  RATES. 


1. 

e. 

8. 

4. 

fi. 

A. 

B. 

C. 

D. 

K. 

Bednc* 

Mimoiurl  River. 

Jkn^urr  H. IWW /. 

a  SO 

3.U0 
3.70 

B.m 

B.40 

am 

&G0 
Z70 

a.  (16 

l.fiCt 

1.80 
1.70 

1.70 

1  «£ 
1.70 

1.55 
1.K5 

IM 

IM 
1.4& 

t.S5 

MO 

1.87 
1.35 

1.10 

Lia 

l.Ofi 
1.30 

loa 

1.00 

1           IB 

l?SSnt.::™:::: :::;:: 

HiBBlBflinpi  River: 

OcUffiM-l.liJflO.-,,,-,... 
Present -..-^■.^ « 

\            ^ 

^^tober  IJBOO. 

l.OO    1                           PT 

Present  -,,-- ^^*^ 

2.m   iA(i 

.«  r        ^ 

Average  reduction,  8  per  cent. 

COMMMODITIES.   WEST  BOUND. 


From— 


^S3^i  so-p- 


Agricnl- 
I  tnral  im- 
j  plementB. 


MisDoari  River: 

January  8,1800 

Present 

Reduction per  cent . . 

Average  reduction,  31 
per  cent. 
MisBiasippi  River: 

October  1,1890 

Prebent 

Reduction per  cent. . 

Average  reduction,  28 
per  cent. 
Chicago: 

October  1.18».» 

Present 

Reduction per  cent. . 

Average  reduction,  29 
I)er  cent. 


I 


1.76 

1.3U  I 
26 


1.75  1 

1.20 

32 


1.80 

1.76 

1.36 

1.23 

25 

30 

1.86 

1.75 

1.35 

1.28 

25 

30 

1.75 

1.45 

18 


1.82 

1.62 

11 


1.90 

1.66 

13 


Machin- 
ery. 


1.76 

1.30 

26 


1.82 

1.40 

24 


1.90 

1.40 

26 


Bar  hron. 


1.76 

1.00  1 

48 


1.80 
1.10  I 
80  ' 


Barbed 
wire. 


1.76 

1.00 

48 


1.86 
1.10  I 
41  I 


1.80 
1.10 


1.86 

1.10 

41 


These  reductions  have  been  brought  about  as  result  of  reductions  made  to 
and  from  the  terminal  points,  competition  between  the  carriers  and  between 
localities,  and  downward  tendency  of  freight  rates. 

Joint  tariff  No,  203,  between  Portland  and  San  Francisco,  and  points  between 
Missoula  and  Mandan, — A  comparison  with  existing  rates  follows : 

Portland  to  Montana  common  points. 
CLASS  RATES. 


,    1.        s. 

8. 

4. 

&    '    A. 

B, 

C. 

B. 

E. 

Inerwue. 

1 

Deooroberli.lStiT.. ..-_....,  S.BS  j  2.00 
Praietit.. 2.S0  \  a.lfl 

1.75 
1.75 

1.50 

\M\  M5 

LOO 

0.00 
.00 

0.80 
.75 

0.70 

Pertetit, 
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Portland  to  Montana  common  points — Continued. 
COMMODITY  RATES. 


Oanned  goods 

Oanned  salmon 

Dried  fruit  (in  boxes). 
Dried  fruit  (in  sacks) . 
Hops . ...... .... 


December 
12,1887. 


*No  change. 
Average  reduction,  commodity  rates,  17  per  cent. 

The  adyance  in  class  rates  between  Portland  and  Montana  common  points  is 
but  nominal,  amounting  to  only  four-tentbs  of  1  per  cent  The  reduction  in  the 
commodity  rates  was  brought  about  as  the  result  of  competition  between  the 
carriers  and  between  localities. 

Joint  tariff  between  Portland,  Oreff.,  and  stations  east  of  Wallula  to  and 
including  Desmet,  Mont. 

ITROM  PORTLAND  TO  DESMBT.  MONT. 


1. 

% 

J< 

4. 

a- 

A. 

B, 

C. 

D. 

^    '     tlon. 

April  6, 1887 .._....... .,...„ 

I*rweoi . 

£.40 

S.4fi 

ICG 

0,00 
l.» 

L7B 
LID 

i.ao 

l.&O 
1.10 

1.15 

0.00 

Percent. 

FROM  PORTLAND.  OREO.,  TO  MANDAN.  N.  DAK. 


October  6, 1887 

Present 

3.97 
8.00 

8.47 
2.60 

2.97 
2.20 

2.47     8.22 

1.80   i.eo 

2.07 
1.00 

1.72 
1.40 

1.87 
1.10 

1.07 
.96 

0.97 
.86 

Percent. 

)      « 

These  changes  were  occasioned  by  a  general  reduction  in  rates  to  the  territory 
mentioned. 

Joint  tariff  between  Portland  and  all  points  on  Oregon  Short  Line,  Utah  and 
Northern  and  Montana  Railways,  Utah  Central  Railway,  Ogden  and  Spanish 
Fork,  inclusive,  and  all  points  on  the  Northern  Pacific  Railway,  Qurrison  to 
Helena,  inclusive, 

CLASS  RATES. 


Ontario,  Oreg.:  | 

December  12, 1887 '  1.90 

Present i  1.40 

Nampa,  Idaho: 

December  12, 1887 i  2.00 

Present 1.48 

Mountain  Home:  I 

December  12, 1887 ,  2.00 

Present 2.01  | 

Pocatello:  i 

December  12, 1887 1  2.00  I 

Present I  2.13  ; 


2.        3. 


1.70 
1.80 


1.70  ■ 
1.37 


1.70  , 
1.85  : 


1.70 
1.89  ; 


l.fiO 
1.15 


1.60 
1.20 


1.60 
1.68 


1.50 
1.58 


Average  percentage  reduction,  13  per  cent. 


4. 

5. 

A. 

1    B. 

a 

D. 

s. 

Kednc' 
tfon. 

1.08 

1.10 
.82 

1.10 
.77 

0.16 

.68 

.40 

.34 

Prr0nt 

i.aof  1.10 

Ml        .90 

MO 
.80 

,fi6 
.05 

.71 
,«0 

.50 

:S)      « 

1.30  1  1.10 

LIO 

.94 

.79 

.rr 

.CM 

«5 
.54 

:S!}       * 

i.ao  1  MO 

1.10 
.94 

.85 
.79 

.77 

:g 

1 
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Joint  tariff  between  Portland  and  all  points  on  Oregon  Short  Line,  etc, — Cont'd. 

COMMODITY  RATES. 


From  Portland. 


I  Ontario. 


Canned  goods: 

December  12, 1887 

Present 

Reduction percent. 

Sugar: 

December  12, 1887 

Present 

Reduction percent. 

Soan:  ' 

December  12, 1887 

Present 

Reduction percent. 

Agricultural  implements: 

Deceml>er  12, 1887 

Present 

Reduction per  cent. 

Bar  iron: 

December  12, 1887 

Present 

Reduction percent. 

Barb  wire: 

December  12, 1887 

Present : 

Reduction percent. 

Average  reduction do... 


Total  average  reduction,  17  per  cent. 

Portland  to  Halt  Lake  City  (Vtah*comnwn  povnts). 
CLASS  RATES. 


1, 

S.fi7 
L76 

t. 

a 

4. 

ft. 

A. 

B. 

c. 

B. 

■■ 

^32r 

October  lfi,lJ887.„... 

Prewot _-.„„ 

2.U 

LfiO 

i.n 

1.28 
M 

l.£a 

l.lfi 

,7D 

0.66 

0.flB 

}      "» 

COMMODITY  RATES  FROM  PORTLAND. 


Canned  goods 

Cannt  d  salmon 

Dried  fruit  (in  boxes) 
Dried  fruit  (in  sacks) 
Hoi>s 


1887. 

Present. 

Reduction. 

Pel'  cent. 

1.28 

1.00 

22 

1.28 

.886 

81 

1.38 

1.00 

26 

1.33 

1.07 

20 

2.U 

1.07 

fiO 

Average  reduction  commodity  rates,  26  per  cent. 

These  reductions  have  been  occasioned  as  the  result  of  competition  between 
the  carriers  and  between  localities  and  the  downward  tendency  of  freight  rates. 

Joint  through  freight  tariff  between  Portland  and  all  points  on  Union  Pacific 
system  east  of  Ogden  in  Utah,  Wyoming,  Nebraska,  and  Kansas,  etc, 

CLASS  RATES.  PORTLAND  TO  COLORADO  COMMON  POINTS. 


December  20, 1887 

Present 


.|  2.45 
.   8.00 


2.06  , 
2.00 


1.55 
1.90 


1.80 
L65  I 


1.10 
L80 


A. 


C. 


I 

1.20  ;  0.26 
1.40  I  1.20  \ 


0.77 


D. 


0.66 


Increase. 


0.66 


Per  cetitt 


\ 
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Joint  through  freight  tariff  between  Portland  and  all  points  on  Union  Pacific 
system  east  of  Ogden  in  Utah,  Wyoming,  Nel>raska,  and  Kansas,  etc, — Cont'd. 

COMMODITY  RATES  FROM  PORTLAND. 


Feb.  14,18^.    Present 


Reduction. 


Canned  SAlmon 1.26  1 

Cannedgoods 1.25  . 

Dried  fruit  in  (boxes) 1.50 

Dried  fruit  in  (Backs) 1.50 

Hope 2.00 


0.75 
.75 
1.00 
1.20 
2.00 


Percent. 


(«) 


40 
40 
33 
20 


Average  reduction,  27  per  cent. 


•No  change. 


Increase  in  the  class  rates  between  Portland  and  Colorado  common  points 
was  result  of  lining  up  the  rates  with  the  rates  from  other  territories,  the 
reductions  being  occasioned  as  result  of  competition  between  the  carriers  and 
between  localities  and  the  downward  tendency  of  freight  rates. 

In  response  to  your  inquiry  for  typical  instances  where  greater  charges  for 
intermediate  than  for  longer  hauls  over  the  same  line  and  in  the  same  direction 
are  made,  I  would  advise  as  follows : 

Canned  goods :  New  York  to  Portland,  Oreg.,  $1  per  100  pounds ;  New  York  to 
Pendleton,  Oreg.,  $1.48  per  100  pounds. 

This  refers  to  a  route  comprising  several  carriers  operating  wholly  by  rail  and 
as  a  through  line.  The  rate  from  New  York  to  Portland  is  the  result  of  water 
competition  via  Cape  Horn  and  the  Isthmus  of  Panama,  which  competition  does 
not  exist  to  the  same  extent 'at  Pendleton;  yet  the  rate  from  New  York  to 
Pendleton  is  lower  that  the  rate  from  New  York  to  Portland  plus  the  rate 
from  Portland  to  Pendleton,  the  latter  being  55  cents  per  100  pounds. 

Canned  goods:  Payette,  Idaho,  to  Portland,  Greg.,  40  cents  per  100  pounds* 
Payette.  Idaho,  to  The  Dalles,  Greg.,  50  cents  per  100  pounds. 

Transportation  from  Payette,  Idaho,  to  Portland  is  by  two  carriers,  wholly 
by  rail,  and  operating  as  a  through  line.  The  rate  to  Portland  is  made  for  the 
puri)ose  of  enabling  the  Payette  packers  to  compete  with  the  packers  In  Cali- 
fornia, the  rate  from  California  to  Portland  being  relatively  low  and  subject  to 
the  competition  of  sea  carriers.  Rate  from  California  to  The  Dalles,  Greg.,  is 
10  cents  per  100  pounds  higher  than  to  Portland,  and  the  same  arbitrary  Is 
added  to  the  Portland  rate  in  arriving  at  the  through  rate  from  Payette,  Idaho, 
to  The  Dalles. 


;    1. 

2.      1 

1.06  i 
1.10  1 

8. 

1 

4.  ; 

5. 

Portland  to  Connell,  Wash 

1.18 

0.89 
.90 

1 

0.79 

.80  1 

0.65 

Portland  to  Tjacrosse                 

1  2n 

.65 

Lacrosse,  Wash.,  is  intermediate  to  CJonnell.  and  reached  only  by  the 
Gregon  Railroad  and  Navigation  Company.  Distance,  Portland  to  Connell,  361 
miles ;  to  Lacrosse,  30^  miles.  (This  covers  transportation  by  a  single  carrier 
via  an  all-rail  route.)  Connell,  Wash.,  is  a  point  served  by  both  the  Gregon 
Railroad  and  Navigation  Company  and  Northern  Pacific  Railroad.  Distance 
from  Seattle,  Wash.,  to  Connell.  Wash.,  via  Northern  Pacific  Railroad.  290 
miles.  In  order  to  place  Portland  shippers  on  an  equality  with  Seattle  shippers, 
the  Gregon  Railroad  and  Navigation  Company  makes  the  same  rate  from  Port- 
land to  Connell  as  the  Northern  Pacific  Railroad  makes  from  Seattle  to  Con- 
nell. A  higher  rate  from  Portland  to  Connell  than  from  Seattle  to  Connell 
would  prevent  the  Portland  shippers  from  doing  any  business  at  Connell. 

Coal :  Rock  Springs,  Wyo..  to  Portland,  Greg.,  $4  per  ton :  Rock  Springs, 
Wyo.,  to  Pendleton,  Greg.,  $4.25  per  ton. 

This  covers  transportation  by  three  carriers  over  nn  all-rail  route,  and 
operating  as  a  through  line.  The  lower  rate  from  Rock  Springs  to  Portland 
than  to  Pendleton  is  made  for  the  purpose  of  meeting  the  competition  of  coal 
shipped  from  RosJjn,  Wash.,  to  Portland,  Greg.,  via  a  competing  line  with  a 
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shorter  haul,  and  also  to  compete  with  coal  shipped  to  Portland  by  vessel, 
which  competition  does  not  exist  to  the  same  extent  at  Pendleton,  Greg. 
Yours,  truly, 

R.  B.  MnjJEB, 
General  Freight  Agent. 
Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Senate  of  the  United  States,  Washington,  D,  C, 


PENNSYLVANIA  RAILROAD  COMPANY. 

Philadslphia,  T!fovmii:b0r  tt,  1887. 
Dear  Sir  :  In  response  to  the  inquiry  contained  in  yoar  circular  of  October  20,  1887, 
I  have  to  say  that  there  are  no  points  upon  the  railroad  of  this  company,  or  upon  any 
railroad  operated  by  this  company,  under  lease  or  otherwise,  to  or  from  wnich  this  com- 
pany has  made  Interstate  rates,  for  passengers  or  freight,  either  alone  or  in  combination 
with  other  roads,  greater  than  the  rates  to  or  from  more  distant  points  in  the  same  direc- 
tion over  the  same  line.  ^ 
Yours,  truly, 

Frank  Thomson, 

Second  Vice-President. 
C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission. 


ALLEGHENY  VALLEY  RAILROAD.* 

Dear  Sir  :  I  have  your  circular  of  October  20  in  regard  to  the  rates  to  and  from  Inter- 
state points,  and  in  reply  would  say  tbat  the  Allegneny  ValleT  Railroad  is  a  corpora- 
tion wholly  within  the  state  of  Pennsylvania,  ana  therefore  the  only  interstate  rates 
that  we  have  are  made  by  reason  of  our  connections  with  other,  lines. 

The  rates  In  force  and  issued  by  this  company  are  all  made  to  conform  with  the  pro- 
visions of  the  interstate-commerce  act  as  understood  by  us,  viz.  that  In  no  case  snail 
a  higher  rate  be  charged  for  a  short  haul  than  for  a  long  haul,  and  to  our  best  knowledge 
there  is  no  deviation  from  this  rule,  except  one  case,  of  which  I  advised  you  under  date 
of  May  21.  1887.     The  circumstances  governing  this  case  are  as  follows : 

In  November  or  December,  last  year,  before  the  interstate-commerce  bill  was  agitated 
or  came  under  discussion,  an  agreement  was  made  with  Galusha  A.  Grow,  owner  of 
Brady's  Bend  Mining  Company,  agreeing  to  a  rate  of  85  cents  per  ton  on  120,000  tons  of 
coal  to  be  shipped  In  cars  furnished  by  the  Grand  Trunk  Railway  of  Canada  to  that  com- 
pany for  its  supply  purposes,  same  to  be  in  effect  from  May  1,  1887,  to  May  1,  1888.  Aft- 
erwards, when  the  interstate-commerce  bill  was  passed  and  all  rates  were  revised,  it 
was  arranged  between  this  company  and  its  connections  and  with  competing  roads  that 
• ....       -         ^    j-j -     -        ,     .P      ,   , 


the  rate  on  coal,  dating  from  April  16,  1887,  should  be  $1.15  per  ton  (remiced  June  1 
to  11.10  per  ton)  to  Buffalo,  and  at  this  rate  all  coal  has  been  charged  since  that  date. 
Mr.  Grow,  in  addition  to  the  coal  shipped  to  Buffalo  for  the  Grand  Trunk  supply  at  85 
cents  per  ton.  has  shipped  considerable  coal  to  Buffalo  for  miscellaneous  trade,  on  which 
he  has  paid  fl.lO  per  ton.  but  the  other  mines  In  the  neighborhood  of  his  mine  have  ail 
been  charged  on  a  basis  of  $1.10  per  ton.  There  are  three  mines  north  of  Mr.  Grow's 
mine  that  ship  coal  to  Buffalo,  and  are  charged  at  the  rate  of  $1.10  per  ton,  while  we  are 
carrying  out  the  agreement  made  with  Mr.  Grow  on  the  basis  of  8o  cents ;  but  we  have 
taken  the  position  that  we  are  morally  bound  to  carry  out  the  contract  with  Mr.  Grow 
on  the  basis  of  85  cents  per  ton,  and  that  the  charging  of  $1.10  per  ton  on  other  coal  was 
not  a  violation  of  the  law,  the  circumstances  and  conditions  governing  the  making  of 
the  rate  not  being  similar.  This  conclusion  was  reached  after  full  consultation  with 
Messrs.  Hampton  &  Dalzell,  attorneys  for  the  company,  and  William  Scott,  attorney  for 
the  receivers. 

No  other  mines  are  affected  by  this  rate,  as  they  have  no  contract  with  the  Grand  Trunk 
Railway  Company. 

Yours,  truly,  E.  II.  Utlbt, 

General  Freight  and  Passenger  Agent. 

C.  C.  McCain,  Esq.. 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


BUFFALO.  NEW  YORK  AND  PHILADELPHIA  RAILROAD  COMPANY.* 

Dear  Sir  :  Your  circular  of  October  20.  1887,  has  been  duly  received,  I  have  had  the 
general  freight  agent  go  over  the  published  tariff  sheets  to  see  at  this  time  whether  there 
are  any  cases  where  the  local  tariff  is  in  excess  of  the  through  rate.  As  our  through 
tariffs  are  mostly  made  by  the  connecting  roads  on  competitive  business,  and  no  notice 
is  necessary  for  decreasing  tariffs,  by  the  acceptance  of  our  proportion  we  are  often  put 
into  a  position  of  accepting  a  rate  lower  than  our  local  tariff,  as  In  the  case  between 
Rochester  and  Pittsburg,  which  are  shipments  via  Oil  City  to  Rochester,  and  vice  versa. 


oThis  proi>erty  is  now  controlled  by  tlie  Pennsylvania  Railroad,    ^^fe  x^es^s'oaft 
of  that  company  to  the  present  Inquiry. 
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The  rate  also  from  Oil  City  to  Buffalo  division  points  is  lilglier  than  the  through  rate  to 
Rochester  where  portions  of  the  same  line  are  used,  yet  the  Instructions  to  agents,  and 
also  to  the  auditor  of  this  company,  are  to  substitute  the  through  tariff  for  the  local 
tariff  wherever  the  local  exceeds  the  through  rate ;  hence  the  frequent  issue  of  special 
tariff  sheets. 

In  consequence  of  being  compelled  to  accept  the  through  rates  made  by  other  roads, 
or  lose  the  business,  our  local  tariffs  have  been  undergoing  a  constant  revision,  and   1 
hope  the  checking  of  our  local  tariffs  will  be  completed  shortly,  and  then  they  will  be 
reprinted,  correcting  the  rates  where  the  same  are  m  excess. 
Very  truly, 

G.  Clinton  Gakdneb,  Receiver. 
C.  C.  McCain,  Esq., 

Auditor  Jnteratate  Commerce  Commission,  Washington,  D.  C.  ^ 


THE  PENNSYLVANIA  RAILROAD  COMPANY. 

Philadelphia,  September  2.7,  1905, 

Deab  Sir  :  In  reply  to  your  several  letters  making  inquiry  as  to  the  conditions 
relative  to  the  loug-aud-short-haul  clause  of  the  interatate  commerce  act,  as 
covered  by  letters  from  Messrs.  G.  Clinton  Gardner,  then  receiver  of  the  Buffalo, 
New  York  and  Philadelphia  Railroaid;  E.  il.  Utley,  then  general  freight  agent 
of  the  Allegheny  Valley  Railway,  and  Frank  Thomson,  then  second  vice-presi- 
dent of  the  Pennsylvania  Railroad. 

Referring  to  the  letter  from  Mr.  Gardner — this  deals  largely  with  the  publica- 
tion of  through  rates  from  points  beyond  his  line,  wherein  the  said  ^through 
rates  might  be  lower  than  his  local  tariff.  The  conditions  existing  to-day  are 
entirely  different,  and  no  through  rates  are  published  that  w^ould  establish  a 
lower  rate  for  a  longer  haul  than  charged  for  a  shorter  haul,  excepting  the  case 
of  through  class  rates  from  Rochester  to  Boston,  where  we  do  publish  lower 
rates  than  we  publish  from  Olean  to  Boston,  Olean  being  intermediate.  Also, 
Buffalo  to  Erie,  Pa.,  Belle  Valley  being  intermediate;  and  Rochester  to  Titus- 
ville.  Pa.,  Hydetown  being  intermediate. 

The  reason  for  establishing  the  said  rates  is  to  meet  the  short-line  mileage  of 
the  New  York  Central,  Boston  and  Albany,  Lake  Shore  and  Michigan  Southern 
and  Dunkirk,  Allegheny  Valley  and  Pittsburg  roads,  which  establish  the  through 
rates ;  and  our  meeting  these  conditions  does  not  effect  the  shippers  from  inter- 
mediate i>oints,  as  the  conditions  would  exist  whether  we  participated  in  the 
traffic  or  not. 

As  to  Mr.  Utley's  letter  the  conditions  described  therein  do  not  exist  to-day. 

Referring  to  the  letter  from  Mr.  Thomson — there  has  been  some  change  in 
the  conditions  since  this  letter  was  written,  and  we  do  make  In  some  cases  lower 
rates  from  more  distant  points  without  applying  the  same  to  intermediate 
points.  These  rates,  however,  are  made  and  published  either  to  meet  water 
competition  or  short-route  coiui>etltlon. 

In  order  that  you  can  more  clearly  understand  the  conditions  now  exlstini^,  1 
have  attached  two  sheets  showing  some  typical  Instances  where  we  publish  cer- 
tain rates  and  under  what  conditions,  which  I  trust  will  be  plain  to  you. 

Illustrating  a  particular  case  In  point,  1  have  prepared  the  attached  skeleton 
map  showing  our  route  from  Elmlra  to  Rocrhester,  between  which  cities  we  pub- 
lish a  line  of  class  rates  to  meet  rates  by  the  dlrecrt  line  of  the  Erie  Railroad. 

In  handling  the  traffic  under  these  rates  it  would  move  through  Williamsport 
and  Emporium,  to  which  points  we  carry  higher  rates,  and  rather  than  reduce 
the  Williamsport  and  Emporium  rates,  owing  to  our  carrying  lower  rates  from 
Elmlra  to  Rochester,  we  would  be  forced  to  share  the  revenue  on  this  traffic 
with  the  New  York  Central  and  Hudson  River  Railroad  via  Canandaigua,  in- 
stead of  hanilllng  via  our  own  lines  dircM-t.  We  could  not  afford  to  reduce  the 
rates  to  Wllllamsi)ort  and  Emporium,  and  if  we  had  to  resign  the  entire  haul  on 
the  Elmlra  traffic  we  would  be  deprived  of  a  share  In  the  same,  and  the  shippers 
would  be  deprived  of  another  line  to  handle  their  business  and  at  the  same  time 
no  benefits  would  accrue  to  the  Williamsix)rt  or  Eniiwrium  shippers. 

If  there  is  any  more  Information  on  this  subject  which  I  can  give  you,  I  will 
be  only  too  glad  to  comply  with  any  request  you  may  make. 
Yours,  truly. 

Geo.  D.  Dixon, 
Freight  Traffic  Manager. 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Setiatc  of  the  United  Stotea,  Wcwhington,  D,  C. 
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(The  statements  referred  to  in  the  foregoing  are  as  follows :) 
Because  of  competition  via  Kanawha  Despatch,  Norfolk  and  Western  De- 
spatch, etc.,  operating  via  South  Atlantic  ports,  we  apply  via  Pittsburg,  Pa., 
and  Pittsburg,  Cincinnati,  Chicago  and  St  Louis  Railway  from  Baltimore,  Md., 
to  Cincinnati,  Ohio,  on  canned  goods  rate  of  (carload)  22  cents  per  100  pounds. 
To  reach  Cincinnati  we  pass  through  Llnwood,  Ohio,  to  which  point  our  rate 
is  (carload)  23  cents  per  100  pounds. 


Class. 


To  meet  rates  via  steamer  lines  we  apply  vi^  Rkttmotid  qf 
Norfolk  and  the  Atlantic  Coast  Liiit'  Rwv.  from  New 
York,  N.  Y.,  and  Philadelphia,  Pa.,  U>  Wilmi«irt^m.  N.  C  -,       7§ 

To  reach  Wilmington,  N.  C,  we  pass  thrauiEh  Gordon,  N .  C« 
to  which  point  our  class  rates  are 108       90 

To  meet  snort-line  rates  via  Lake  Sliore  and  MJchi|faii 
Southern  Rwy.  and  Cleveland,  Cincinnati*  Cblcngo  and 
St.  Louis  Rwy.  we  apply  via  Washington,  D.  C,  and  Chesa- 
peake and  Onio  Rwy.  from  Buffalo,  N.  Y.,  to  CiBelnnati, 

To  re«*:rh  CiociiitiatfV  Obio/we  paw  throuirb  CharlJffl^ton, 
W,  Va.,  fo  which  point  our  [;lafiit  rateii  are  _....... 

To  mi^et  tbe  Kr.H:ht^tcr  ratee  vln  Luk«  Slior^  and  Mit-Jjipin 
JSouthern  Rwy.  and  ClovuUnd.  {^incirtratl.  Chicago  atid 
St.  Louifl  Rwy.  wi^ apply  Yin  Pltt^burK.  Pn  , and  Bttaburg,  I 

CinHunati,  Chkairo  lind  Sjt.  Loula  Rwy.  m»m  CanaodaJ- 
ffufl,  N.  Y  ,  torbic^jirD,  Ul .       53        4^ 

Id  (.'otaiuir  f  rfim  Caunndaifnif^^  N.  Y.,  we  paps  ttiroueb  Wll-  i  I 

liam^pfjrt.  Pa  {a  Baltiroore  rat^  point),  from  wbich  point  I 

our  c.Iiim  mlts  tu  Cliit-agu  are tJ7        B7 

To  meet  BujTalo  rutim  via  Lake  Shori?  and  Michigan  Boutb-  I 
arn  Rwy ,  and  Cleveland,  Uincinnatl ,  Chii-ago  and  SX,  Louia  ' 
Rvfr  we  apply  virv  PlttMjary^,  Pa,,  nod  Pittpburg,  Oncin-  , 
nalu  Clii^  iiiitj  ami  6L  IjOuIh  Kwy.  from  E\jen«Kcr»  K.  Y-,  | 
tx)  Chicago,  111 _--,,.. ..-       4fi 

In  coming  fi*om  Ebenezer,  N.  Y.,  we  ptifls  through  Olpan, 
N.  Y.  (a  Rochester  rate  i)oint),  from  which  point  our  class 
rates  to  Chicago  are „. I     63 
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Rochester,  N.  Y.,  to  Boston,  Ma^s. ;  class  rates,  40,  35,  27i,  20i,  17^.  15;  issued 
\ia  Pennsylvania  Railroad,  Clean,  Emporium.  Jersey  City,  and  New  York,  New 
Haven  and  Hartford  Railroad  to  meet  the  short-line  rates  in  force  via  the 
New  York  Central  and  Hudson  River  Railroad,  Albany,  and  the  Boston  and 
Albany  Railroad. 

Clean.  N.  Y.,  to  Boston,  Mass. ;  class  rates,  44.  38,  30^,  21i,  18i.  15. 

Norristown,  Pa.,  to  Boston,  Mass. ;  class  rates,  35,  30,  25,  20,  17,  15 ;  issued 
via  Pennsylvania  Railroad,  Pottsville.  Wilkesbarre,  Delaware  and  Hudson  Com- 
pany, and  the  Boston  and  Maine  Railroad,  to  meet  the  short-line  rates  in  force 
via  the  Pennsylvania  Railroad,  Jersey  City,  and  the  New  York,  New  Haven  and 
Hartford  Railroad. 

Pottsville.  Pa.,  to  Boston,  Mass. ;  class  rates.  38,  33.  25,  20,  17,  15. 

Elmira,  N.  Y.,  to  Rochester,  N.  Y. ;  class  rates,  24,  20.  17,  12,  10,  9 ;  issued  via 
I*ennsylvania  Railroad,  Williamsport,  Emporium,  and  Glean,  to  meet  the  short- 
line  rates  in  force  via  Pennsylvania  Railroad,  Canandaigua,  and  New  York  Cen- 
tral and  Hudson  River  Railroad,  or  direct  via  Lehigh  Valley  Railroad  or  Erie 
Railroad. 

Elmira,  N.  Y.,  to  Emporium,  Pa. ;  class  rates.  35,  30.  23,  10,  14,  12. 

New  York,  N.  Y.,  to  Norfolk.  Va. ;  class  rates.  32,  27,  23,  20,  15,  12 ;  issued  via 
Pennsylvania  Railroad,  Delmar,  and  the  New  Y'ork,  Philadelphia  and  Norfolk 
Railroad  to  meet  the  rates  in  force  via  water. 

New  York,  N.  Y.,  to  Delmar,  Del. ;  class  rates,  40,  35,  27,  21,  18,  15. 

New  York,  N.  Y.,  to  Richmond,  Va. ;  class  rates,  37,  32.  26,  23,  17,  14 ;  issued 
via  Pennsylvania  Railroad,  Quantico,  and  the  Richmond,  Fredericksburg  and 
Potomac  Railroad  to  meet  the  rates  in  force  via  water. 

New  York,  N.  Y.,  to  Quantico.  Va. ;  class  rates.  38.  33,  27,  23,  17,  14. 

Buffalo,  N.  Y.,  to  Erie,  Pa. ;  class  rates,  22,  20,  17,  12,  9,  8 ;  issued  via  the  Penn- 
sylvania Railroad  via  Corry  to  meet  the  short-line  rates  in  force  via  Lake  Shore 
and  Michigan  Southern  Railroad  or  the  New  York,  Chicago  and  St  Louis  Rail- 
way direct 

Buffalo,  N.  Y.,  to  Belle  Valley,  Pa. ;  class  rates,  23,  Tl,  1ft,  \1,  ^,  ft, 

Rochester,  N.  Y„  to  TitusvWe,  Pa. ;  class  rates,  30,  2^,  2ft,  14t\,  \\,  ^\\  V^«w<ft^ 
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via  Pennsylyania  Railroad  to  meet  the  short-line  rates  in  force  via  the  Erie 
Railroad  and  the  Dunkirk,  Allegheny  Valley  and  Pittsburg  Railway. 

Rochester,  N.  Y.,  to  Hydetown,  Pa. ;  class  rates,  33,  29,  21.  16.  14,  12. 

Blmira,  N.  Y.,  to  Buffalo,  N.  Y. ;  billets,  etc.,  $1.40  per  2,240  pounds ;  issued 
via  Pennsylvania  Railroad,  Williamsport,  Emporium,  to  meet  the  short-line  rates 
in  force  via  Pennsylvania  Railroad,  Canandaigua,  and  the  New  York  Central 
and  Hudson  River  Railroad,  or  direct  via  Lehigh  Valley  Railroad,  Erie  Railroad, 
or  Delaware,  Lackawanna  and  Western  Railroad. 

Elmira,  N.  Y.,  to  Emporium,  Pa ;  billets,  etc.,  $2.08  per  2,240  pounds. 


PENNSYLVANIA  COMPANY.  PITTSBURGH,  CINCINNATI  AND  ST.  LOUIS  RAIL- 
WAY COMPANY.  CHICAGO,  ST.  LOUIS  AND  PITTSBURGH  RAILROAD  COM- 
PANY. 

Dbab  Sib:  Your  circular  letter  of  October  20,  1887,  asking  for  information  respecting 
relative  rates  charged  upon  long  and  short  haul  traffic,  reached  my  office  when  I  was 
absent,  on  an  extended  trip  to  the  West  and  South.  Ill  health  and  pressure  of  other 
business  since  my  return  haye  preyented  me  from  answering  until  to-day. 

Our  company,  acting  upon  the  interpretation  of  section  4  of  the  interstate-commerce 
law,  as  giyen  by  its  author.  Senator  Cullom,  has  established  through  lines  with  many 
connecting  carriers  and  fixed  through  rates  in  pursuance  of  such  agreements.  A  copy  of 
such  agreements  and  the  tariffs  established  under  them  haye  been  promptly  filed  in  your 
office.  Such  tariffs  haye  also  been  invariably  published,  and  the  through  rates  thus 
fixed  haye  in  no  instance,  except  as  hereafter  stated,  to  my  knowledge  been  less  than 
the  rate  that  has  been  charged  for  similar  traffic  oyer  the  same  line  hauled  a  shorter 
distance;  although  the  proportion  of  the  through  rate  which  this  company  has  received 
under  such  circumstances  has  been  less  in  some  instances  than  it  has  received  for  like 
traffic  hauled  a  shorter  distance  over  the  same  line. 

The  exception  above  stated  applies  solely  to  traffic  which  Is  interchanged  between 
this  company  and  certain  lines  south  of  the  Ohio  River,  which  are  seriously  affected  by 
water  competition,  v^ :  Louisville  and  Nashville  Company,  Cincinnati  Southern  Com- 
pany, and  Newport  News  and  Mississippi  Valley  Company.  In  respect  to  these  lines  we 
nave  agreed  with  them  upon  rates  to  and  from  certain  terminal  Qoints :  but  as  to  freight 
destined  to  certain  Intermediate  points  on  the  line  of  one  company  which  originates  on 
the  line  of  the  other,  there  is  no  doubt  a  greater  agi^regate  sum  has  been  charged  for  the 
shorter  distance  than  is  charged  for  similar  traffic  for  a  longer  distance  in  the  same  direc- 
tion over  the  same  line.  But  in  such  cases  of  freight  destined  to  intermediate  points  a 
through  rate  is  not  named,  and  such  company  bills  to  its  own  terminus  only  and  charges 
Its  own  local  rate;  the  connecting  company  receives  the  freight  at  its  terminus  and 
charges  its  local  rate  to  destination. 

We  were  at  first  reluctant  to  enter  into  this  arrangement,  regarding  it  as  the  only  point 
in  which  in  any  respect  our  conduct  could  be  regaroj^  as  not  strictly  conformable  to  the 
interstate-commerce  law.  We  finally  consented  to  make  the  arrangement  upon  the  urgent 
solicitation  of  the  lines  south  of  the  Ohio  River,  who  represented  that  their  business 
would  be  vitally  Injured  if  such  an  arrangement  could  not  be  made  as  had  subsisted  be- 
tween our  company  and  theirs  before  the  passage  of  the  interstate-commerce  law,  and 
upon  the  theory  that  after  all  a  violation  of  the  law  might  not  be  involved  if  each  com- 
pany, so  far  as  freight  destined  to  the  intermediate  points  referred  to  was  concerned, 
billed  only  to  its  own  terminal  and  collected  its  local  charges  thereon. 
Yours,  respectfully, 

J.    N.    MCCULLOUGH. 

First  Vice-President  Pennsylvania  Company,  Pittsburgh,  Cincinnati  and  8t,  Louis  Rail- 
way Company,  Chicago,  St.  Louis  and  Pittsburgh  Railroad  Company. 

Mr.  C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


PENNSYLVANIA  LINES  WEST  OP  PITTSBURG. 

Pittsburg,  Pa.,  September  26, 1905, 
Dear  Sib:  In  reply  to  your  communication,  inclosing  copy  of  letter  written 
some  time  in  1887,  by  Mr.  J.  N.  McCullough,  first  vice-president  Pennsylvania 
Company,  to  Mr.  C.  C.  McCain,  auditor  Interstate  Commerce  Commission,  re- 
specting the  relative  rates  charged  by  our  western  lines  upon  long  and  short 
haul  traffic,  I  beg  to  say  that  there  has  been  no  change  in  practice  as  set  forth 
In  Mr.  McCullough's  letter  to  Mr.  McCain.  In  the  adjustment  of  freight  rates 
bet>veen  points  on  our  own  roads,  the  rates  for  the  greater  distances  are  in 
no  case  less  than  those  for  the  shorter  distances  over  the  same  line  in  the  same 
direction,  the  shorter  being  included  in  the  longer,  and,  as  far  as  my  knowl- 
edge goes,  I  believe  the  same  practice  Is  generally  true  on  the  lines  of  other 
roads  in  the  territory  traversed  by  our  lines;  that  is,  west  of  Pittsburg  and 
Erie  north  of  the  Ohio  River  and  east  of  the  Mississippi  River.  There 
are  some  departures  from  this  practice  as  a  result  of  unusual  circnmstanoos 
and  condltiouB,  but  they  are  rare  and  are  caviaed  by  the  applicaticm  by  the 
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indirect  routes  of  the  rates  made  by  the  direct  routes,  involving  on  the 
part  of  such  indirect  routes  the  carrying  of  the  business  through  the  higher 
rate  points;  as  in  the  case  of  the  Chicago,  Indianapolis  and  Louisville  Rail- 
way Company,  which  road,  by  its  own  line  and  connections,  applies  from 
Indianapolis,  Ind.  (from  which  point  the  rates  to  seaboard  are  based  upon  03 
per  cent  of  the  rates  from  Chicago  to  New  York),  the  same  rates  that  are 
made  by  our  own  and  other  direct  lines  from  Indianapolis  to  seaboard, 
although  it  carries  the  business  through  points  taking  a  higher  rate  to  seaboard 
than  Indianapolis.  (See  Interstate  Commerce  Commission  Reports,  vol.  1, 
p.  199,  David  F.  Allen  and  another  v.  The  Louisville,  New  Albany  and 
Chicago  Railroad  Company — now  the  Chicago,  Indianapolis  and  Louisville 
Railway— heard  September  20,  1887,  decided  October  31,  1887.) 

Freight  is  takeu  by  the  Pittsburg  and  Lake  Erie  Railroad  Company  from 
Pittsburg  to  seaboard  cities  through  Yomigstown.  Ohio,  from  which  point  the 
rates  to  seaboard  are  higher  than  from  Pittsburg,  and  this  ))ractlce  was . 
virtually  approved  by  the  Interstate  Commerce  Commission  in  Its  opinion 
"  In  the  matter  of  the  petition  of  the  Louisville  and  Nashville  Railroad  Com* 
pany."     (Interstate  Commerce  Commission  Reports,  vol.  1,  pp.  81  to  83.) 

Our  lines  do  not  extend  south  of  the  Ohio  River,  and  on  business  destined  to 
or  coming  from  points  south  of  the  Ohio  River,  known  as  "  prorating  territory," 
through  rates  from  and  to  points  north  of  the  Ohio  River  are  published  and 
divided  pro  rata  or  on  agreed  percentages  between  the  roads  north  and  south  of 
the  Ohio  River.  The  southern  prorating  points  and  the  present  class  rates 
from  Chicago,  111.,  are  as  follows : 


I  Classes. 

i     1.    i    2.     1 .  3.    ! 


Hickinan,Ky |  flO  |  50  I     40  ! 

Memphis,  Tenn !  H6  65  i     66  I 

New  Orleans,  La.;  Baton  Rouge,  La.;  Bayou  Sara,  La.;  Fri-  {  I          ' 

ars  Point,  Miss.;   Greenville,  Miss.;   Huntingrton,  Miss.;  i  , 

Roeedale,    Miss.;    Vicksburgr,   Miss.:    Warrenton,  Miss.;  '  ' 

Natchez,  Mias.:  Gulfport,  Miss.;  Helena,  Ark.;  Mobile,  i  ' 

Ala.,  and  Pensacola,  Pla 110;  90;      75  i 

Paducah,Ky ,  flO  !  50  '     40  ' 
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5. 
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18 
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49 

Jackson,  Miiss.:  Meridian,  Miss.,  and  a  few  others i    118       99  .     80 

______    I L    I _  __. 

To  and  from  iwints  south  of  the  Ohio  River  which  are  not  prorating  points, 
such  as  Georgetown,  Ky. ;  Lexington,  Ky. ;  Wlnchesnter,  Ky. ;  Chattanooga, 
Tenn. :  Clarksvllle,  Tenn. ;  Knoxvllle,  Tenn. ;  Nashville,  Tenn. ;  Birmingham, 
Ala. ;  Blocton,  Ala. :  Ensly,  Ala. :  Huntsvllle,  Ala :  Montgomery,  Ala ;  Opelika, 
Ala. ;  Selma,  Ala. ;  Talledega.  Ala. ;  Thomas,  Ala. ;  Wetumka,  Ala. ;  Wood- 
ward, Ala. ;  Albany,  Ga. ;  Anierlcus,  Ga. ;  Athens,  Ga. :  Atlanta,  Ga. :  Bruns- 
wick, Gn. ;  Columbus,  Ga. ;  Cordele,  Ga. ;  Dalton.  Ga. ;  Marion,  Ga. ;  Mllledge- 
vUle,  Ga. ;  Quitman,  Ga. ;  Rome,  Ga. ;  Savannah,  Ga. ;  Thomasvllle,  Ga. ; 
Waycross,  Ga. ;  West  Point,  Ga. ;  Fernandlna,  Fla. ;  Gainesville,  Fla. ;  Jack- 
sonville. Fla. ;  Lake  City,  Fla. ;  Live  Oak,  Fla. :  Palatka,  Fla. ;  Beaufort,  S.  C. ; 
Charleston,  S.  C. ;  Port  Royal,  S.  C. ;  Charlotte,  N.  C. ;  Newberne,  N.  C. : 
Winston-Salem,  N.  C. ;  Valdosta,  Ga. ;  which  are  probably  the  most  important 
of  the  nonprorating  points.  The  through  rates  from  Pittsburg,  Pa. ;  Cleve- 
land. Ohio;  Toledo,  Ohio;  Columbus,  Ohio;  Indianapolis,  Ind.,  etc.,  are  made 
by  combination  of  locals  or  arbltraries  to  and  from  the  Ohio  River;  as,  for 
Instance,  the  rates  to  and  from  Chicago  and  such  nonprorating  points  were, 
prior  to  May  16,  1905,  made  by  adding  the  rates  of  the  roads  south  of  the  Ohio 
River  to  the  following  rates  from  Chicago  to  the  north  bank  of  the  Ohio 
River : 

Classes. 

;    1.    I    2.    ,    a        4.    j    5.    '    6. 

Cents  per  100  pounds '     40^     34  |     25       17  ^     15.       12 


which  are  precisely  the  same  as  our  class  rates  to  and  from  Chicago  and  the 
norUi  bank  of  the  Ohio  River  proi)er,  except  that  there  are  some  ^tvvVtv\Sww^ 

S.  Doc.  244,  59-1 27 
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reused  by  the  application  of  the  **  official  *'  classification  on  our  own  business  to  and 
irom  Ohio  River  points  proper  and  the  application  of  the  southern  classification 
on  business  destined  to  or  coming  from  ix)lnts  south  of  the  Ohio  River. 

On  May  16,  1905,  the  proportions  from  Chicago  to  the  north  bank  of  the  Ohio 
River  of  through  rates  from  Chicago  to  nonproratlng  points  south  of  the  Ohio 
River  were  reduced  to  the  following : 


Cents  per  100  pounds 35        30 


1.         2. 

22 


15 


5. 
13 


6. 
10 


The  change  on  May  1(»  In  the  proportions  from  Chicago  to  north  bank  of  the 
Ohio  River  on  business  destined  to  nonproratlng  i>olnts  in  th<*  South,  couunonly 
known  as  southeastern  territory,  was  occasioned  by  a  reduction  In  the  through 
rates  from  St.  Louis  and  East  St.  Louis  to  such  points,  which  made  necessary  a 
change  In  the  through  rates  from  Chicago,  which  was  effected  by  changing  the 
proportions  north  of  the  Ohio  River,  but  without  any  change  In  the  rates  of  the 
roads  south  of  the  Ohio  River.  The  change  In  the  proportions  southl>ound  did 
not,  however,  affect  the  proiwrtions  north  of  the  Ohio  River  on  northbound. 

No  changes  have  been  made  in  the  rates  from  Pittsburg,  Pa.,  Cleveland,  Ohio. 
Toledo,  Ohio,  Columbus,  Ohio,  etc.,  but  if  the  reductions  from  Chicago  are  found 
to  affect  the  rates  from  the  other  points  north  of  the  Ohio  River,  it  Is  probable 
that  corresponding  reductions  from  these  points  also  will  have  to  be  made. 

If  there  is  anj**  further  information  that  I  can  give  you  in  connei^tlon  with 
this  matter  I  shall  take  pleasure  in  doing  so. 

Yours,  truly,  Joseph  Wood, 

Second  Vice-President, 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Inteistate  Commerce, 

United  States  Senate,  Washington,  D.  C, 


THE  PITTSBURGU  AND  LAKE  ERIE  RAILROAD  COMPANY. 

Dear  Sib:  I  have  your  favor  of  October  20,  to  D.  Hostetter.  esq.,  and  in  reply  to 
that  portion  of  it  regarding  freight  rates,  would  say  that  Pittsburgh  and  Lake  Erie  Rail- 
road does  not,  for  itself,  malce  any  rates  on  interstate  business  which  are  greater  than 
rates  to  or  from  more  distant  points  in  the  same  direction  and  over  the  same  lines,  bat 
we  do  malce,  under  the  direction  of  the  I^ke  Shore  and  Michigan  Southern  and  New 
York,  Pittsburgh  and  Ohio  railways,  rates  from  Pittsburgh,  Beaver  Falls,  and  Interme- 
diate points;  also,  in  some  cases,  from  McKeesport  and  points  between  Pittsburgh  and 
McKeesport  to  New  York  City,  Boston,  and  manv  interior  points  east  of  Buffalo  and 
Salamanca,  rates  which  are  less  than  the  rates  made  by  direction  of  same  companies  from 
points  on  Pittsburgh  and  Lake  Erie  Railway,  Uomewood.  Pa.,  to  Struthers,  Ohio,  Inclu- 
sive:  the  distance  from  the  last-named  stntious  being  less  than  from  stations,  IMtts- 
burgh  to  Beaver  Falls  inclusive,  and  the  freight  passing  over  same  line.  The  authority 
to  make  all  rates  from  stations  on  I'ittsburgh  and  Lake  Krie  to  points  referred  to  east  of 
Buffalo  and  Salamanca  is  given  to  Lake  Snore  and  Michigan  Southern  and  New  York. 
Pittsburgh  and  Ohio  railways,  by  contract  entered  into  between  these  companies  and 
the  Pittsburgh  and  Lake  Erie,  October  liO.  18S7,  copy  of  which,  I  believe,  is  on  file  in 
your  office.  I  also  inclose  copy  of  the  tariffs  made  by  each  of  these  lines  from  the  two 
districts  on  Pittsburgh  and  Lake  Erie  Railroad,  copies  of  which  are  also  on  file  with  you. 

The  tariffs  from  stations  Homewood  to  Struthers,  inclusive,  are  published  mm  Pitts- 
burgh and  Lake  Erie  tariffs  only,  and  are  signed  by  IMttsburgh  and  Lake  Erie  officers 
alone,  but  they  arc  practically  made  in  the  same  way  as  the  Pittsburgh  tariffs,  namely : 
under  directions  from  Lake  bhore  and  Michigan  Southern  and  New  York,  Pennsylvania 
and  Ohio  railways,  respectively. 

Rates  named  to  various  points  on  inclosed  tariff,  and  to  minor  points,  taking  same 
rates,  are,  I  believe,  the  only  ones  from  stations  on  this  line  which  are  not  made  In 
accordance  with  section  No.  3  of  the  interstate-commerce  law. 

If  there  is  anything  in  this  letter  which  Is  not  clear  to  you,  or  If  we  can  furnish  you 
with  any  further  Information,  please  let  me  hear  from  you  and  I  will  be  glad  to  furnish 
you  all  the  Information  In  my  power. 

Yours,  truly,  Frank  A.  Dean, 

General  Freight  Agent. 

C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission,  WasJiington.  D.  C. 
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THE  PITTSBURG  AND  LAKE  ERIE  RAILROAD  COMPANY. 

Pittsburg,  Pa.,  October  16, 1905. 

My  Dear  Sib:  I  have  your  favor  of  recent  date  relative  to  informatloD 
pertaining  to  interstate  rates  between  Pittsburg  and  Lake  Brie  Railroad  and 
eastern  points  bandied  at  the  short-line  rates  through  higher-rate  territory, 
and  in  reply  beg  to  advise  that  the  statement  made  by  Mr.  Dean,  in  his  letter 
of  October  8,  1887,  addressed  to  Mr.  C.  C.  McCain,  then  auditor  of  Interstate 
Commerce  Commission,  is  precisely  the  situation  to-day  so  far  as  the  method 
of  making  rates  is  concerned.  The  same  relation  between  the  Erie  Railroad, 
Lake  Shore  and  Michigan  Southern  Railway,  and  the  Pittsburg  and  Lake  Brie 
Railroad,  which  existed  in  1887,  still  exists,  and  the  tariffs  are  published  in 
precisely  the  same  manner. 

Mr.  Dean  in  his  letter  of  October  8  does  not  refer  specifically  to  the  tariffs 
he  inclosed.  I  have  no  doubt,  however,  that  he  referred  to  the  rates  on  all 
classes  then  in  effect  (1887).  Those  rates  were,  between  Pittsburg  and  New 
York  City,  as  an  example,  from  first  to  sixth  class,  respectively:  45,  39,  30,  21, 
18,  15  cents  per  hundredweight,  and  the  same  rates  are  in  effect  to-day. 

He  may  also  have  referred  to  the  rates  on  pig  iron  and  billets  at  that  time, 
but  our  file,  on  account  of  a  number  of  moves,  has  been  robbed  of  some  of  its 
records,  and  I  can  only  advise  the  rate  in  1891,  which  is  as  far  back  as  our 
record  goes.  The  rate  in- 1891  on  billets  and  pig  iron  was  $2.80  per  gross  ton, 
Pittsburg  to  New  York  City.  The  present  rate  on  billets,  Pittsburg  to  New 
York  City,  is  $2.60,  and  on  pig  iron  $2.40  per  gross  ton.  The  rate  on  manufac- 
tured iron  In  1891  was  15  cents  per  100  pounds.  The  present  rate  on  manu- 
factured iron  is  14J  cents  per  100  pounds.  I  have  no  doubt  that  this  covers 
the  point  you  raise,  but  if  there  is  any  other  specific  tariff  information  yon 
would  like  to  have  I  will  be  glad  to  furnish  it. 

With  reference  to  the  last  paragi'aph  of  your  inquiry,  beg  to  advise  that  the 
American  railways  have  prorating  arrangements  with  most  of  their  direct 
connections,  so  that  rates  from  a  given  point  would  apply  via  almost  any 
route  a  shipper  could  select  These  prorating  arrangements  necessarily  cover 
routes  which  carry  freight  between  two  points  from  higher-rate  territory, 
but  as  all  cases  of  that  sort  are  on  file  in  the  ofllce  of  the  auditor  of  the 
Interstate  Commerce  Commission  he  can  probably  give  you  a  wider  range  of 
information  as  to  particular  instances  than  I  could  give  you,  but  let  the 
situation  as  we  find  it  in  this  territory  serve  as  an  example. 

When  the  Pittsburg  and  Lake  Erie  Railroad  was  built  it  was  to  afford 
the  Erie  and  Lake  Shore  companies  a  route  in  and. out  of  Pittsburg.  The  Erie 
Railroad  had  a  line  of  its  own  direct  to  New  York,  and  the  Lake  Shore  in  con- 
nection with  the  New  York  Central  Railroad  also  had  a  line  to  New  York. 
Thus  the  completion  of  tlie  Pitlsbin'K  and  Lake  Erie  Railroad  provided  a  thhrd 
line  between  Pittsburg  and  New  York  City,  the  other  two  being  the  Baltimore 
and  Ohio  and  the  Pennsylvania  Railroad,  and  the  part  played  by  the  Pittsburg 
and  Lake  Erie  and  its  allied  lines  in  this  territory  in  the  furnishment  of 
equipment  has  demonstrated  its  value  to  the  shipping  public  in  this  territory 
as  a  line  between  Pittsburg  and  New  York  City. 

In  order  that  rates  from  the  various  districts  should  be  placed  upon  a  basis 
of  absolute  equity  for  all  the  territories,  there  has  for  years  been  an  under- 
standing among  the  carries  that  the  rates  from  what  is  known  as  the  Youngs- 
town  group  of  points  shall  be  on  west-bound  business  a  certain  amount  less 
than  rates  from  the  Pittsbm*g  group  of  points,  and  that  on  east  bound  they 
shall  have  a  corresponding  disadvantage.  That  plan  has  worked  in  the  various 
groups,  so  that  whatever  advantage  any  one  group  had  in  one  direction  was  off- 
set by  the  advantage  to  another  group  in  the  reverse  direction.  Under  this 
principle,  therefore,  the  rates  from  Youngstown  to  New  York  City  would  be 
40  cents  per  ton  higher  than  Pittsburg  on  fifth-class  business.  On  the  other 
hand,  the  rates  west  bound  would  40  cents  higher  from  Pittsburg  on  the  same 
class  of  business.  The  Pittsburg  and  Lake  Erie  Railroad  runs  between  Pitts- 
burg and  Youngstown.  It  is  at  Youngstown  that  we  interchange  freight  with 
the  Lake  Shore  and  Michigan  Southern  Railway  and  the  Erie  Railroad  in 
completing  our  route  between  Pittsburg  and  New  York  City.  Necessarily, 
therefore,  we  are  handling  freight  at  the  rate  from  Pittsburg  to  New  York, 
which  business  at  fifth  class  would  be  18  cents  per  hundredweight,  and  passinc^ 
through  Youngstown,  a  point  which  takes  a  rate  of  20  cents  to  New  York  Cltj. 
This  question  has  been  passed  upon  by  the  Commission,  and  o\vt  w\id«t^\.wxL^w% 


420  DIGEST   OF    HEARINGS   ON   RAILWAY   RATES. 

of  the  Commission's  position  is  that  since  the  line  between  Pittsburg  and  New 
York  City  via  Youngstown  does  not  have  the  efTect  of  violating  the  law  to  the 
extent  of  affecting  rates  in  any  way,  there  could  be  no  conclusion  other  than 
that  to  deny  the  Pittsburg  and  Lake  Erie  Railroad  the  right  to  handle  business 
in  that  way  would  be  to  deprive  the  public  In  this  territory  not  only  of  the 
competition  as  a  common  carrier,  but  what  is  of  much  greater  value — additional 
facilities  for  movement  of  a  veiy  great  tonnage. 

If  there  is  anything  further  you  would  care  to  have  and  which  I  can  supply 
I  should  be  glad  to  hear  further  from  you. 
Very  truly,  yours, 

W.  A.  Terry,  General  Freight  Afjrnt. 
Hon.  S.  B.  Elkins, 

Chairman  Committee  ofi  Interstate  Commerce, 

United  States  Senate,  Washington,  D,  C. 


RICHMOND,  FREDERICKSBURG  AND  POTOMAC  RAILROAD. 

Dbar  Sib:  In  reply  to  your  circular  of  the  20th  instant,  I  beg  to  state  that  between 
this  city  and  the  cities  of  Baltimore,  Philadelphia,  and  New  York  there  are  water  Unes 
of  transportation  which  make  the  rates  of  carriage  of  freight  traffic. 

In  order  to  secure  a  portion  of  this  traffic  we  use  rates  that  in  some  cases  are  lower 
than  those  charged  to  and  from  some  intermediate  points.  To  state  elaborately  the  points 
so  treated  and  rates  so  made  to  or  from  such  points  would  be  to  quote  the  several  tarlflft 
of  interstate  rates,  of  which  we  have  forwarded  you  copies. 

The  fourth  section  of  the  act  to  regulate  commerce  is  strictly  observed,  and  no  charns 
for  transportation  on  this  line  are  greater  for  shorter  than  for  longer  distances  in  the 
same  direction  over  the  same  line,  except  when  the  water  competition  renders  the  cir- 
cumstances entirely  dissimilar.     Trusting  this  information  may  be  satisfactory. 
Very  respectfully. 

C.   A.  Tatlob. 
General  Ticket  and  Freight  Agent. 
C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  CommUtsionf  Wastiington,  D.  C. 

RICHMOND,    FREDERICKSBURG    AND    POTOMAC    RAILROAD    COMPANY;    WASH- 
INGTON SOUTHERN  RAILWAY  COMPANY. 

Richmond,  Va.,  October  16,  1905. 

Dear  Sir  :  Referring  further  to  your  favor  of  September  11,  delay  in  replying 
to  which  has  been  caused  by  my  frequent  absence  from  the  office,  relative  to 
freight  rates  between  Richmond  and  Baltimore,  Philadelphia  and  New  York : 

I  b^  to  adVise  that  the  conditions  as  stated  by  my  predecessor  in  his  letter 
to  the  auditoj*  of  the  Interstate  Commerce  Commission,  on  i^age  215  of  the  First 
Annual  Report  of  the  Interstate  Commerce  Commission.  1887,  are  the  same  to- 
day as  they  were  at  that  time,  and  are,  as  stated,  due  to  the  water  competition, 
which  regulates  the  rates  between  Richmond  and  these  cities. 

The  class  rates  between  Richmond  and  the  cities  named  via  our  line  and 
connections  are  now  as  follows:  Richmond  to  Baltimore,  26,  22,  18,  16.  13,  10: 
Richmond  to  Philadelphia,  37,  32,  26,  23,  17,  14 ;  Richmond  to  New  York,  'M.  32, 
26,  23,  17,  14 ;  governed  by  the  "  Southern  "  classification. 

In  addition  to  these  rates,  there  are  a  large  nun4)er  of  what  are  known  as 
commodity  rates,  i.  e.,  rates  which  have  been  taken  from  the  classes  and  made 
bigher  or  lower,  as  the  case  may  be,  than  the  classes  from  which  they  have  been 
taken,  all  having  been  duly  filed  with  the  Interstate  Commerce  Commission. 
There  have,  of  course,  been  many  changes  during  the  eighteen  years  mentioned, 
and  these  changes  have  embraced  both  advances  and  reductions,  due  to  com- 
mercial conditions,  water  competition,  rate  disturbances,  increase  in  cost  of 
supplies  and  operation,  etc. 

Below  please  find  memoranda  of  comparisons : 

On  November  17,  1892,  the  average  rates  per  100  pounds  for  46  commodities 
from  Richmond,  Va.,  were:  To  Baltimore.  14.2  cents:  Philadelphia,  17.1  cents: 
New  York,  18.2  cents.  At  the  present  time  the  average  rates  per  100  pounds  on 
129  commodities  are:  To  Baltimore,  13.3  cents:  Philadelphia.  19.1  cents;  New 
York,  19.1  cents. 

In  November,  1892.  the  average  rates  per  barrel  for  8  commodities  were:  To 
Baltimore,  33  cents ;  Philadelphia,  40  cents ;  New  York,  43.6  cents.  At  the  pres- 
ent time  the  average  rates  per  barrel  on  8  commodities  are :  To  Baltimore,  30.4 
eonta;  Ph/J/idelphia,  48.6  cents;  New  York,  48.6  cents. 
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This  shows  a  large  increase  in  the  number  of  articles  for  which  special  com- 
modity rates  are  arranged,  and,  with  few  exceptions,  the  application  of  com- 
modity rates  has  resulted  in  reductions  from  the  class  rates.  These  figures  also 
show  a  reduction  in  the  average  commodity  rate  per  100  pounds  and  per  barrel 
to  Baltimore,  a  slight  increase  to  New  York,  and  a  greater  increase  to  Phila- 
delphia, owing  to  the  fact  that  prior  to  May,  1895,  Philadelphia  took  lower 
class  and  commodity  rates  than  New  York. 

Comparison  of  class  rates  from  Richmond,  Va, 


December.  18»8: 

To  Philadelphia .„..    » 

To  New  York .,  i6 

January,  1891: 


To  Baltimore _._. 

November,  ISO&a 

To  Baltimore .„,„. 

To  Philadelphia 

ToNewYork .„__  _ 

Mav  1885: 

To  Baltimore '  j@ 

To  Philadelphia  and  New  York _"."""""  Ill  |  33 

April,  1908,  to  present  time :  ' 

To  Baltimore • ._J  SA 

To  Philadelphia  and  New  York I  37 


1 
2. 

a. 

— 

> 
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Official. 
Do. 

SoDthem 

Dq. 
Do. 
Do. 

Do. 
Do. 

Do. 
Do. 


"  The  change  from  "  Official  "  to  "  Southern  '*  classiUcation  on  Philadelphia  and  New 
York  traffic  was  equivalent  to  a  general  reduction. 

The  following  will  illustrate  instances  of  greater  charges  for  intermediate 
points  than  for  longer  hauls  over  the  same  lines  and  in  the  same  direction,  on 
account  of  water  competition : 

From  Richmond  to  Baltimore,  26,  22,  18,  66,  13,  10,  "  Southern  "  classifica- 
tion, with  various  commodities. 

From  Richmond  to  Odenton,  Md.  (intermediate),  26,  22,  18,  16,  13,  10, 
**  Official  "  classification,  without  the  commodities. 

From  Richmond  to  Philadelphia,  and  main  line  north  of  Philadelphia  to 
New  York,  Inclusive,  37.  32.  26,  23,  17,  14,  •*  Southern "  classification,  with 
various  commodities. 

B^om  Richmond  to  Elkton,  Md.  (intermediate),  37,  32,  26,  23,  17,  14,  "Ofl^ 
cial  '*  classification,  without  commodities. 

There  are  a  great  many  similar  instances  from  the  same  cause. 
Very  respectfully, 

W.  P.  Taylor, 
Traffic  Manager^ 

Hon.  S.  B.  Elkins, 

Chainnan  Committee  on  Interstate  Commerce, 

United  States  Senate,  Washington,  D.  C. 


ST.   LOnS  AND  SAN  FRANCISCO  RAILWAY. 


In  submitting  replies  to  the  circular  of  October  20.  the  above  company  states  that  it 
makes  certain  exceptions  to  the  long  and  short  haul  section  of  the  act.  and  In  connection 
therewith  further  states  that : 

"  The  rea8o%8  for  making  these  rates  are  to  meet  water  competition,  and  In  a  few  in- 
stances to  meet  competition  of  a  shorter  direct  route.  In  no  case  have  we  named  rates 
In  opposition  to  the  short-haul  principle  of  the  law  except  for  these  reasons,  for  which  we 
feel  that  we  are  fully  Justified  by  the  law  and  in  accordance  with  the  spirit  of  the  de> 
cislons  previously  rendered  by  the  Interstate  Commerce  Commission.'* 

H.  L.  MORKILL, 

Second  Vicc-PresUlent  and  General  Manager, 
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KANSAS  CITY,  FORT  SCOTT  AND  GULF  RAILROAD  COMPANY.  KANSAS  CITY, 
SPRINGFIELD  AND  MEMPHIS  RAILROAD.  KANSAS  CITY,  CLINTON  AND 
SPRINGFIELD  RAILWAY.  KANSAS  CITY,  MEMPHIS  AND  BIRMINGHAM  RAIL- 
ROAD.* 

DBA.B  Sib  :  In  reply  to  yours  of  October  20,  I  will  respectfully  say  that  so  far  as  the 
paese&ger  business  is  concerned  no  greater  rates  are  made  than  the  rates  to  or  from  dis- 
tant points  in  the  same  direction  from  the  same  line. 

In  res^ard  to  the  freight  business,  I  will  say  that  it  is  almost  impossible  to  comply  lit- 
erally with  request  as  per  second  paragraph  of  your  letter,  except  as  to  rates. to  the  points 
on  our  own  roads.  I  give  below  general  staten^ent  as  to  how  our  rates  are  made,  and 
upon  what  basis  the  "  short-haul  principle  "  is  not  observed,  which  I  trust  will  give  the 
desired  information : 

KarufU  City  local. — The  rates  on  tariff  No.  147  are  made  to  points  south  of  Spring- 
Held  higher  than  the  through  rates.  Kansas  City  to  Memphis,  as  per  tariff  No.  149. 

Memphis  local. — The  rates  on  tariff  No.  148  are  made  to  stations  north  of  Springfield 
higher  than  through  rates,  Memphis  to  Kansas  City,  as  per  tariff  No.  149. 

Kansas  City-Memphis  through  rates. — The  rates  on  tariff  No.  149,  on  through  business 
between  Kansas  City  and  Memphis,  are  made  regardless  of  rates  to  intermediate  points, 
and  are  In  some  cases  less  than  for  shorter  intermediate  hauls. 

Proportions  on  North  Atlantic  seaboard  business. — The  rates  as  per  tariff  No.  162  arc 
the  proportions  accruing  to  this  line  between  Memphis  and  Kansas  City  and  junction 
stations  in  Missouri  and  Kansas,  and  in  some  cases  are  less  for  long  hauls  than  for 
shorter  intermediate  hauls,  to  meet  rates  via  the  short  line  through  to  Saint  Louis,  Chi- 
cago, and  Kansas  City. 

The  rates  as  per  tariff  No.  126,  on  through  business  between  Kansas  City  and  Saint 
Louis,  are  made  less  than  the  rates  to  intermediate  stations,  the  through  rates  being 
made  the  same  as  those  current  by  the  direct  lines. 

Saint  Louis  or  Chicago,  and  junction  stations  in  Kansas. — The  rates  as  per  Joint  tariff 
No.  1  are  made  via  Kansas  Cltv  and  Nichols  .Tunction,  the  same  between  Saint  T^uls  or 
Chicago  as  are  made  by  the  direct  lines,  and  are  lean  than  rates  to  intermediate  local 
stations.  ^ 

Rates  between  Chicago  or  Saint  Louis  and  junction  stations  in  Missouri. — The  rates  as 
per  notice  No.  1183  are  made  on  the  same  basis  as  those  of  Junction  stations  in  Kansas. 

The  through  rates  between  points  in  the  southeastern  States  and  Kansas  City  and  sta- 
tions on  these  lines  are  made  the  aum  of  the  rates  via  Memphis,  and  as  the  tariff  rates 
east  of  Memphis  are  made  in  many  cases  less  for  long  hauls  than  for  intermediate  shorter 
hauls,  the  through  rates  show  the  same  basis. 

Memphis  and  Fort  Smith. — The  rates  on  tariff  No.  155  are  made  between  Memphis  and 
Fort  Smith  via  Nichols,  the  same  as  via  the  direct  line  through  Little  Rock,  and  higher 
rates  are  charged  to  intermediate  stations. 

Kansas  City  and  Mississippi  Valley  and  Gulf  points. — The  rates  as  per  tariff  No.  135 
are  made  between  Kansas  City  and  Southern  points  named,  less  than  lo  intermediate  sta- 
tions on  the  lines  south  of  Memphis. 

We  participate  in  through  rates  between  Memphis  and  points  south  and  east  of  Mem- 
phis and  points  on  the  Pacific  coast  that  are  less  than  the  rates  to  and  from  Intermediate 
points  west  of  the  Missouri  River  States. 

We  participate  in  rates  between  Memphis  and  local  points  on  the  Mobile  and  Ohio  and 
the  Illinois  Central  railroads  that  are  tiigher  than  the  through  rates  between  Memphis 
and  New  Orleans  or  Mempbis  and  Mobile. 

In  all  cases  the  rates  are  made  on  business  local  to  either  of  the  four  lines  in  our  sys- 
tem, and  on  local  business  interchanged  between  either  of  the  four  lines,  in  strict  con- 
formity to  the  short-haul  principle  of  the  law,  except  that  upon  through  business  between 
Memphis  and  Kansas  City  the  rates  are  made  without  strict  observance  of  the  short-haul 
principle  to  meet  competition  of  rail  and  water  lines. 

On  Dusiness  taken  in  connection  with  other  lines,  when  less  rates  arc  made  for  n  long 
than  a  shorter  haul,  the  rates  are  in  all  cases  made  (for  the  longer  haiils)  by  the  direct 
rail  lines,  or  by  rail  and  water,  or  water  lines ;  and  we  are  compelled  to  meet  the  rates 
by  these  more  direct  lines  or  abandon  the  business  and  thus  deprive  these  points  of  the 
benefit  of  competing  lines  with  no  corresponding  benefit  to  the  short-haul  point. 

When  the  situation  permits  us  (in  connection  with  other  lines)   to  make  the  rates,  we 
make  them  in  accordance  with  the  fourth  section  of  the  interstate  commerce  law. 
Yours,  truly. 

Geo.  H.  Nkttleton, 

Gtnnnl  Managrr. 

C.  C.  McC.iiN,  Esq., 

Auditor  intnstatc  Coinniisnion,  Washington,  I).  C. 


ST.   LOUIS  AND  S.\N   FRANCISCO   RAILROAD  COMPANY. 

Chicago,  III.,  Septeniber  19,  1905. 
Deab  Sir:  Rei)lyinp  to  your  letter  of  .September  11.  inclosing  copy  of  letters 
from  George  H.  Xettleton.  general  manager  Kansas  City,  Fort  Soott  and  Gulf 
Railroad  and  allied  companies,  also  your  letter  of  September  12  inclosing  copy 
of  letter  from  Second  Vice-President  and  General  Manager  Morrill  of  the  St 
Louis  and  San  Francisco  Railroad  Company,  beg  to  advise  that  as  all  of  the 
companies  of  which  Mr.  Nettleton  was  general  manager  hare  l)een  merged  with 


o  Those  proi)erties  are  now  controlled  by  the  St.  Ix)uls  and  San  Francisco. 
See  response  of  that  (\)nipnny  to  the  present  inquiry. 
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the  St  Louis  and  San  Francisco  Railroad  Company'  the  same  reply  will  answer 
to  both  inquiries. 

The  tariffs  which  were  In  effect  on  the  St.  Louis  and  San  Francisco  Railroad 
and  on  the  Fort  Scott  and  Gulf  and  allied  companies  In  1887  are  not  available 
to-day. 

There  have  been  innumerable  changes  made  both  In  rates  locally  as  well  as  In 
the  through  rates  to  points  reached  by  connecting  lines.  The  topography  of  the 
country  has  so  completely  changed  by  reason  of  new  lines  being  built  and  old 
lines  extended,  new  town  and  new  Industries  springing  up  in  all  directions,  that 
the  relations  between  the  rates  as  they  exist  to-day  and  those  which  existed  in 
1887  are  practically  untraceable.  A  great  many  instances  might  be  quoted 
where  lower  rates  are  charged  for  a  longer  distance  than  for  a  shorter  inter- 
loedlate  distance.  For  Illustration,  we  carry  lumber  rates  between  Fort  Smith, 
Ark.,  and  Memphis,  Tenn.,  that  are  lower  than  the  rates  applying  at  inter- 
mediate points,  the  short  line  between  Memphis  and  Fort  Smith  being  via  Little 
Uock,  and  business  would  be  handled  by  our  company  through  Springfield,  Mo. ; 
the  rate  on  salt  from  Lyons,  Kans.,  to  Fort  Smith,  Ark.,  made  by  the  short  line 
of  the  Missouri  Pacific  Company  is  met  by  our  company  and  higher  rates  carried 
at  intermediate  points ;  rates  on  cotton  from  Fort  Worth,  Tex.,  to  New  England 
spinning  points  are  less  than  the  rates  applying  from  points  between  Sherman 
and  Fort  Worth  to  the  New  England  points  by  reason  of  combinations  that  are 
possible  through  Galveston  and  steamers  to  the  New  England  ports;  between 
St.  Louis  and  Memphis  we  carry  lower  rates  than  obtain  at  intermediate 
points  which  are  not  affected  by  river  competition ;  between  East  St.  Louis  and 
Kansas  City  we  carry  lower  rates  than  obtain  between  East  St.  I^uis  and  Fort 
Scott,  Kans.,  which  is  intermediate;  on  cotton-seed  products  between  Fort 
Smith.  Ark.,  and  Claremore,  Ind.  T.,  we  meet  the  short-line  rates  of  the  Mis- 
souri Pacific  Company  and  carry  higher  rates  at  intermediate  points. 

Tbese  and  countless  other  instances  could  be  quoted. 

Our  rates  between  terminal  points  are  made  to  meet  competition  of  other 
lines,  or  other  localities,  with  a  view  of  placing  the  producers  of  our  line  on  an 
equality  as  to  rates,  as  far  as  is  practicable,  with  producers  in  other  sections  of 
the  countrj'  that  ship  to  the  same  markets. 

In  all  of  these  Instances  where  the  fourth  section  of  the  interstate-commerce 
law  is  not  observed  in  making  our  rates  to  intermediate  points  we  arc  in  the 
Ix>sition  of  not  being  able  to  control  the  rate  between  terminal  points,  and  could 
not  enjoy  our  share  of  the  traffic  without  meeting  the  rates  of  the  direct  lines. 

If  we  can  serve  you  further  in  the  way  of  detailed  information  as  to  certain 
rates  on  which  j'ou  may  desire  to  make  special  inquiry,  we  will  only  be  too  glad 
to  accommodate  you  to  the  best  of  our  ability. 

Respectfully,  yours.  J.  A.  Middleton'. 

Freight  Traffic  Man  a  per, 

Mr.  S.  B.  Elkins, 

Chairman  Senate  of  the  United  States 

Committee  on  Interstate  Commerce,  Wnshington,  D.  C. 


SAN  ANTONIO  AND  ARANSAS  PASS  RAILWAY. 

Dear  Sir:  Your  favor  of  November  2.^  was  duly  received,  but  the  circular  letter  of 
October  20,  to  which  It  refers  as  remaining  unanswered,  was  not,  otherwise  It  would  have 
bad  attention. 

The  only  point  on  this  road  from  which  we  have  In  force  rates  less  than  those  from 
nearer  points  on  freight  moving  in  the  same  direction  to  a  common  point  of  destination 
Is  Corpus  Chrlstl,  and  they  are  made  only  on  the  commodities  wool  and  hides. 

Schooners  from  Corpus  Chrlstl  to  Rockport  or  Galveston.  In  connection  with  steamers 
thence  to  New  York,  make  very  low  rates,  and  they  are  not  always  uniform.  On  this 
account  It  is  Impossible  for  us  to  make  uniform  rates,  and  we  are  compelled  to  quote  on 
«ach  shipment  whatever  the  necessities  of  the  case  require.  On  hides  we  usually  quot^ 
from  60  to  G.^tcents  and  on  wool  from  85  to  00  to  New  York. 

That  you  may  have  a  proper  appreciation  of  our  position  In  this  matter,  I  will  say  that 
to-day  the  schooners  may  quote  one  rate  and  to-morrow  another,  so  you  see  how  impos- 
sible it  would  be  for  us  to  establish  a  fixed  rate  and  adhere  to  It  with  any  hope  of  secur- 
ing to  ourselves  a  fair  share  of  business. 

Rates  from  Cuero — a  nearer  point  In  the  same  direction — are,  on  wool,  $1.45  per  100 
pounds,  and  on  hides.  83  cents  per  100  pounds  to  New  York.  To  all  points  In  the  In- 
terior, where  no  water  competition  exists,  we  carry  no  lower  rates  from  Corpus  Chrlstl 
thi^n  from  nearer  points  to  the  same  destination. 
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I  trust  I  haye  succeeded  in  clearly  conveying  to  you  the  information  sought.  If  I  fail 
to  do  so,  howeveft  please  advise  me  wherein  and  I  will  take  pleasure  in  supplying  what 
Is  lacking. 

Yours,  truly,  R.  P.  Yoakum, 

Traffic  Manager. 
C.  C.  McCain,  Esq., 

Auditor  Interttate  Commerce  Commission,  Washinffton,  D.  C. 


SAN  ANTONIO  AND  ARANSAS  PASS  RAILWAY  COMPANY. 

San  Antonio,  Tex.,  September  21, 1905, 

Deab  Sib  :  I  have  your  favor  of  the  12th  instant,  quoting  a  letter  from  former 
Traffic  Manager  B.  F.  Yoakum,  and  asking  for  certain  information  regarding 
the  application  of  greater  charges  from  intermediate  points  than  for  longer 
hauls  over  the  same  line. 

The  only  point  on  the  San  Antonio  and  Aransas  Pass  Railway  that  enjoys 
a  lower  freight  rate  than  on  similar  traffic  from  intermediate  points  is  CJorpus 
Christi,  Tex.,  and  that  point  only  has  this  advantage  on  cotton  to  New  York,  etc. 

As  advised  you  in  Mr.  Yoakum's  letter,  the  schooner  competition  at  Corpus 
Christi  was  quite  keen  and  still  Js  on  traffic  to  Galveston,  Tex.  We  have  a 
number  of  times  in  the  past  twelve  yejirs  attempted  to  ignore  this  competition 
entirely  and  have  increased  the  rates  from  Corpus  Christi  to  Galveston  to  the 
same  basis  as  applied  from  inland  points,  and  have  again  been  comp)elled  to 
recognize  the  competition  and  reduce  rates  on  certain  commodities.  After  years 
of  experience  and  upon  full  investigation  we  have  decided  that  the  only  com- 
modity which  is  materially  affected  by  this  competition  is  cotton,  and  as  pre- 
viously advised,  this  is  the  only  commodity  that  enjoys  this  advantage. 

While  traffic  Corpus  Christi  to  Galveston  is  not  interstate,  I  mention  the 
facts  for  the  simple  reason  that  rates  to  eastern  and  New  England  ix>ints,  as 
you  of  course  are  aware,  are  based  on  Galveston  combination.  Thus  where 
reduced  rates  apply  to  Galveston  the  reduction  also  applies  to  such  eastern  and 
New  England  points. 

The  rate  on  cotton  in  bales  from  Corpus  Christi  to  New  York  is  83  cents  per 
hundred  pounds;  to  Boston,  88  cents  i)er  hundred  pounds,  whereas  the  rates 
from  Beeville,  Kenedy,  and  other  intermediate  points  range  as  high  as  to  New 
York,  88,  and  to  Boston,  93  cents  per  hundred  pounds. 

If  any  information  is  desired  regarding  passenger  traffic,  Mr.  George  F. 
liupton,  general  passenger  agent  of  the  San  Antonio  and  Aransas  Pass  Railway, 
should  be  addressed. 

I  trust  this  gives  you  all  the  information  you  desire,  and  if  I  can  be  of  any 
further  service  to  you  kindly  call  on  me. 

Yours,  truly,  J.  C.  Mangham, 

Oetieral  Freight  Agent, 

Senator  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Washington,  D.  C. 


RICHMOND    AND    DANVILLE    RAILROAD    COMPANY.* 

Deab  Sib:  Referring  to  your  circular  of  October  20,  1887,  the  rates  from  eastem 
citieiB  to  Atlanta,  Gainesville,  Athens,  and  Augusta,  Ga. ;  Columbia,  S.  C. ;  LincolntoD 
and  Goldsborough,  N.  C,  are  an  exception  to  the  general  rule,  and  are  lower  than  Inter- 
mediate rotes,  as  noted  below : 
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I  property  is  now  ^•ontmlled  by  the  Southern  Railway.    See  response  of  that  company  to  the 
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RICHMOND  AND  DANVILLE  RAILROAD  COMPANY— Continued. 
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The  necessity  for  making  lower  rates  to  Columbia  than  to  intermediate  points  Is  based 
upon  the  fact  that  the  rate  from  eastern  cities  to  Columbia  is  mode  by  the  ocean  rate  to 
Charleston  plus  the  rate  of  the  South  Carolina  Hallway  Company,  whose  rates  are  made 
by  the  South  Carolina  railway  commission,  and  which  rate  is  worked  by  us. 

The  rate  to  Augusta  is  made  by  the  ocean  rate  to  Savannah  plus  the  Georgia  railway 
commission's  rate  to  Augusta,  which  in  turn  is  governed  by  the  river  competition  from 
Savannah  to  Augusta. 

The  rate  to  Atlanta  is  made  by  the  ocean  rate  to  Savannah  plus  the  authorlssed  rate  of 
the  Georgia  railway  commission  from  Savannah  to  Atlanta.  The  same  is  true  of  Athens 
and  Gainesville,  which  rates  are  worked  by  us.  The  maximum  rates  between  Gainesville 
and  Atlanta  are  none  of  them  higher  than  the  Gainesville  and  Atlanta  rate.  The  distance 
between  Gainesville  and  Atlanta  Is  53  miles,  the  volume  of  business  being  inconsiderable 
as  compared  with  the  Atlanta  and  Gainesville  tonnage. 

The  rate  to  Goldsborough,  N.  C,  Is  controlletl  by  the  lines  working  through  the  Chesa 
peake  Bay  by  water  to  Portsmouth,  Va.,  and  thence  by  rail  to  Goldsboroueh.  This  line 
in  turn  is  controlled  by  water  to  New  Berne,  and  thence  by  the  local  rate  of  the  Atlantic 
and  North  Carolina  Railroad  from  New  Berne  to  Goldsborough,  which  makes  a  lower 
rate  than  either  our  line  or  the  line  via  Portsmouth. 

It  will  be  observed  that  the  rates  to  Gainesville.  Atlanta,  Athens,  and  Augusta  ara 
made  the  same  from  Boston  and  I*rovldence  as  from  New  York  and  Philadelphia,  while 
stations  north  of  (Talnesvllle,  north  of  Athens,  nnd  north  of  Augusta,  are  made  5  centd 
per  100  pounds  hltcher  from  Boston  and  I'rovldenco  than  from  New  York  or  Philadelphia. 
This  results  from  the  fact  that  the  lines  working  through  Savannah  and  Charleston 
make  the  same  rates  from  Boston  and  Providence  that  they  do  from  New  York  and  l*hlla- 
delphia,  while  the  points  to  which  we  make  rates  are  5  cents  per  100  pounds  higher 
from  Boston  and  Providence  than  from  New  YorJc  and  Philadelphia.  Our  Boston  and 
Providence  water  connection  Is  from  West  Point.  Va.,  as  Is  also  our  New  York  connection, 
the  former  demanding  much  larger  proportions  than  the  latter. 

The  through  rates  from  the  West  to  points  on  our  linos  are  not  made  by  us.  We 
charge  from  all  our  junction  points  a  fixed  rate,  which  Is  lower  for  the  long  haul  only 
in  the  case  of  Columbia.  S.  C.  and  Athens  and  Gainesville,  Ga..  and  points  between 
there  and  Atlanta.  Those  rates  are  governed  by  the  same  causes  as  exist  In  the  matter 
of  eastern  rates,  our  Athens  business  being  worked  exclusively  from  Atlanta. 

The  rates  from  eastern  cities  and  Kicbmond  to  points  south  and  west  of  Atlanta  are 
made  by  the  lines  most  interested  In  that  traffic,  according  to  the  necessity  of  meeting 
competition  by  the  water  lines  working  into  the  South  Atlantic  and  Gulf  ports,  by  adding 
to  the  water  rate  to  the  ports  the  shortest  rail  rate  to  destination,  we  working  the  same 
rates  through  Atlanta  and  I'aint  Rock  as  are  made  by  our  competitors.  The  rates  from 
Richmond  to  the  points  noted  herein  are  made  on  the  same  basis  as  from  eastern  cltlea 
by  deducting  from  such  rates  the  differences  that  experience  has  shou-n  to  be  equitable  as 
between  that  city  and  the  eastern  cities. 

These  differences  have  been  fixed,  either  by  agreement  or  arbitration,  by  the  lines  from 
and  via  Savannah  and  Charleston  against  the  lines  from  and  via  Richmond. 

The  rates  between  the  local  points  on  our  Mne  and  the  above-named  points  are  made 
on  the  lowest  combination  :  but  where  such  combination  is  higher  than  the  Rlchmood 
rate  that  rate  ia  used,  so  that  no  higher  Intermediate  rate  obtains. 
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We  baye  been,  and  are,  most  desirouH  of  oomplyinj?  wltb  tbe  terms  of  the  Interstate 
law.  and  bave  arranged  our  rates  fur  this  purpose  by  tbe  best  advice  and  consideration 
we  bave  been  able  to  give  to  the  question,  and  believe  that  we  have  complied  with  its 
spirit  and  intent.  We  do  not,  of  course,  claim  to  have  our  rates  absolutely  perfect  in 
this  respect,  as  we  find,  daily,  omissions  and  errors  which  are  called  to  our  attention 
either  by  complaint  of  shippers  or  by  daily  contact  with  the  tariffs.  As  fast  as  these 
discrepancies  appear  we  correct  them ;  1)ut  in  many  cases  it  is  impossible  to  quote  i-ates 
from  our  smaller  stations  to  all  of  the  territory  we  reach  by  the  lines  beyond  us,  and  in 
such  cases,  where  the  shipper  omits  to  ask  the  a?ent  for  rates,  shipments  are  occasionally 
made  in  which  overcharges  occur. 

To  reduce  our  local  rates  to  the  plane  of  the  lowest  competitive  rate  would  result  in 
tlie  loss  of  such  revenue  as  would  make  It  impossible  to  sustain  the  property. 

The  accompanying  diagram  shows  the  changers  and  reductions  we  have  made  in  our 
rates  for  the  purpose  of  complying  with  the  law.  and  are  submitted  as  a  part  of  this 
communication. 

If  our  construction  of  the  law  is  at  any  point  at  variance  with  that  of  your  honorable 
body,  we  shall  be  glad  to  make  any  changes  that  you  may  direct. 
Yours,  truly, 

Sol  Haas^  Traffic  Manager. 

P.  8. — In  reference  to  passenger  rates,  there  are  none  less  for  longer  distances  than 
short. 

C.  C.  McCain,  Esq., 

Auditor  Interstate  Commerce  Commission. 


THE  SOUTH  CAROLINA    RAILWAY  COMrANY." 

Dear  Sir  :  Replying  to  your  circular  of  20th  instant.  I  inclose  herewith  copy  of  appli- 
cation to  the  Interstate  Commerce  Commission,  submitted  at  its  session  in  Atlanta, 
6a.,  in  April  of  this  year,  which,  as  far  as  1  am  able  to  Judge,  gives  very  full  replies  to 
the  inquiries  contained  in  the  circular  to  which  this  is  a  reply  so  far  as  relates  to  inter- 
state rates  over  this  road  only. 

In  regard  to  freight  rates  made  in  combination  with  other  roads.  I  inclose  copy  of  inter- 
state tariff  between  Charleston  and  points  west  and  beyond  Augusta.  The  points 
therein  named,  between  Augusta  and  Atlanta,  are  local  stations  on  the  Georgia  Railroad, 
and  the  rates  named  are  the  sum  of  tbe  ratos  of  this  company  between  Charleston  and 
Augusta  and  the  rates  established  by  the  Georgia  railroad  commission  between  Augusta 
and  said  local  stations.  These,  I  think,  can  hardly  be  considered  Joint  rates  in  the  sense 
this  term  is  used  In  the  act.  since,  if  the  roads  declined  to  name  rates  between  Charleston 
and  these  points,  the  cost  to  shippers  would  remain  as  now.  each  road  charging  its  regu- 
lar tariff  between  the  points  on  its  own  line.  The  rates  between  Charleston  and  Atlanta 
are  regulated  by  the  rates  made  by  the  railroads  between  Savannah.  (»a.,  and  Atlanta, 
.  Ga..  under  the  rule  adopted  by  the  Georgia  railroad  commission.  The  reasons  for 
adopting  these  rates  are  the  same  as  those  given  on  page  4  of  the  inclosed  application  for 
the  use  of  uniform  rates  between  Augusta  and  Ctiarleston.  The  relative  distance  from 
Atlanta  is  309  miles  to  Charleston  and  204  miles  to  Savannah. 

Oar  passenger  tariffs  are  made  on  the  basis  of  distance,  and  are  in  no  case  higher  for  n 
shorter  than  for  a  longer  distance. 

If  the  Commission  desires  any  further  inform.itlon  it  will  give  me  pleasure  to  reply  to 
any  inquiries  submitted. 

Yours,  respectfully.  John  B.  Peck. 

Orneral  Manager. 

Mr.  C.  C.  McCain* 

Auditor  Interstate  Commerce  Commission,  Waxhiutfton,  I).  C. 


(The  npplloation  referred  to  in  the  fore^oina:  is  as  ft>ll<)\vs:) 

ruAKLKSTOx,  S.  C..  April  23.  18S7. 

<Ik-\tle.\iex  :  The  South  Carolina  Hallway  rompany  respectfully  shows: 

That  the  road  owned  and  operated  by  said  company  is  wholly  within  the  State  of 
South  Carolina,  with  the  exception  that  its  tracks  oxteiid  from  the  town  of  Hamburg,  in 
said  State,  across  the  Savannah  River  to  the  city  of  Aujrusta,  Gii..  situated  on  the  west 
bank  of  said  river,  which  is  at  that  point  the  boundary  Hue  between  the  States  of  South 
Carolina  and  Georgia. 

That  the  entire  interstate  traffic  transacted  by  said  company,  except  traffic  over  joint 
lines  in  connection  with  other  transportation  companies,  is  the  traffic  b*»twoen  Augusta, 
Oa..  and  points  in  the  State  of  South  Carolina,  as  fully  set  forth  in  its  interstate  tariff, 
a  copy  of  which  is  hereto  attached. 

That  the  rates  as  set  forth  in  said  tariff  are  less  b«'t\vcen  Augusta.  Ga.,  and  Charles- 
ton and  Columbia.  S.  C.  than  the  rates  to  and  from  points  Intermediate  l>etween  said 
cities,  and  are  therefore  greater  "for  a  shortor  than  for  a  longer  distance  over  the  same 
line  in  the  same  direction,  the  shorter  being  included  within  the  loneer  distance." 

Wherefore,  in  accordance  with  the  order  of  the  Interstate  Commerce  Commission,  is- 
sued at  the  city  of  Washington,  on  the  6th  day  of  April.  1SR7,  the  South  Carolina  Rail- 
way Company  nereby  makes  application  to  your  honorable  body  for  relief  from  the  op- 
eration or  the  provisions  of  section  4  of  the  act  of  Congress  entitled  "An  act  to  regulate 
commerce,"  and  submits  the  facts  upon  which  said  application  is  claimed. 

(1)  That  as  between  Augusta  and  Charleston  your  applicant  Is  not  the  sole  means 
of  railroad  communication   between   said   cities,   the   Port   Royal   and   .\ugusta   and   the 


oThla  property  is  now  controlle<l  by  the  Southern  WtvUwtvy.     ^^^^  T^^v^xv^fe  ^^ 
that  company  to  the  present  inquiry.) 
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Charleston  and  Savannah  railways  forming  a  Joint  and  continuous  line  between  said 
cities  of  substantially  the  same  length  as  your  applicant's,  and  which  has  for  many  years, 
and  Is  now,  competing  with  your  applicant  for  the  business  between  said  points. 

That  In  addition  to  said  direct  competition  of  carriers  between  said  cities  the  port  of 
Charleston  and  the  port  of  Savannah  are.  and  have  been  for  many  years,  competing  for 
the  business  of  Augusta.  Ga.,  and  have  each  enjoyed  a  portion  of  the  benefits  derived 
from  commercial  relations  with  said  city.  That  the  commercial  routes  between  the  ports 
and  the  said  city  of  Augusta  arc  as  follows :  Between  Charleston  and  Augusta  the  rail 
way  of  the  applicant,  138  miles  in  length,  and  the  railway  of  Its  competitor,  as  hereto- 
fore set  forth,  148  miles,  and  a  water  route  via  the  Savannah  River  and  the  Atlantic 
Ocean.  Between  Savannah  and  Augusta,  the  railway  line  of  the  Central  Railroad  and 
Banking  Company.  132  miles  In  length,  and  a  water  route  via  the  Savannah  River.  The 
routes  between  Augusta  and  Savannah  are  not  subject  to  the  provisions  of  the  act  to 
regulate  commerce,  the  railway  being  wholly  within  the  State  of  Georgia,  and  the  laws 
of  said  State,  as  will  hereafter  be  more  fully  shown,  permitting  Its  railroads  to  arrange 
their  tariffs  without  the  restrictions  from  which  your  applicant  seeks  relief.  Your  appli- 
cant, In  view  of  these  facts,  respectfully  submits  that  If  the  relief  sought  Is  not  granted 
the  restrictions  Imposed  will  practically  invest  the  lines  of  transportation  leading  to  the 
city  of  Savannah  with  the  power  to  so  arrange  their  rates  as  to  render  It  unprofitable  for 
the  lines  leading  to  Charleston  to  transport  traffic  at  the  same  rates  as  those  made  to  Sa* 
vannah,  by  reason  of  the  fact  that  reductions  made  by  the  lines  to  Savannah  in  rates  to 
and  from  Augusta  would  affect  the  revenue  of  said  lines  only  as  regards  the  business 
from  Augusta  to  Savannah,  while  the  same  reductions  mnde  in  the  rates  between  Au- 
gusta and  Charleston  mlglit  involve  similar  reductions  to  many  of  the  intermediate 
points,  creating  a  loss  of  revenue  greater  tluin  could  be  derived  fvom  the  business  from 
Augusta,  and  that  in  such  case  the  effect  of  such  denial  would  be.  not  to  regulate  com- 
merce between  the  States  of  (ieorgia  and  South  Carolina,  but  to  allow  the  carriers  of 
Georgia  to  so  arrange  their  rates  as  to  prevent  commerce  between  said  States,  and  to  de- 
prive the  carriers  to  Charleston  of  the  benefits  heretofore  and  now  derived  from  the  trans- 
portation of  such  business  and  the  city  of  Charleston  of  the  benefits  arising  from  its  com- 
merce with  the  city  ot  Augusta.  Your  applicant  further  avers  that  the  rates  between 
Savannah  and  Augusta  and  the  rates  between  Charleston  and  Augusta  have  for  many 
years  past  been  exactly  the  same ;  that  the  distance  is  so  nearly  equal  and  that  other 
circumstances  and  conditions  ai-e  so  nearly  similar  as  to  make  such  an  adjustment  of 
rates  not  only  Just  and  reasonable,  but.  as  a  sound  business  policy,  imperative.  In  order 
to  prevent  unjust  discriminations  between  the  said  ports  by  the  carriers  thereto.  Your 
applicant  further  avers  that  the  adjustment  of  rates  between  Augusta  and  the  ports  not 
only  affects  the  Interests  of  the  port  of  Charleston  and  the  carriers  thereto  In  the  manner 
stated  as  to  the  commerce  of  the  city  of  Augusta,  but  that  in  consequence  of  the  fact  that 
the  rates  from  the  local  stations  on  the  Georgia  Railroad,  and  on  the  Augusta  and  Knox- 
ville  Railroad,  and  on  the  Augusta.  Gibson  and  Sandersvllle  Railroad  to  and  from  the 
ports  are  based  on  the  rates  between  Ausrusta  and  the  ports,  the  commerce  between  said 
points  and  the  ports  will,  unless  the  relief  sought  l^e  granted,  be  affected  In  the  same 
manner  as  the  commerce  between  the  city  of  Augusta  and  the  city  of  Charleston,  and 
that  the  effect  of  withholding  the  relief  applied  for  might,  and  probably  would,  result  in 
a  practical  prohibition  of  that  commerce  between  the  States  of  South  Carolina  and 
Georgia,  which  has  had  an  uninterrupted  existence  for  more  than  a  century. 

(2)  That  as  between  the  city  of  Augusta.  Ga.,  and  the  city  of  Columbia.  S.  C,  your 
applicant  is  not  the  sole  means  of  railroad  communication  between  the  two  cities.  The 
Richmond  and  Danville  Railroad  Company,  by  one  of  its  leased  lines,  operates  a  line 
between  the  two  cities  and  is  now  competing  with  your  applicant  for  the  traffic  between 
said  cities.  Your  applicant  avers  that  notwithstanding  the  fact  that  It  carries  traffic  143 
miles,  while  its  competitor  carries  it  only  85  miles  to  reach  the  same  point,  that  it  has 
been  able  to  secure  a  considerable  portion  of  the  traflSc  between  said  cities  at  the  rates 
fixed  and  charged  by  Its  comnetitor.  and  said  traflSc  has  yielded  to  your  applicant  a  fair 
margin  of  profit  by  reason  of  the  fact  that  it  must,  as  a  common  carrier,  run  trains  be- 
tween the  said  points  in  order  to  serve  the  towns  situated  between  said  cities  on  Its  line, 
enabling  your  applicant  to  transport  said  competitive  traflSc  without  greatly  Increasing 
the  cost  of  running  said  trains,  and  thus  securing  a  reasonable  profit  on  the  competitive 
ouslness.  That  If  It  shall  become  necessary  to  adjust  all  its  rates  so  that  no  greater 
charge  shall  be  made  for  a  shorter  than  for  a  longer  distance  over  the  same  line  in  the 
same  direction  a  reduction  to  the  basis  of  the  competitive  rates  would  cause  the  trans- 
portation of  trafl3c  between  Augusta  and  Columbia  to  be  unprofitable  to  your  applicant, 
by  reason  of  the  x*ednctlon  made  on  its  Intermediate  traffic,  and  that  It  will  therefore  be 
forced  to  so  adjust  its  rates  lietween  Columbia  and  Augusta  as  to  deprive  your  appli- 
cant of  any  participation  In  the  commerce  between  said  cities.  Thus  your  applicant  will 
be  deprived  of  a  portion  of  the  profits  resulting  from  its  business  which  it  has  heretofore 
enjoyed,  and  the  cities  of  Columbia  and  Augusta  will  be  deprived  of  whatever  benefits 
said  cities  now  derive  from  the  competition  of  carriers  between  said  points,  while  the 
towns  which  will  continue  to  be  served  by  your  applicant  will  in  no  manner  be  benefited 
by  the  withdrawal  of  your  applicant  from  said  competition. 

(3)  Y'our  applicant  respectfully  submits  that  the  relief  hereby  applied  for  shonld  be 

f granted  bv  vour  honorable  body,  because  the  arrangement  of  rates  as  set  forth  in  its 
nterstate'taVlfT.  herewith  submitted.  Is  in  itself  Just  and  reasonable.  The  legislature  of 
the  State  of  South  Carolina  passed,  in  the  year  1882.  laws  regulating  the  rates  of  rail- 
road companies,  and  in  said  laws  prescribed  what  shall  be  held  to  be  just  and  reasonable 
in  the  arrangement  of  tarlflfs.  which  laws  are  now  In  full  force  and  effect. 

The  legislature  of  the  State  of  Georgia  passed,  on  the  14th  day  of  October,  1870,  "An 
act  to  provide  for  the  regulation  of  railroad  freight  and  passenger  tariffs  in  this  State,  to 
prevent  unjust  discrimination  and  extortion  in  the  rates  charged  for  transportation  of 
passengers  and  freight,  and  to  prohibit  railroad  companies,  corporations,  and  lessees  In 
this  State  from  charging  other  than  Just  and  reasonable  rates,  and  to  punish  the  same, 
and  prescribe  a  mode  of  procedure  and  rules  of  evidence  In  relation  thereto,  and  to  appoint 
commissioners,  and  to  prescribe  their  powers  and  duties  In  relation  to  the  same." 

The  board  of  railroad  commissioners  of  the  State  of  Georgia,  by  virtue  of  the  power 
conferred  by  said  law  on  said  commission,  has  made  and  published  the  following  regnla- 
tJoD,  which  iB  DOW  in  full  force  and  effect : 
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"  Regulations  concerning  freight  rates. — The  freight  rates  prescribed  by  the  comralsslon 
are  maximum  rates,  which  shall  not  be  transceuded  by  the  railroads.  They  may  carry, 
however,  at  less  than  the  prescribed  rates;  provided,  that  If  they  carry  for  less  for  one 
person  they  shall  for  the  like  service  carry  for  the  same  lessened  rate  for  all  persons, 
except  as  mentioned  hereafter ;  and  If  they  adopt  less  freight  rates  from  one  station,  they 
shall  make  a  reduction  of  the  same  per  cent  at  all  stations  albng  the  line  of  road,  so  as 
to  make  no  unjust  discrimination  as  against  any  person  or  locality.  But  when,  from  any 
point  In  this  State,  there  are  competing  lines,  one  or  more  not  subject  to  the  Jurisdic- 
tion of  the  commission,  then  any  line  or  lines  which  are  so  subject  may,  at  such  compet- 
ing point,  make  rates  below  the  standard  tariff,  to  meet  such  competition,  without  mak- 
ing a  corresponding  reduction  along  the  line  of  road." 

lour  applicant  respectfully  submits  that  the  arrangement  of  rates  as  shown  by  Its 
interstate  tariff  would,  if  the  transportation  was  wholly  within  either  the  States  of  South 
Carolina  or  Georgia,  to  be  adjudged  to  be  not  only  Just  and  reasonable,  but  fully  in  accord- 
ance with  and  authorized  by  the  laws  of  said  States,  which  laws  have  been  in  effect  for 
a  period  of  five  and  eight  years,  respectively,  without,  so  far  as  Is  known  by  your  appli- 
cant, any  demand  on  the  part  of  any  citizen  of  either  of  said  States  for  a  modlflcatlon  of 
or  for  the  repeal  of  the  said  laws  heretofore  quoted.  And  your  applicant  further  submits 
that,  in  view  of  the  fact  that  Its  Interstate  rates  have  been  adjusted  In  conformity  to  the 
laws  of  said  States,  that  the  discrimination  therein  shown  in  favor  of  competitive  points 
is  in  all  respects  Just  and  reasonable  and  In  no  wise  unjust  discrimination,  unless  it  be  so 
declared  by  reason  of  such  discrimination  being  in  violation  of  the  fourth  section  of  the 
act  to  regulate  commerce,  In  which  case  your  honorable  body  Is  authorized  by  the  pro- 
visions of  said  act  to  relieve  your  applicant  from  the  operation  of  said  section. 

(4)  Your  applicant  respectfully  submits  that  the  fourth,  section  of  the  act  to  regulate 
commerce  does  not,  in  clear  and  explicit  terms  and  beyond  doubt,  prohibit  railroad 
companies  from  charging  or  receiving  any  greater  compensation  in  the  aggregate  for  the 
transportation  of  property  for  a  shorter  distance  to  a  non-competitive  point  than  is 
charged  for  a  longer  distance  over  the  same  line  to  a  competitive  point.  Tiie  prohibition 
is  restricted  by  the  terms  of  said  section  to  *'  the  transportation  of  like  kind  of  property, 
under  substantially  similar  circumstances  and  conditions."  In  this  restriction  two  facts 
are  recognized :  First,  that  the  property  carried  by  railroad  companies  will  not  all  be  of 
like  kind;  second,  that  property  of  a  like  kind  will  not  all  be  carried  under  substantially 
similar  circumstances  and  conditions.  If  these  restrictions  had  been  omitted  from  the  sec- 
tion, there  could  have  been  no  doubt  as  to  its  requirements.  With  the  restrictions,  there 
is  no  dispute  as  to  the  fact  that  the  provisions  of  the  fourth  section  does  not.  and  was  not 
intended  to.  Interfere  with  the  practice  adopted  by  common  carriers  of  classifying  the 
property  usually  transported  by  railroads  and  charging  more  for  the  transportation  of 
one  kind  of  property  a  shorter  distance  than  was  charged  for  the  transportation  of 
another  kind  of  property  a  longer  distance.  Yet  it  has  been  gravely  contended  that  the 
term  **  substantially  similar  circumstances  and  conditions  *'  tias,  in  fact,  no  practical 
meaning  whatever ;  that  the  requirements  of  the  fourth  section  are  precisely  the  same  as 
though  this  phrase  had  been  omitted  altogether.  Yet  the  same  parties  who  deny  that  this 
phrase  has  any  practical  meaning  when  used  in  the  fourth  section  not  only  admit,  but 
contend,  that  the  same  phrase  has  a  very  important  signification  when  used  In  the  second 
section  of  the  act.  That  section  provides  that  each  shipment  of  a  like  kind  of  property,  in 
the  same  quantity,  carried  at  the  same  time,  in  the  same  direction,  the  same  dflstance,  un- 
der substantially  similar  circumstances  and  conditions,  shall  yield  the  same  revenue  to  the 
carrier.  Each  party  making  a  shipment,  as  there  described,  shall  pay  to  the  carrier  the 
same  amount.  Yet  It  Is  admitted  that  .vonr  applicant  may,  without  violating  the  pro- 
visions of  this  section,  transport  from  Augusta  to  Charleston,  on  the  same  train,  three  car- 
loads of  flour,  each  car  containing  100  barrels  of  the  same  brand,  and  receive  for  such  serv- 
ice a  different  amount  for  each  shipment.  l>ecause  the  said  shipments  were  not  made 
under  substantially  similar  circumstances  and  conditions,  by  reason  of  the  fact  that  the 
service  performed  by  your  applicant  constituted  In  one  case  a  portion  of  a  continuous 
shipment  from  Chicago.  In  another  of  a  continuous  shipment  from  Nashville,  and  the 
third  of  a  continuous  shipment  from  Atlanta. 

It  is  admitted  in  the  construction  given  to  this  phrase,  as  used  In  the  second  section, 
that  it  was  not  .the  intention  of  Congress  to  destroy  the  system  of  Joint  through  rates, 
which  had  been  adopted  by  the  railroads,  whereby  each  carrier  accepted  as  compensation 
for  the  service  performed  a  proportion  based  on  the  number  of  miles  of  service  rendered 
by  said  carrier,  l)y  compelling  each  carrier  to  charge  the  same  rate  on  all  shipments  as 
described  in  said  section,  but  that  the  phrase  '*  substantially  similar  circumstances  and 
conditions  "  confined  the  operation  of  this  section,  not  onlv  to  the  circumstances  and  con- 
ditions therein  specifically  described,  but  by  the  use  of  this  phrase  also  included  both  the 
Initial  and  terminal  points  of  said  shipment,  so  that  unless  these  were  both  the  same  the 
requirements  of  said  section  did  not  apply.  Without  this  qualifying  clause  the  effect  of 
section  2  would  be.  first,  to  greatly  increase  the  Joint  rates  for  long  distances  over  Joint 
lines,  because  the  railroads  could  not  afford  to  arrange  the  rates  between  their  terminal 

Eolnts  on  the  basis  of  their  proportion  of  the  Joint  rates ;  second,  to  prevent  longer  and 
idirect  lines  from  competing  with  short  and  direct  lines,  because  the  adjustment  of  all 
the  rates  between  the  terminal  points  of  each  railroad  on  the  basis  of  its  proportion  of 
the  competitive  rate  would  make  the  competitive  business  result  In  a  loss  to  the  several 
railroad  companies  instead  of  a  profit. 

The  logical  effect  of  the  admission  that  the  phrase  "  substantially  similar  circum- 
stances and  conditions "  does  qualify  the  provisions  of  the  second  section,  as  before 
stated.  Is  that  Congress  did  not  Intend  to  Increase  the  rates  over  continuous  lines  to  the 
extent  of  the  sums  of  the  rates  charged  by  each  road  for  the  same  service  between  Its 
terminal  points,  and  that  It  did  not  Intend  to  prevent  or  destroy  railroad  competition  In 
the  manner  before  stated,  but  that  this  qualification  was  Inserted  in  order  to  prevent 
such  results  from  the  passage  of  the  act.  Another  evidence  of  such  Intention  Is  found 
In  the  fourth  sfectlon.  In  the  provision  that  the  carrier  shall  not  receive  any  greater  com- 
pensation In  the  aggregate,  which  is  admitted  to  mean  not  the  aggregate  received  by 
any  one  party  to  a  continuous  shipment,  but  the  amount  received  by  all  the  parties  to 
such  shipment.  Your  applicant  submits  that  It  is  proper  to  assume  that  If  Congress 
used  the  term  "  substantially  similar  circumstances  and  conditions "  In  one  section  of 
this  act  for  the  purpose  of  preventing  certain  results,  that  Its  use  In.  «iWQ>\.\i«t  ^^R.WQ>\jk 
was  for  the  same  purpose,  11  the  absence  of  such  quaUty\n^  Xetm  \\i  \\v^  towcVXi  ^ifeR\.\.«^ 
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would  produce  the  same  results  as  its  omisBion  In  the  second  section.  It  will  hardly 
be  denied  that  a  change  from  the  system  of  adjusting  tariffs  that  has  been  adopted  l^ 
railroads,  which  gives  to  competitive  points  lower  rates  than  are  charged  to  non-competi- 
tive points,  to  the  observance  of  the  rule  that  a  rate  for  a  shorter  distance  shall  not  be 
greater  than  for  a  longer  distance,  must  of  necessity  increase  the  rates  for  the  longer 
distance,  because  the  opposite  course  would  so  reduce  the  revenue  of  the  railroads  aa  to 
render  them  Incapable  of  performing  the  service.  This  being  true  as  to  the  effect  on 
the  rates  between  the  terminal  points  of  one  railroad  company,  that  effect  is  intensified 
when  joint  rates  are  made  over  two  or  more  roads.  In  proof  of  this  assertion,  your  ap- 
plicant respectfully  submits  that  on  existing  tariffs  the  rate  from  New  York  to  Willis- 
ton,  S.  C,  a  point  30  miles  east  of  Augusta,  Ga.,  per  100  pounds  of  first-class  freight,  is 
$1.17 ;  that  the  rate  to  Augusta,  Ga.,  is  9(t  cents,  and  that  the  rate  to  Thomson.  Ga., 
a  point  37  miles  west  of  Augusta,  is  $1.17.  The  latter  rate  is  made  by  adding  to  the 
rate  to  Augusta  'the  rate  from  Augustii  to  Thomson  established  by  the  Georgia  rail- 
road commission.  If  it  becomes  necessary  to  arrange  these  rates  on  the  basis  of  not 
charging  in  greater  sum  for  a  shorter  tbun  is  charged  for  a  longer  distance,  the  rate  to 
Augusta  must  be  Increased  to  at  least  $1.17  or  the  rates  to  all  points  between  Charleston 
and  Augusta  must  be  decreased.  If  ^uch  increase  is  made,  the  law  would  still  allow  the 
line  to  continue  its  rate  of  $1.17  to  Thomson  without  being  guilty  of  violating  either 
the  second  or  fourth  section ;  but  if  this  is  done,  the  carriers  must  accept  for  the  trans- 
portation of  freight  through  Augusta  to  Thomson,  a  non-competitive  point  on  the 
Georgia  Railroad,  a  rate  of  96  cents,  so  as  to  allow  the  Georgia  Railroad  its  compensation 
for  the  service  performed.  Under  such  un  interpretation  of  the  law  the  Joint  lines  be- 
tween New  York  and  Augusta  would  be  authorized  to  receive  a  less  rate  for  the  longer 
distance  to  a  noncompetitive  point  than  was  charged  for  a  shorter  distance  to  a  com- 
petitive point.  On  the  other  hand,  if  the  present  s>'stem  of  making  rates  was  adhered 
to,  the  rate  to  Thomson  would  be  increased  to  $1.38,  and  a  similar  increase  would  be 
made  to  all  stations  between  Augusta  and  Atlanta.  This  would  make  the  rate  to  At- 
lanta $1.79  Instead  of  $1.14,  as  at  present.  The  present  rate  from  New  York  to  Marietta, 
Ga.,  a  non-competitive  point,  20  miles  west  of  Atlanta,  Is  now  $1.34,  made  by  adding 
the  rate  established  by  the  Georgia  commission  from  Atlanta  to  Marietta  to  the  Atlanta 
rate.     But  if  the  rate  to  Atlanta  is  changed,  as  before  stated,  the  rate  would  be  $1.90. 

It  Is  manifest  that  if  the  rates  on  continuous  lines  were  thus  Increased  the  power  of 
competition  by  longer  and  indirect  lines  would  be  weakened  to  an  extent  that  would 
force  them  to  withdraw  from  the  competitive  business,  so  that  the  admitted  qualification 
in  the  second  section  would  be  entirely  neutralized  unless  the  same  terms  are  given  the  • 
same  vigniflcatlon  in  the  fourth  section.  Your  applicant  further  submits  that  the  third 
section  of  the  act  to  regulate  commerce  provides  that  it  shall  be  unlawful  for  any  com- 
mon carrier  to  give  undue  preference  or  advantage  to  any  locality  or  to  sublect  any 
locality  to  any  undue  or  unreasonable  prejudice  or  disadvantage ;  that  the  localities 
which  have  been  granted  rates  less  for  a  longer  distance  than  is  charged  localities  for 
which  a  shorter  service  is  performed  are  entitled  to  such  preference  by  reason  of  the 
superior  facilities  for  transportation  which  said  localities  enjoy,  either  by  natural  or 
artificial  ways.  The  right  of  such  localities  to  enjoy  these  advantages  has  been  recog- 
nized, as  hereinbefore  shown,  by  State's  regulation,  and  is  in  strict  accordance  with  com- 
mercial laws  and  commercial  usage.  The  increased  supply  has  in  this,  as  in  other  com- 
mercial transactions,  resulted  in  a  decrease  of  prices.  If  the  benefit  derived  from  the 
adoption  of  this  principle  in  the  adjustment  of  tariffs  to  competitive  points  was  confined 
alone  to  competitive  points  there  might  be  some  ground  for  the  charge  of  unjust  dis- 
crimination against  non-competitive  points.  But,  as  has  been  already  shown,  there  is  do 
practicable  method  of  adjusting  rates  on  Joint  lines  so  that  no  greater  charge  shall  be 
made  for  a  shorter  distance  than  is  made  for  a  longer  distance  that  will  not  Injurloiuly 
affect  the  non-competitive  as  well  as  the  competitive  points. 

It  follows,  therefore,  that  the  noncompetitive  as  well  as  the  competitive  points  are 
the  beneficiaries  of  the  present  adjustment  of  tariffs.     Would  It  not  be  putting  the  com- 

Ktitive  points  at  an  undue  and  unreasonable  disadvantage  to  deprive  them  of  all  the 
nefit  of  their  location?  Whether  the  adjustment  Is  made  on  the  basis  of  distance,  by 
means  of  increasing  the  competitive  rates  to  the  level  of  the  noncompetitive,  or  by 
decreasing  the  noncompetitive  rates  to  the  level  of  the  competitive,  tor  by  increasing 
the  one  and  decreasing  the  other,  the  result  Is  alike  to  deprive  the  competitive  point  of 
the  advantage  of  Its  location  and  confer  by  statute  on  the  noncompetitive  point  an 
advantage  it  could  obtain  In  no  other  manner.  More  than  this,  the  rates,  as  adjusted 
by  one  continuous  line,  are  not  always  a  true  indication  of  the  real  situation  of  the 
localities.  In  the  illustration  heretofore  given,  the  rate  from  New  York  to  WlUlston 
and  the  rate  to  Thompson,  76  miles  distant  on  the  same  line,  being  the  same  to  each 
point,  and  the  rate  to  Augusta,  halfway  between  those  points  on  the  same  line,  being 
lower  than  either,  seems  to  be  discrimination  In  favor  of  both  Augusta  and  Thompson 
against  Willlston.  Yet  when  the  route  from  New  York  to  Augusta  Is  via  the  ocean  and 
the  Savannah  River,  a  rate  to  Augusta  of  06  cents  and  a  rate  to  Willlston,  89  miles 
east,  and  a  rate  to  Thompson,  37  miles  west,  is  $1.17  to  each,  is  beyond  question  most 
just  and  reasonable  to  all  these  points. 

Your  applicant  submits,  in  view  of  these  facts,  that  it  Is  Impossible  to  adjust  rates  so 
as  to  comply  with  the  provisions  of  section  3  of  the  act  to  regulate  commerce,  where 
the  public  l.s  served  by  nuraorous  competing  carriers  over  routes  of  different  character, 
without  giving  due  consideration  to  all  the  conditions  and  circumstances  under  which 
the  traffic  Is  transported,  and  that  In  fact  the  arrangement  of  its  interstate  rate  Is  not 
in  violation  of  any  porticm  of  the  act  to  regulate  commerce,  but  in  entire  conformity 
therewith.  Nevertneless.  in  view  of  the  fact  that  the  provisions  of  said  act  have  not 
been  Judicially  construed,  and  In  view  of  the  fact  that  your  applicant  desires  to  act 
in  full  conformity  with  the  requirements  of  said  act,  and  to  avoid  any  penalties  that 
micht  be  incurrotl  through  an  erroneous  construction  of  said  act,  your  applicant  respect- 
fully petitions  your  honorable  lK>dy  to  exercise  In  Its  behalf  the  power  Conferred  by  the 
proviso  of  the  fourth  section  of  said  act,  and  to  relieve  your  applicant  from  the  oper- 
ation of  said  section  in  so  far  as  relates  to  Its  rates  between  competitive  points. 

The   South   Carolina   Railway   Company, 
By  .ToHN  B.  Peck,  General  Manager, 

Tbe  J.VTEBSTATB    COMMERCE    COMMISSION. 
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THE  GEORGIA  PACIFIC  RAILWAY  COMPANY.* 

Dkab  Sir  :  '*  Rates  of  freight  on  interstate  traffic."  Referring  to  a  communication  of 
C.  C.  McCain,  auditor.  I  beg  to  say  that  so  far  as  rates  from  any  one  station  on  our  line 
to  any  other  station  do  rate  is  made  higher  for  a  short  than  for  a  longer  distance.  As 
regards  rates  to  and  from  places  beyond  the  territory,  as  you  are  doubtless  aware.  It  is 
the  policy  of  all  the  railways  in  the  Southern  Railway  and  Steamship  Association  to  make 
less  rates  to  common  points  in  the  territory  of  the  association  than  to  intermediate  points 
which  are  not  common  and  to  which  no  competition  exists.  For  instance,  the  highest 
rates  from  New  York  to  stations  on  this  line  between  Atlanta  and  Birmingham  are  made 
to  Waco  and  Bremen,  Ga.     They  are : 


Highest  rates  from  New  York  to— 

WacoandBremen 152 

Anniston, Oxford, and  Birming- 
ham      114 

Highest  ratos  from  New  York  to 
points  west  of  Birmingham  are  I 
made  to—  j 

Fern  Bank  and  Hudson I    1.54 

OolumbuR,  Miss ,    12H) 


132  , 

96 


192  , 
105  , 


114     99 
86     73 


A.  '  B.  ;  C. 


tt4  '  AA  I  B4     4A 
10  |}»:  IS  '  40 


115     96     85     n     5«t  I  nH     54 
90  ,  75  i  70     fie     40  I  fi8     iiO 


I 


0. 


SCI  I  88 
49    «8 


P. 


B. 


94 

m 


n 

7D 


From  other  eastern  cities — Boston.  Philadelphia,  Baltimore,  Richmond,  Charleston. 
Savannah — the  rates  are  made  with  reUtlon  to  tne  rates  from  New  York,  we  have  prac- 
tically no  traffic  from  our  local  stations  to  the  cities  above  mentioned  of  any  goods  com- 
ing within  above  classified  rates,  but  should  shipments  be  offered  the  above-named  rates 
would  be  used. 

From  the  west  rates  are  likewise  made  leas  to  common  points — Atlanta,  Macon, 
Augusta,  etc. — than  to  Intermediate  local  stationB. 

Rates  are  published  from  Cincinnati  to  Waco  and  Bremen,  Ga.,  as  follows : 


Cincinnati  to—  , 

WacoandBremen 150  I 

Atlanta I  107 

Sardis.  Sipsey ,  and  Fayotto 161  ' 

Columbus,  Miss '  116  " 


g- 

«. 

4.  {5. 

ffi. 

A. 

B. 

a 

D. 

E, 

F. 

H. 

1E8 

Hi 

m  76 

M 

^ 

m 

* 

m 

m 

7a 

7» 

9£ 

M 

ae  !  56  :  4fl   as 

m  ,si 

m 

4J* 

M 

£3 

133 

nn 

91     76     Wt.  lis 
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40 
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u 

*4 

K 

n 

m  65 

m 

«. 

42  m 

m 

m 

69 

66 

The  same  method  is  preserved  in  making  rates  from  Louisville,  St.  Louis,  Evansvllle, 
etc. 

From  the  line  of  this  railway  our  principal  article  of  transportation  to  stations  beyond 
Is  coal.  In  making  rates  from  the  mines  situated  upon  this  railway  we  have,  by  agree- 
ment with  our  connections,  made  less  rates  to  certain  competitive  points  than  to  nearer 
noncompetitive  places.  From  Walker  County  coal  mines  to  Meridian  the  rate  is  $1.40 
per  ton.  To  the  highest  intermediate  station  on  M.  and  O.  Railroad  Marlon  rates  are  as 
follows : 

Ton. 

May  1  to  August  1 $2.00 

August  1  to  September  30 2.  20 

October  1  to  May  1 2.25 

Rate   to   Mobile 2.26 

To  highest  intermediate  point: 

May  1  to  August  1 2.20 

August  1  to  September  30 2.  30 

October  1  to  \fay  1 i 2.  45 

Rate  to  Jackson,  Miss : 2.25 

To  highest  intermediate  point : 

May  1  to  August  1 2.  10 

August  1  to  September  30 2.20 

October  1  to  May  1 2.40 

To  highest  intermediate  point  on  Memphis  and  Charleston  Railroad  : 

May  1  to  September  1 2.30 

September  1  to  October  1 2.40 

October  1  to  May  1 2.60 

Rate  to  Holly  Springs,  Miss.,  via  Starkville  and  Illinois  Central  Railroad 2.  60 

Rate  to  highest  intermediate  point  on  Illinois  Central  Railroad 3.  65 

On  cotton  : 

Rates.  Birmingham.  Ala.,  to — 

Boston   and   Providence .75 

New  York  and  Philadelphia .70 

Baltimore    .  65 

Norfolk  and  West  Point .66 

Savannah.  Charleston,  and  Brunswick .50 


•  This  property  Is  now  controlled  by  the  Southern  Railway, 
that  company  to  the  present  Inquiry. 


^^^  x^«^\!i^afe  ^"t 
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Highest  intermediate  statloD  to—                          '  ^<*"*- 

Boston  and   Providence |U.  78 

New  York*  and  Philadelphia .73 

Baltimore    .  68 

Norfolk  and  West  Point .59 

Charleston  and  Savannah .5S 

Atlanta  to  New  Orleans .50 

Highest  Intermediate  station  on  Georgia  Pacific ,  53 

Staves : 

Birmingham  to  Memphis .20 

Highest  Intermediate  station  on  Georgia  Pacific  to  Memphis .42 

Cairo,   111 .25 

Highest  Intermediate  station  on  Georgia  Pacific .42 

These  are  all  the  Instances  In  which.  In  Issuing  rates  to  or  from  this  line  of  railway,  we 
have  made  higher  rates  to  or  from  an  Intermediate  station  than  to  a  more  distant  one, 
and  in  every  case  the  difference  has  been  forced  by  strong  competition. 

We  have  been  largely  guided  In  our  action  by  the  communication  of  the  honorable 
Interstate  Commerce  Commissioners,  published  In  July  last,  and  trust  that  our  course 
will  meet  with  their  approval. 

Respectfully,  Geo.  S.  Bakncm, 

General  Freight  Agent. 
T.  Y.  Sage,  Esq., 

Oeneral  Manager,  City. 

THE  GEORGIA  MIDLAND  AND  GULF  RAILROAD." 

Dbab  Sib  :  I  beg  to  hand  you  herewith  replies  to  questions  set  forth  In  your  circular 
letter  of  October  20.  Also  In  memorandum  inclosed  with  your  letter  November  23. 
Columbus,  Ga..  Is  about  the  only  real  competitive  point  on  our  little  road,  and  to  this 
point  the  rates  are  made  by  the  Central  Railroad,  and  controlled  somewhat  by  the  boats 
on  the  Chattahoochee  River.  Hence  a  lower  rate  in  effect  to  Columbus  than  to  our  local 
stations,  for  Instance  Woodburn,  as  per  rates  shown  on  attached  memorandnm.  The 
same  rule  applies  In  making  rates  to  all  of  our  local  stations  from  common  points. 

The  rates  as  shown  on  memorandum  are  from  New  York  to  Columbus.  Ga.,  and  from 
same  common  points  to  Woodbury,  a  local  station. 

Respectfully,  yours,  C.  W.  Chears. 

Oeneral  Freight  Agent. 
C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  C. 


EAST  TENNESSEE,   VIRGINIA  AND  GEORGIA  RAILWAY.* 

Dbab  Sir  :  In  reply  to  your  circular  of  October  20,  1887,  we  have  to  say  that  we  have 
In  effect  rates  which  are  greater  for  the  short  than  for  the  long  haul  over  the  same  line 
In  the  same  direction,  the  shorter  being  included  within  the  longer  distance,  but  that  It 
Is  our  desire  to  make  our  tariffs  in  conformity  to  the  law,  as  we  understand  It.  and  we 
have  already  made  some  progress  in  this  direction,  as  the  tariffs  which  we  have  filed  with 
you  since  the  5th  day  of  last  July  will  attest. 

The  revision  of  our  tariffs  Is  attended  with  a  great  many  diflacultles,  and  we  desire  to 
point  out  some  of  the  difficulties  to  you  In  order  that  you  mav  understand  why  it  is  that 
our  tariffs  are  not  strictly  in  accordance  with  the  long  and  short  haul  clause  of  the  law. 

To  do  this  It  will  be  necessary  to  call  your  attention  to  the  geographical  location  of 
our  system  of  road. 

The  East  Tennessee  division  extends  from  Bristol  (on  the  Virginia  and  Tennessee  State 
line)  to  Chattanooga,  and  Includes  the  branch  from  Ooltewah  Junction.  Tenn.,  to  Cohutta. 
Ga. ;  the  North  Carolina  division  extends  from  Paint  Rock  (on  the  North  Carolina  and 
Tennessee  State  line)  to  Morristown.  Tenn. ;  the  Knoxvllle  and  Ohio  Railroad  extends 
from  Jelllco  (on  the  Kentucky  and  Tennessee  State  line)  to  Knoxvllle,  Tenn. ;  the  Ala 
bama  division  extends  from  Cleveland,  Tenn.,  to  Selma,  Ala. ;  the  Alabama  subdivision 
extends  from  Selma,  Ala.,  to  Meridian.  Miss. ;  the  Georgia  division  extends  from  Rome. 
Ga.,  to  Macon.  Ga. :  the  Brunswick  division  extends  from  Macon,  Ga.,  to  Brunswick.  Ga.. 
Including  the  branch  from  Cochran,  Ga.,  to  Hawkinsville,  Ga. ;  the  Memphis  and  Charles 
ton  Railroad  extends  from  Chattanooga,  Tenn..  to  Memphis.  Tenn.,  Including  branches 
from  Tuscumbla,  Ala.,  to  Florence,  Ala.,  and  Moscow,  Tenn.,  to  Summervllle.  Tenn. 

The  East  Tennessee  division  is  paralleled  for  more  than  half  Its  length  by  the  Holston 
and  Tennessee  rivers,  and  has  to  compete  with  the  water  craft  which  ply  those  streams, 
and  with  the  various  railroads  which  diverge  from  Chattanooga. 

The  Alabama  division  comes  into  contact  at  Dalton,  Ga.,  with  the  Western  and  Atlantic 
Railroad  ;  at  Rome.  Ga.,  with  the  Rome  Railroad  :  at  Cross  Plains,  Ala.,  with  the  Bast 
and  West  Railroad  ;  at  Annlston.  Ala.,  and  Oxford,  Ala.,  with  the  Georgia  Pacific  Rail- 
road and  Annlston  and  Atlantic  Railroad  ;  at  Barclays,  Ala.,  with  the  Talledega  and 
Coosa  Valley  Railroad  ;  at  Chlldersburgh.  Ala.,  with  the  Central  Railroad  of  Georgia ;  at 
Calera,  Ala.,  with  the  Ix>uisville  and  Nashville  Railroad :  at  Selma.  Ala.,  with  Cincinnati. 
Selma  and  Mobile  Railroad,  Western  Railroad  of  Alabama,  Louisville  and  Nashville  Rail- 
road, and  the  Alabama  River. 

The  Alabama  subdivision  comes  into  contact  with  the  Tomblgbee  River  at  DemopoUfi. 
Ala. ;  the  Alabama  and  Great  Southern  Railroad  at  York,  Ala. ;  at  Lauderdale,  Miss,  with 


«  See  response  of  the  Southern  Railway  to  the  present  inquiry. 
»Thl8  property  is  now  controlled  by  the  Southern  Railway.    See  response  of 
that  company  to  the  present  inquiry. 
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the  Mobile  and  Ohio  Railroad,  and  at  Meridian,  Miss.,  with  the  Mobile  and  Ohio  Railroad, 
Vlckaburg  and  Meridian  Railroad,  Alabama  and  Great  Southern  Railroad,  and  the  Ne^ 
Orleans  and  North  Eastern  Railroad. 

The  Georgia  division  is  paralleled  with  the  Rome  Railroad,  Western  and  Atlantic  Rail- 
road, and  Central  Railroad  of  Georgia ;  it  comes  in  close  contact  at  Rome.  Ga.,  with  the 
Rome  Railroad ;  at  Atlanta,  Ga.,  with  the  Western  and  Atlantic  Railroad.  Atlanta  and 
West  l*oint  Railroad,  Central  Railroad  of  Georgia,  Georgia  Railroad  and  Banking  Com- 
pany, and  Richmond  and  Danville  Railroad:  at  Macon,  Ga.,  with  the  Central  Railroad 
of  Georgia,  Georgia  Railroad  and  Banking  Company,  and  Macon  and  Covington  Railroad. 

The  Brunswick  division  comes  into  contact  with  the  Ocmulgee  River  at  Hawkinsville ; 
at  Jessup  with  the  Savannah,  Florida  and  Western  Railway,  and  at  Brunswick  with  the 
Bininswlck  and  Western  Railroad,  aud  the  general  shipping  of  an  Atlantic  port. 

The  Memphis  and  Charleston  Railroad  comes  into  contact  at  Chattanooga  with  the 
Western  and  Atlantic  Railroad.  Alabama  and  Great  Southern  Railroad,  Nashville,  Chatta- 
nooga and  Saint  Louis  Railway,  and  the  Cincinnati,  New  Orleans  and  Texas  Pacific  Rail- 
way ;  at  Stevenson,  Ala.,  and  Huntsville,  Ala.,  with  the  Nashville,  Chattanooga  and  Saint 
Louis  Railway ;  and  at  Decatur,  Ala.,  with  the  Louisville  and  Nashville  Railroad  and  the 
Tennessee  River ;  at  Tuscumbia,  Ala.,  and  at  Florence,  Ala.,  with  the  Tennessee  River ;  at 
Corinth.  Miss.,  with  the  Mobile  and  Ohio  Railroad  :  at  Grand  Junction  with  the  Illinois 
Central  Railroad,  and  at  Memphis  with  the  various  railroads  converging  there,  and  all  the 
water  crafts  on  the  Mississippi  River. 

Paralleled  and  crossed  as  this  company's  system  is  by  competing  carriers  by  rail  and 
water,  its  tariffs  are  controlled  In  a  large  measure  by  elements  of  competition  beyond  its 
control,  and  so  varied  is  this  competition  in  its  character  that  it  is  quite  impossible  for 
it  to  adopt  a  uniform  rule  by  which  to  make  Its  tariffs.  We  will  mention  some  instances 
where  our  rates  are  higher  for  the  short  than  for  the  long  haul,  and  also  give  the  reasons 
for  it.  Nashville,  Tenn.,  Chattanooga,  Tenn.,  and  Knoxville.  Tenn.,  are  large  distribut- 
ing points,  and  compete  with  each  other  for  the  same  trade,  say,  in  Georgia  and  Alabama. 
It  is  our  rule  to  make  the  rates  from  Knoxville  to  such  territory  5  cents  per  hundred 
pounds  higher  than  the  rates  from  Chattanooga,  but  In  no  case  higher  than  the  rates 
from  Nashville. 

Thus  we  publish  lower  rates  from  Knoxville  than  we  publish  from  the  smaller  places 
between  Knoxville  and  Chattanooga  to  the  points  on  the  same  line  in  the  same  direction, 
the  shorter  being  included  within  the  longer  distance ;  but  this  adjustment  does  no  Injury 
to  the  smaller  stations,  because  they  do  not  distribute  goods,  and  therefore  there  is  no 
competition  between  them  and  Knoxville. 

We  publish  lower  rates  from  Brunswick,  Ga.,  to  Selma,  Ala.,  and  Meridian,  Miss.,  than 
we  publish  to  some  intermediate  stations  on  the  same  line  in  the  same  direction,  the 
shorter  being  Included  within  the  longer  distance ;  but  we  do  this  in  order  to  put  the  port 
of  Brunswick  upon  an  equitable  basis  at  Selma  and  Meridian  with  the  ports  of  Mobile, 
New  Orleans,  etc. 

We  publish  lower  rates  from  Chattanooga  to  Meridian.  Miss.,  than  we  publish  to  Inter- 
mediate stations  on  the  same  line  In  the  same  direction,  the  shorter  being  Included  within 
the  longer  distance,  because  the  Alabama  and  Great  Southern  Railroad  Is  the  short  line 
between  Chattanoos:a  and  Meridian,  and  makes  the  rates,  which  we  have  to  meet  or  go 
out  of  that  business. 

In  cases  of  this  kind  we  think  the  circumstances  and  conditions  sufficiently  dissimilar 
to  justify  the?  greater  charge  for  the  short  than  for  the  long  haul. 

There  is  one  very  serious  matter  which  threatens  us.  and  it  is  this :  We  have  a  good 
many  miles  of  very  poor  road  in  the  States  of  Georgia  and  Alabama  upon  which  the 
railroad  commissions  of  those  States  allow  us  higher  rates  than  on  other  portions  of  the 
road,  which  runs  through  a  better  part  of  the  country.  Now,  if  the  law  should  require 
us  to  reduce  our  local  rates  In  strict  conformity  with  the  long  and  short  haul  clause, 
there  would  be  such  a  disparity  between  the  rates  thus  made  and  our  present  local  rates 
wholly  within  the  State  as  to  cause,  as  we  have  reason  to  believe,  a  reduction  of  the 
latter  rates  to  be  made,  and  such  a  general  reduction  would  be  disastrous  to  this  property. 

As  already  stated,  we  are  desirous  of  putting  all  of  our  Interstate  rates  in  line  with 
the  law.  but  in  many  cases  where  the  circumstances  and  conditions  are  different  In  each 
we  are  troubled  by  the  uncertainty  of  what  the  law  requires,  and  therefore,  between 
the  doubt  concerning  the  law  on  the  one  hand  and  a  probable  loss  of  revenues  on  the 
other,  we  may  conclude  not  to  make  the  changes  at  present,  preferring  to  depend  upon 
your  decisions  In  similar  cases  for  Ruldance. 

Very  respectfully.  T.   S.   Davaxt. 

CJenrral  Freight  Aycnt. 

C.  C.  McCain,  Esq.. 

Auditor  Interstate  Commiree  Commission,  Washington.  I).  C. 


CINCINNATI.  SELMA   AND  MOBILE  RAILWAY.  THE   WESTERN   RAILWAY  OF 
ALABAMA,   AND  THE  ATLANTA  AND  WEST  POINT   RAILROAD.- 

Deak  Sir  :  Letter  C.  C.  McCain,  auditor  Interstate  (^ommerco  Commission.  Is  herewith 
respectfully  returned.  In  reply  to  same  beg  to  advise  that  there  are  no  joint  rates  made 
by  Atlanta  and  West  Point,  Western,  and  Cincinnati.  Selma  and  Mobile  roads  between 
the  points  on  these  roads  less  for  longer  than  for  shorter  distance.  The  rates  from  the 
east  and  the  west  are  made  by  taking  the  current  agreed  rates  to  terminals.  .Atlanta. 
Montgomery.  Selma.  or  Akron,  to  which  we  add  K>cal  from  such  terminal  to  the  local 
stations  on  these  roads.  This  makes  a  through  rate  from  such  western  or  eastern  to  local 
stations  higher  than  the  tern^Inal  l>eyond. 

Yours,  truly,  Ciivs.  11.  Ckomwki.l. 

General  Freight  and  Passenger  Agent. 
Cecil  Gabbktt.  Esq.. 

Oeneral  Manager,  City. 

a  See  resi)onse  of  the  Southern  Kail  way  to  tlio  YU'enewt  Vwc\\\\\>'. 
S.  Doc'.  244,  r,f)-1 2S  % 
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SOUTHERN    RAILWAY   COMPANY. 

Washington,  D.  C,  Xovember  — ,  IDOo. 
Sib:  In  response  to  your  request  dated  September  9,  1905,  for  certain  infor- 
mation in  detail  with  resjiect  to  changes  in  conditions  described  in  certain  letters 
addressed  to  the  Interstate  Commerce  Ck)mmission  in  1887,  and  changes  in  the 
adjustment  of  ra^es  as  referred  to  therein  and  as  named  in  certain  tables  sub- 
mitted therewith,  I  beg  to  advise  as  follows : 

I. 

With  resi>ect  to  letter  from  Mr.  John  B.  Peck,  general  manager  the  Soutlii 
Carolina  Railway,  dated  April  23,  1887,  I  beg  to  advise  that  the  said  South 
Carolina  Railway  is  now  an  integral  part  of  the  Southern  Railway  system,  and 
because  of  this  condition  the  lines  of  the  former  South  Carolina  Railway  are 
engaged  to  a  much  larger  extent  than  at  the  date  named  in  the  transportatiou 
of  interstate  traffic. 

The  change  in  the  ownership  of  the  South  Carolina  Railway  has  not  affected 
the  conditions  of  comi)etition  which  led  that  line  to  apply  lower  rates  between 
Augusta,  Ga.,  on  the  one  hand,  and  Charleston  and  Columbia,  S.  C,  on  the  other 
hand,  than  applied  between  Augusta,  Charleston,  or  Columbia  and  intermediate 
points.  The  rates  from  Charleston  and  Columbia  to  points  in  South  Carblina 
are  fixed  by  the  South  Carolina  railroad  commission,  and  said  rates  are  sub- 
stantially lower  than  they  were  in  1887. 

Rates  between  Augusta,  Ga.,  and  points  In  South  Carolina  are,  generally 
speaking,  no  higher  than  the  rates  for  the  same  distance  between  points  in 
South  Carolina.  Not  only  Is  this  true,  but  it  Is  the  custom  of  the  carriers  to 
apply  on  traffic  between  Augusta  and  points  in  South  (^arollna  what  is  known  as 
the  "exception  sheet'*  of  the  South  Carolina  railroad  commission.  So  that.  In 
effect,  the  South  Carolina  railroad  commission  fixes  the  rates  between  Augusta 
and  i)olnts  In  that  State.  The  reason  for  this  is  that  Augusta  Is  on  the  very 
border  of  South  Carolina,  and  commercial  conditions  require  that  It  shall  enjoy 
practically  the  same  basis  of  rates  on  business  to  and  from  ix)ints  in  South 
Carolina  as  com[>eting  commercial  centers  In  that  SUxte  enjoy. 

The  rates  from  Augusta  to  Charleston  are  made  the  same  as  from  Augusta  to 
Savannah,  the  latter  being  the  product  of  direct  water  competition  via  the 
Savannah  River.  Furthermore,  there  Is  a  competition  both  at  Savannah  and 
Charleston  by  ocean  routes,  which  has  more  or  less  Infiuence  on  the  adjustment 
of  rates  to  these  ports.  It  has  been  the  custom  for  many  years  to  keep  the  ports 
of  Charleston  and  Savannah  on  a  parity  with  relation  to  the  trade  of  Augusta. 

The  rates  from  Charleston  and  Savannah  to  Augusta  are  determined  to  a '  large 
extent  by  direct  water  competition  on  the  Savannah  River  from  Savannah  to 
Augusta. 

The  rates  from  Columbia,  S.  C,  to  Augusta,  Ga.,  must  be  made  with  some 
relation  to  rates  from  other  competing  trade  centers.  In  brief,  the  fact  that 
Augusta  has  the  benefit  of  an  all-water  route  between  Augusta  and  Savannah 
has  a  bearing  directly  or  indirectly  on  the  general  adjustment  of  rates  to  and 
from  that  i>olnt. 

The  c*ompetitive  forces  existing  at  Augusta,  Columbia,  and  Charleston  are 
substantially  dissimilar  from  those  existing  at  intermediate  points  in  South 
Carolina,  and  this  substantial  difference  In  conditions  is  amply  sufficient  to 
justify  the  fact  that  the  rates  to  the  intermediate  are  higher  than  to  the  more 
distant  i>oints. 

Below  Is  a  memornndimi  showing  present  rates  between  these  points  and 
including  the  highest  iutermediate-iK)lnt  rates. 
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FROM  CHARLESTON. 
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The  present  lines  competing  for  traffic  between  Augusta  and  Charleston  are : 

(1)  Southern  Railway  Company. 

(2)  Atlantic  Coast  Line  Railroad  Company. 

(3)  Charleston  and  Western  Carolina  Railroad,  in  connection  with  Atlantic 
Coast  Line  Railroad  via  Yemassee. 

Competition  between  these  carriers  is  quite  as  active  as  in  1887. 

The  competition  between  the  port  of  Charleston  and  the  port  of  Savannah  for 
Augusta  trade  is  even  more  active  at  this  time  than  in  1887. 

The  number  of  boats  operating  on  the  Savannah  River  has  been  increased, 
and  the  volume  of  traffic  moving  via  the  Savannah  River  is  greater  than  ever 
before.  The  rates  by  the  boat  lines  have  been  reduced,  and  to  some  extent  the 
lK)ats  enjoy  a  monopoly  of  the  traffic,  having  made  the  rates  so  low  that  the  rail 
carriers  can  not  alTord  to  compete  with  them. 

There  has  been  no  change  in  the  routes  between  Augusta  and  Charleston  and 
Augusta  and  Savannah,  except  that  the  Southern  Railway  now  has  a  line  from 
Augusta  to  Savannah  via  Blackville,  145  miles  in  length,  and  the  Charleston 
and  Western  Carolina  Railroad,  in  connection  with  the  Seaboard  Air  Line  Rail- 
way via  Fairfax,  S.  C,  forms  the  shortest  route,  namely,  123  miles  between 
Augusta  and  Savannah.  It  is  true  now,  as  well  as  In  April,  1887,  that  the  laws 
of  the  State  of  Georgia  permit  the  carriers  to  meet  competition  without  regard 
to  the  long  and  short  haul  clause.  Therefore  the  Central  of  Georgia  Railway 
between  Augusta  and  Savannah,  lying  wholly  within  the  State  of  Georgia,  Is 
able  to  make  such  rates  between  Augusta  and  Savannah  as  may  and  do  meet 
the  all-water  competition,  without  in  any  wise  (listurbing  its  intermediate  rates. 
This  aflTords  a  substantial  reason  why  the  line  between  Augusta  and  Charles- 
ton, engaged  In  interstate  traffic,  should  be  allowed  to  adjust  its  rates  between 
those  i)oints  without  regard  to  the  adjustment  to  and  from  intermediate  points. 

With  reference  to  section  two  of  Mr.  Peck's  letter,  it  will  be  observed  that 
the  two  lines  between  Augusta  and  Columbia  referred  to  are  now  both  parts  of 
the  Southern  Railway,  and  that  some  rf  the  intermediate  rates,  for  reasons 
already  mentioned,  are  higher  than  to  Columbia  over  both  lines.  This  is  due  to 
the  dissimilar  conditions  prevailing  at  the  local  points  as  compared  with  those 
at  points  which  are  competitive. 

Therefore  the  conditions  mentioned  by  Mr.  Peck  as  relating  to  rates  between 
Augusta  and  Columbia  no  longer  exist  as  to  Columbia  and,  as  above  stated,  to 
Intermediate  |K)ints. 

In  section  four  of  Mr.  Peck's  letter  reference  is  made  to  the  basis  of  rates 
New  York  to  Williston,  S.  C,  and  New  York  to  Thomson,  Ga.,  as  compared  with 
rates  to  Augusta,  which  rates  are  shown  in  Exhibits  0,  8,  and  9.  The  rates 
New  York  to  Williston,  S.  C.  in  September.  1887,  have  been  reduced  the  follow- 
ing amounts  to  date : 
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Rates  to  Thomson,  Ga.,  a  station  on  the  Georgia  Railroad,  appear  to  have 
been  slightly  advanced.  This  condition  is  unusual,  and  the  matter  will  be  given 
attention,  as  conditions  named  by  Mr.  Peclv  in  his  letter  still  prevail  at  Williston 
and  Thomson  when  compared  with  Augusta. 

II. 

Now,  referring  to  letter  from  Mr.  Sol  Haas,  traffic  manager  of  the  Richmond 
and  Danville  Railroad,  without  date,  containing  various  exhibits  of  rates  to 
Intermediate  points  higlier  than  to  points  beyond,  I  l)eg  to  advise  as  follows : 

(1)  Rates  from  eastern  and  Virginia  cities  to  Atlanta  and  Gainesville,  com- 
petitive points,  versus  I^ngview.  Ga.,  now  known  as  Alto,  Ga.,  a  noncompetitive 
point: 

Attention  is  invited  to  Exhibits  Nos.  1.  U,  and  3.  which  contain  a  recprd  of 
changes  in  rates  from  New  York  via  water  and  rail  from  September,  1887,  to 
date. 

New  York  is  a  typical  point,  and  the  relation  of  rates  between  New  York, 
on  the  one  hand,  and  the  other  eastern  i)ort  cities,  on  the  other  hand,  is  fixed ; 
so  that  changes  from  New  York  result  in  corresponding  changes  from  the  other 
points  involved. 

As  the  all-rail  rates  from  the  east  are  adjusted  with  relation  to  the  water  and 
rail  rates,  the  changes  made  in  the  latter  are  typical  as  to  the  all-rail  rates. 

It  will  be  noted  from  these  exhibits  that  the  present  class  rates  to  Atlanta 
and  Gainesville.  Ga.,  are  lower  than  in  September,  1887,  to  the  following  extent: 


1.     I    2.     ,    II 
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To   Longvlew    (Alto),   Ga..   however,   the   reductions   have   l)een   very   much 
greater  than  to  Atlanta,  namely : 
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The  readjustment  to  Long\i^  is  typical  of  the  readjustment  to  other  local 
points  Intermediate  to  Atlanta. 

We  have  shown  in  Exhibits  Nos.  1  and  2  a  number  of  rates  on  leading  com- 
modities from  New  York  to  Atlanta  and  Gainesville.  In  which  there  have  been 
very  substantial  reductions  since  1887.  We  have  not  shown  these  commodities 
to  Long\'iew  (Alto),  Ga.,  because  they  do  not  move  direct  to  that  point.  How- 
ever, on  any  movement  which  might  occur  the  rate  to  Alto  would  not  exceed  the 
commodity  .rate  to  Atlanta  plus  the  local  rate  from  that  point. 

The  reductions  in  these  rales,  generally  speaking,  are  the  result  of  competition 
between  carriers  and  betwov^n  markets. 

(2)  Rates  from  eastern  and  Virginia  cities  to  Athens,  Ga.,  a  competitive  point, 
as  compared  with  Gillsville,  an  intermediate  noncompetitive  point. 

Exhibits  Nos.  4  and  5  contain  a  history  of  changes  in  rates  to  these  points 
since  September,  1887.  The  histor>'  of  these  rates  is  practically  the  same  as 
given  with  respect  to  Atlanta  and  Gainesville,  and  is  likewise  the  result  of  com- 
petition. 

(3)  Rates  from  eastern  and  Virginia  cities  to  Augusta,  Ga.,  a  competitive 
point,  versus  rates  to  Trenton,  S.  C.  an  intermediate,  noncompetitive  point. 

Reference  is  here  made  to  Exhibits  Nos.  0  and  7,  sliowing  the  adjustment  of 
rates  to  these  iwints  since  Septeml)er,  1887.  and  at  the  present  time,  with  the 
changes  made  during  the  intervening  i/eriod. 

It  will  be  noted  that  as  to  the  class  rates  to  Augusta  they  are  the  same  as  in 
1887,  and  various  conunodity  rates  have  been  established  representing  sub- 
stantial reductions.  The  class  rates  to  Trenton,  S.  C,  however,  have  been 
reduced  as  follows : 
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The  rates  to  the  intermediate  iwiiit  are  held  higher  than  the  farther 
I>etitive  point,  owing  to  dissimilar  conditions  as  between  said  points. 

(4)  Rates  from  the  east  to  Columbia,  S.  C,  a  competitive  point,  v 
Blythewood,  S.  C,  an  intermediate,  noncompetitive  point 

Reference  is  here  made  to  Exhibits  Nos.  10  and  11.  Rates  from  the  ei 
Columbia  are  the  same  at  present  as  in  1887,  ext^pt  as  to  various  commo 
shown  in  Exhibit  No.  10,  on  which  substantial  reductions  have  been  made. 

Rates  from  the  east  to  Blythewood.  S.  C,  are  lower  than  in  1887  to  th 
lowing  extent,  as  shown  in  Exhibit  No.  11  : 
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The  rates  to  the  intermediate  points  are  held  higher  than  to  the  farther 
petitive  point  owing  to  dissimilar  conditions  as  between  said  points. 

(5)  Rates  from  the  east  to  Goldsboro,  N.  C,  a  competitive  point,  \ 
Princeton,  N.  C,  an  intermediate  noncompetitive  point 

See  Exhibits  Nos.  12  and  13.  It  will  be  noted  that  the  rates  to  Gold 
have  been  reduced  to  the  following  extent :  * 


1. 

21 


8. 


18  : 


9  5 


A. 
4 


B.       C. 


D. 


16  I      16 
and  to  Princeton,  N.  C,  to  the  following  extent : 
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and  that  the  rates  to  Princeton,  the  shorter  distant  jwint,  are  no  longer  h 
than  to  Goldsboro,  the  farther  distant  imint. 

(6)  Rates  from  eastern  and  Virginia  cities  to  Lincolnton,  N.  C\,  a  conii>e 
point,  versus  Pleasant  Ridge,  N.  C,  a  noncompetitive  point. 

See  Exhibits  Nos.  34  and  15.  from  which  it  will  be  observtHl  that  the  pr 
rates  to  Lincolnton  are  lower  than  in  1887  to  the  following  extent : 
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and  to  Pleasant  Ridge  (Clover,  S.  C.)  to  the  following  extent: 
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and  that  the  present  rates  to  Clover,  S.  C,  are  no  longer  Ijlgher  than  to  Lin- 
colnton,  except  on  Classes  C  and  B\  the  result  of  error  which  will  be  corrected. 

With  reference  to  the  balance  of  Mr.  Hass's  letter  we  note  one  discrepancy, 
and  that  is  as  to  rates  to  Gainesville,  Ga.,  from  Boston  and  Providence  as  com- 
pared with  rates  from  New  York.  In  May,  1891,  the  Carolina  differential  was 
established  making  that  point  higher  from  Boston  and  Providence  than  fi*om 
New  York,  while  the  other  points  were  continued  on  the  basis  of  same  rates 
from  all  iioints. 

It  may  be  also  mentioned  that  the  Southern  Railway  Company  now  partici- 
pates in  the  making  of  rates  from  St.  Louis  and  Ohio  River  crossings  to  Caro- 
lina and  southeastern  points,  but  the  method  pursued  Is  practically  the  same  as 
pursued  by  Mr.  Haas. 

III. 

Letter  from  Mr.  George  S.  Barnum : 

The  Georgia  Pacific  Railway  is  now  a  part  of  the  Southern  Railway  system. 
Conditions  of  competition,  however,  which  affected  the  adjustment  of  rates  to 
points  oh  or  reached  by  that  line  have  not  been  lessened  in  any  degree  by  the 
fact  that  said  line  is  now  a  part  of  the  Southern  Railway. 

The  statement  made  in  Mr.  Barnum*s  letter  that  "  So  far  as  rates  from  any 
one  station  on  our  line  to  any  other  station,  no  rate  is  made  higher  for  a  shorter 
distance  than  for  a  longer  distance,"  is  no  longer  true.  Conditions  of  comi>eti- 
tlon  have  made  it  necessary  to  deviate  from  the  long  and  short  haul  clause  on 
interstate  traffic  passing  between  comi)etitive  or  noncompetitive  points  on  the 
Georgia  Pacific,  as  follows : 

In  illustration  of  this  changed  condition,  I  have  shown  below  the  present  rates 
from  Atlanta  to  Annlston  as  compared  with  rates  from  Atlanta  to  De  Aruian- 
ville,  an  intermediate  station,  likewise  rates  Atlanta  to  Birmingham  as  com- 
pared with  rates  Atlanta  to  Leeds : 
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The  conditions  at  these  noncomi>etitive  points  are  entirely  dissimilar  from 
those  at  Anniston  and  Birmingham,  the  rates  to  which  points  were  adjusted  with 
regard  to  the  competition  of  carriers. 

The  existing  rates  between  these  competitive  points  are  substantially  lower 
than  they  were  in  1887.  These  reductions,  however,  have  not  been  confined  to 
competitive  traffic.  On  the  contrary,  substantial  reductions  have  been  made  In 
the  rates  to  local  iwlnts  as  well  as  comi)etItive  points,  as  may  be  seen  on  exami- 
nation of  Exhibits  Nos.  16,  17.  and  18. 

Rates  from  New  York  to  Anniston.  Oxford,  and  Birmingham,  Ala.,  competi- 
tive ix>ints.  and  to  Waco  and  Bremen,  Ga..  intermediate  and  noncompetitive 
lK>ints. 

See  Exhibits  Nos.  16,  17.  and  18.  No  change  has  been  made  in  the  class  rate 
adjustment  from  New  York  to  Anniston  and  Blrmingliam,  but  the  following 
reductions  have  l^een  made  in  tlie  rates  from  Now  York  to  Bremen  and  Waco, 
namely : 
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These  reiluctions  are  due  to  a  ;")  i)er  cent  lowering  of  the  Georgia  Railroad 
Commission's  scale  and  an  effort  to  make  a  better  aligimient  of  rates  to  local 
stations  on  the  former  Georgia  Pacific  Railroad. 

Rates  from  the  West  to  stations  between  Birmingham  and  Columbus  at  the 

t/we  of  Mr.  Barnunrs  letter  were  made  wmblnation  of  full  rates  to  Birmingham 

or  Columbus  added  to  the  Georgia  PacVtic  \ociv\  tti\c^.    TVi^  ^uthem  Railway 
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has  since  adopted  a  differential  adjustment  to  these  stations,  resulting  in  large 
reductions,  as  hereinafter  shown. 

The  rates  shown  from  New  YoTk  to  Birmingham  as  compared  with  points 
intermediate — Waco  and  Bremen — are  typical  of  the  general  rate  adjustment 
whereby  we  find  noncompetitive  intermediate  points  higher  than  to  farther 
competitive  towns. 

Mr.  Barnum  refers  to  the  adjustment  of  rates  from  Cincinnati  to  Waco  and 
Bremen,  Ga.,  as  compared  with  Atlanta,  and  I  beg  to  call  your  attention  to 
Exhibit  No.  23,  showing  rates  to  Atlanta  in  September,  1887,  as  compared  with 
the  present  rates,  and  which  shows  reductions  on  classes  and  very  material 
rednctious  on  commodities  named.    The  reductions  on  the  classes  are  as  follows : 
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Kates  from  Cincinnati  to  Waco  and  Bremen,  Ga.,  are  shown  In  Exhibit  No.  24, 
i\nd  the  changes  since  1877  show  eleven  reductions  and  two  advances  to  Waco. 
To  Bremen,  Ga.,  however,  the  rates  in  September,  1887,  as  compared  with 
October,  11X)5,  show  very  material  reductions  represented  by  the  following 
ligures : 
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What  was  said  as  to  the  cause  of  reductions  from  eastern  cities  to  these  sta- 
tions between  Atlanta  and  Birmingham  applies  with  same  force  to  the  rates 
from  Cincinnati. 

Exhibit  No.  25  gives  you  the  rates  from  Cincinnati  to  Columbus,  Miss.,  as 
compared  with  rates  to  Sardis  (now  Stough),  Ala.,  Fayette,  Ala.,  and  "Slpsey, 
Ala.  The  Columbus  rates  are  adjusted  with  relation  to  the  rates  to  Mississippi 
River  crossings,  and  this  exhibit  shows  both  advances  and  reductions,  the  re- 
ductions being  on  tbe  classes  of  largest  movement. 

The  amount  of  advance  or  reduction  follows : 
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To  the  .local  stations  on  the  Georgia  Pacific  Railroad  mentioned  by  Mr.  Bar- 
num, namely,  Sardis,  Fayette,  and  Sipsey,  Ala.,  and  which  also  appear  in  Ex- 
hibit No.  25,  reductions  have  been  made  as  follows : 


B.    I    C.       D.       E.       H.        p. 


Mr.  Bnmum  makes  reference  to  the  existing  coal  rates  from  Walker  County 
mines,  and  that  you  may  see  the  changes  since  1887  I  have  prepared  Exhibit  No. 
26,  from  which  you  will  see  that  though  Intermediate  i>oInts,  in  many  cases,  still 
take  higher  rates,  very  material  reductions  on  the  whole  have  been  made. 

Mr.  Barnum  failed  to  give,  in  a  number  of  cases,  the  name  of  the  intermediate 
point  to  which  he  named  rates,  so  I  have  substituted  similarly  situated  points, 
which  may  have  been  the  ones  he  had  reference  to. 

At  any  rate,  the  points  actually  named  come  wVthVn  t\\e  0L^cv\\>\.\cy5\  *^  \i\^^«X. 
intermediate  point/' 
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Exhibit  No.  26  gives  a  comparison  of  the  rates  on  cotton  from  Birmingham  in 
1887  to  eastern  and  Virginia  cities  and  South  Atlantic  coast  points.  Very 
material  reduction  has  been  made,  ascribable  to  the  general  alignment  of  rates 
on  this  important  commodity. 

You  will  please  observe  that  the  intermediate  points  on  the  Georgia  Pacific 
Railway  are  not  now  higher  than  the  farther  comi>etitive  points  when  reference 
Is  had  to  these  east-bound  rates. 

.  Mr.  Barnum  also  mentions  rates  on  cotton  from  Atlanta  to  New  Orleans,  and 
Exhibit  No.  2G  contains  his  figures,  as  well  as  the  present  rates,  and  shows  a 
reduction  from  Atlanta.  The  exhibit  in  question  likewise  shows  a  comparison 
of  the  highest  intermediate  point  at  that  time,  unnamed  by  Mr.  Barnum,  with 
the  present  highest  intermediate  point  on  the  same  line. 

The  Atlanta-New  Orleans  rate  is  made  by  the  direct  line.  You  will  see  that 
the  intermediate  Georgia  Pacific  Railway  iK^int,  Heflin,  Ala.,  is  higher  than 
Atlanta,  and  as  explanation  I  mention  the  direct-route  rate  from  Atlanta  as 
against  the  indirect  route  through  Heflin. 

IV. 

Mr.  C.  C.  Chears's  letter : 

Mr.  Ghears  makes  reference  only  to  changes  to  Columbus  and  Woodbury,  Ga. 
Copy  of  memorandum  of  rates  which  Mr.  Chears  inclosed  to  the  Commission  is 
not  included  in  the  documents  transmitted  with  your  letter.  However,  I  have 
prepared  Exhibits  Nos.  21  and  22,  which  show  the  rates  in  effect  to  Columbus. 
Ga.,  and  to  Woodbury,  Ga.,  in  1887  and  at  the  present  time,  with  the  intervening 
changes. 

Reductions  have  been  made  in  the  class  rates  to  Columbus,  as  follows : 
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Like\yise,  various  commodities  have  l)een  established. 

However,  these  rates  to  Coliuubus  are  made  by  the  direct  route,  through 
Savannah,  Ga..  in  connection  with  the  Central  of  Georgia  Railway,  on  which  line 
Woodbury  is  not  located.  The  Southern  Railway,  via  Its  indirect  route  through 
Macon  and  McDonough,  simply  meets  at  Columbus  rates  established  by  the 
direct  line. 

The  rates  from  the  oast  to  Woodbury  are  sulistantially  the  same  as  in  1887. 

V. 

Letter  from  Mr.  T.  S.  Davant : 

His  statement  that  rates  from  Knoxville  to  points  in  Georgia  and  Alalmmn 
are  5  cents  higher  than  from  Chattanooga,  but  in  no  case  higher  tlian  Nashville, 
does  not  hold  at- this  time.  Knoxville  is  still  on  a  dilTercntial  basis  over  Chat- 
tanooga, the  figures  l^oing  as  follows : 


Vi\ 


A. 


c.   !   D. 


M 


3  I       .3 


E.    ;    H.    •    F. 


8  3        6 


This  differiMitial  l»asis  applies  to  all  territory  east  of  the  line  fnmi  Chatta- 
nooga, through  Birmingham  and  Montgomery,  to  l*eiLsaeola.  Fla.,  with  Nash- 
ville rates  as  maxima.  To  points  west  of  the  line  des<.Tibed  this  basis  ai>plies 
without  relation  to  the  Nashville  rates. 

Mr.  Davant's  statement  that  rates  from  i)oints  between  Knoxville  and  Chatta- 
nooga to  southeastern  ix>ints  are  higher  than  from  Knoxville  is  also  out  of  date. 
Rates  at  the  present  time  are  the  same  or  lower  than  Knoxville,  the  method  of 
making  rates  l)eing  the  use  of  the  same  differentials  from  points  inmiediately 
west  of  Knoxville  and  scaling  down  as  they  approach  Chattanooga. 

The  general  situation,  as  outlined  by  Mr.  Davant,  with  relation  to  competition 
by  ptirnUel  lines  and  cross  lines  \s  substawtlaVly  the  same  at  this  time. 
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VI. 

Letter  from  Mr.  Charles  H.  Crouiwell : 

The  situation  with  respect  to  the  Ciucinuati,  Selina  nud  Moliile  Railway,  as 
set  forth  by  Mr.  Cromwell  in  3887,  is  practically  the  situation  to-day. 

Intermediate  points  are  in  many  cases  higher  than  the  farther  points,  owing 
to  the  dissimilar  locations. 

VII. 

The  reductions  in  rates  herein  indicated  are  tyiJlcal  of  the  changes  made  gen- 
erally throughout  the  South  during  the  last  eighteen  years  and  afford  striking 
illustration  of  the  downward  tendency  of  rates  in  that  section.  It  should  be 
borne  in  mind,  however,  that  the  reductions  made  in  the  actual  rates  do  not  by 
Jiny  means  represent  the  reductions  that  have  been  made,  because,  through  the 
medium  of  the  classification,  the  application  of  which  is  general  and  which  is 
constantly  undergoing  changes  to  meet  new  conditions  in  trade,  thousands  of 
rutes  have  been  reduced. 

In  response  to  jour  request  for  typical  instances  of  greater  charges  for  Inter- 
mediate than  for  longer  hauls  over  the  same  line  and  in  the  same  direction, 
under  an  arrangement  for  continuous  transportation,  I  beg  to  give  you  the 
following : 

The  following  are  the  rates  on  numbered  or  merchandise  classes,  via  water 
and  rail,  from  New  York.  N.  Y.,  to  Savannah,  Ga.,  compared  with  rates  from 
New  York  to  Columbia,  S.  C,  an  intermediate  point : 


To- 



1. 

70 
9tS 

i. 

58  ' 
81 

3. 

48 
70 

94  i 

68  1 

28  j 

"1 

6. 

Savannah    

Sf* 

Columbia 

The  rates  from  New  York  to  Savannah  were  made  to  meet  all-water  competi- 
tion with  the  coastwise  steamship  lines,  which  carry  tlie  following  rates, 
namely : 


1. 


55 


5. 


45 


85        28  I 


2ii  I    18 


At  the  rates  shown  the  water  and  rail  i*oute  is  able  to  secure  only  a  small 
share  of  the  traffic.  Columbia,  S.  C,  while  intermediate,  is  not  on  the  coast, 
yet  rates  to  that  point  are  affected  by  the  all-water  rates  to  Charleston,  added  to 
the  rates  from  Charleston  to  Columbia.  There  is  also  water  comi)etition  at 
Columbia  from  boats  nmning  from  Geogretown  on  the  Santee  River.  Because  of 
these  competitive  conditions  at  Columbia,  the  rates  to  that  iwint  are,  as  hereto- 
fore shown,  lower  than  to  certain  intermediate  points.  I  might  add  that  as  to 
Savannah  by  water  and  rail,  the  direct  route,  which  makes  the  rate,  is  not 
through  Columbia. 

The  following  is  a  comparison  of  the  same  classes  of  rates  from  New  York  to 
Charleston,  S.  C,  with  rates  to  Branchville.  an  intermediate  point : 


Charleston 70 

Branchville W 


I 


58 

87, 


34  1 
60 


2i* 

38 


The  rates  to  Charleston  are  affected  by  the  same  competition  that  exists  at 
Savannah,  the  all-water  routes  to  Charleston  having  the  same  all-water  rates 
as  to  Savannah.  The  rates  to  Branchville.  an  intermediate  rail  point,  while 
higher,  are  affected  by  the  competition  at  Charleston,  and  are  no  higher  than  IV^ 
rates  to  Charleston  plus  local  rates  from  Charleston  to  BvwwcVwVW^. 
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the  above  two  illustrations  are  typical  cases  where  rates  to  points  intermedi- 
ate to  South  Atlantic  coast  points  are  higher  than  to  said  coast  points. 

The  following  is  a  comparison  of  rates  from  New  York  to  Mobile,  Ala.,  and 
Atlanta,  6a. : 


To- 

75 
105 

2. 

65 
98 

1 

3.     1    4.         5. 

1           1          i      - 
6.    .    A.    ,    B.   i    C. 

1           i 

D. 

45 

88 

E.       H. 

•f. 

Mobile : 

Atlanta i 

65  i      45  '      40 

88.|      68  1      56 

85  '      8o!      85  !      40 

44  1      86  1      48  :      40 

45  1      45 

58|      60 

The  all-water  rates  from  New  York  to  Mobile  are  as  follows : 

!  1. 

1 

2. 

[ 
8.     ;    4. 

1           i           '                      '           1           > 
j    5.    1    6.    .    A.       B.    1    C.       D.    1    E. 

H. 

F. 

i     70 

60 

60 

40  1      86  '      8U  !      8U  1     80  1     %  .      40  1      40 

i        i        i        ;        1        1        1 

40 

The  water  and  rail  rates  to  Mobile  are  made  to  meet  all-water  competitioD. 
The  rates  to  Atlanta  are  not  affected  by  that  competition  yet  the  rates  to  Atlanta 
ore  the  result  of  aggressive  competition  and  are  lower,  as  has  been  heretofore 
shown,  than  to  some  intermediate  points. 

The  following  fs  a  comparison  of  rates  from  New  York  to  Vicksburg.  Miss., 
with  rates  from  New  York  to  Meridian,  Miss.,  an  intermediate  point : 


To— 


Vicksburg I    104 

Meridian ,    114 


95 
UK 


86  I 


08  , 
73  , 


56  I 
60  I 


6.     I    A.    I 

!..  .    !. 

44  i      86  I 
4»  i      86  I 


B.    i    C. 


48  I      86 
48        40  . 


I 


:i5 

3», 


58  , 
58 


60 
68  , 


65 

78 


The  Vicksburg  rates  from  the  east  are  the  result  of  all-water  competition  via 
ocean,  gulf,  and  river,  Vicksburg  and  other  points  in  Mississippi  Valley  terri- 
tory, reached  directly  via  ocean  and  gulf,  are  rival  communities.  The  rates  to 
Meridian  are  more  or  less  affected  by  this  all-water  competition,  but  not  to  the 
same  degree.  Rates  are,  therefore,  held  on  a  higher  basis  than  the  farther 
ix)int,  Vicksburg. 

The  following  jiro  rates  from  New  York  to  Greenville,  Miss.,  as  compared 
with  rates  New  York  to  Columbus,  Miss.,  an  intermediate  point: 


To- 


GreenvUle ,    1(W  ,     U5       78       61 

Oolumbua :    188!    !»)      H«  ;     «^ 


50 
70 


40  I     49 
52  I      58 


c. 

1 
D.    1 

E. 

41 
47 

47  1 

5B 
61 

60 
74 


m 

94 


What  has  been  said  of  the  rates  to  Vicksburg  and  Meridian  will  apply  with 
equal  force  to  Greenville  and  Columbus. 

Below  are  rates  from  New  York  to  Chattanooga,  Tenn.,  as  compared  with 
rates  to  Sweetwater.  Tenn..  an  intermediate  station : 


To- 


Chattanooga 
Sweetwater 


1. 

SJ. 

3.  i 

1 
4. 

1 

1 
«•   1 

A. 

B. 

Kft  , 

lar,  ' 

98 
1115 

90  1 

68 
72 

.vt! 

44 
5.3 

1 

:iii  , 

Hi 

48 

■>■; 

E. 

H. 

60 
72 

1 

40  , 

1 
89 
44 

58 
68 

78 
88 


The  conditions  at  Sweetwater  are  entirely  dissimilar  from  those  at  Chatta- 
nooga, the  latter  iwint  being  one  of  active  competition,  while  Sweetwater,  a 
noncompetitive  point,  is  held  higher,  though  not  higher  than  lowest  combinatioB. 
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Below  are  rates  from  New  York  to  Atlanta,  Ga.,  as  compared  with  Braswell, 
Ga.,  au  intermediate  noncompetitive  point : 


To- 

1. 

2.         3.    1 

4. 

! 
5.     ; 

6. 

A. 

B. 

C. 

D. 

E. 

H. 

P. 

Atlanta 

105 

laB 

98        83  ' 

117      108] 

68  i 
87  1 

56 
78 

44 

58 

86 
43 

48  ! 
56 

40 
41 

89 
39 

68 
62 

00| 

79  1 

78 

Braswell 

71 

_ 

_• 

._ 

..     . 

_ 



! 



As  repeatedly  referred  to,  Atlanta  is  a  point  of  active  and  aggressive  compe- 
tition, rates  being  largely  tbe  result  of  water  rates  to  South  Atlantic  coast 
points.  Braswell,  Ga.,  is  dissimilarly  situated,  the  rates,  however,  being  not 
l)igher  than  lowest  combination. 

Tbe  following  are  the  rates  from  New  York  to  Meridian.  Miss.,  as  compared 
with  Bellamy,  Ala.,  the  latter  an  intermediate  noncompetitive  ix)int : 


To- 


..  '  3.  i 

-i-  -I 


A. 


B. 


Meridian '    114        98  |     86        78        60  >      49        86  I      48 

Bellamy !    152  I    180      114        9H        81,      66        58'      66 

i  .  I  I  ' 


c. 

D. 

89 
52 

B. 

H. 

P. 

40 
56 

68 
80 

68 
92 

78 
110 

Rates  to  Meridian  are  relatively  ndjuste<l  as  to  similarly  classed  markets  and 
with  relation  to  rates  via  the  Gulf.  Conditions  at  Bellamy  are  not  similar,  and 
the  higher  rates  to  that  point  are  Justified  for  that  reason. 

I  beg  to  call  your  attention  to  rates  from  New  York  to  Macon,  Ga.,  as  com- 
pared with  rates  to  Jackson,  Ga.,  an  intermediate  noncouipotitive  point : 


... 

To- 

1. 

2. 

Maf*oTi 

102 
183 

1 
91 

jArVnnTi 

117  1 

HI  , 
102  ' 


66  I 

87 


55  I 
73 


4:^ 
68 


A. 


84| 
48  ' 


47 
56 


C. 


35  i 


84 


I 
H.  I  P. 


58  : 

79 ; 


71 


The  rates  to  Macon  are  the  result  of  aggressive  competition,  and  likewise  of 
the  low  rates  carried  by  direct  water  lines  to  Savannah  and  Brunswick,  Ga. 
The  situation  at  Jackson,  a  local  station,  is  entirely  dissimilar,  the  rates  l>eing, 
however,  not  higher  than  the  rates  to  Macon  i)lus  local. 

The  following  are  the  rates  from  Cincinnati.  Ohio,  to  New  Orleans.  Ii«i..  as 
compared  with  rates  from  Cincinnati  to  Meridian,  Miss.,  a  competitive  inter- 
mediate point : 


To- 


1. 


NewOrleanfl i     98       83 

Meridian 106  !      92 


3. 


78  i 
78 


44 

55  . 


B. 


:«        28  !  27 

48       :»    :u.5 


P. 


27 
29 


22 
27  ' 


31 

;« I 


61 
59 


49 
68 


The  adjustment  to  New  Orleans  Is  a  direct  result  of  an  effort  to  meet  the 
all-water  competition  via  the  Ohio  and  Mississippi  rivei*s.  and  this  fact  Justifies 
higher  rates  to  Meridian,  an  interior  intermediate  point.  It  may  l>e  said,  how- 
ever, that  the  rates  to  Meridian  are  made  with  relation  to  tlie  rates  to  New 
Orleans. 

Following  are  rates  from  Cincinnati,  Ohio,  to  Savaniiali,  Ga.,  and  Brentwood, 
Ga.,  the  last-named  point  being  an  intermediate  noncompetitive  iwint : 


To- 


ss vannab  . . 
Brentwood  . 


1. 


95  ' 
136  , 


80 
116  I 


3. 


75 
108 


70 

99, 


58 
^2 


46 
64 


35 
53 


B. 


:S5 

50 


E.    !    H. 


27     23 

m  I  31.5 


40 : 

64 


40 


The  rates  to  Savannah  from  Cincinnati  are  now  and  for  years  have  been 
made  with  relation  to  rates  through  North  Atlantic  coast  points  In  cowwiid^V^Tv 
with  water  lines,  and  through  an  effort  to  meet  in  ao\\\e  Cies^e^  \\i\%  ^tovw^WWss^ 
this  adjustment  prevails. 
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The  rates  to  Brentwood  are  higher  than  to  Savannah,  the  farther  point,  be- 
cause of  dissimilar  conditions  prevailing. 

The  fpllowing  are  the  rates  from  Cincinnati  to  Memphis,  Tenn.,  as  compared 
with  rates  to  Barton,  Ala.,  an  intermediate  point: 


To- 

1    1.    1 

,          1 

2. 

8. 

4. 

40 
61 

5. 

1 
6.     1 

1 

A. 

20 
43 

B. 

C. 

1 
D.    1    E. 

1 

H. 

F. 

Mexnphis 

Barton 

...       76! 
...     101  i 

60 
86 

55 
76 

35 
51 

1 

dO> 

48| 

19 

41  1 

1 

20 
40 

17        24 
33        47 

49 
56 

40 

78 

Memphis,  Tenn.,  rates  are  the  result  of  competition  of  river  boat  lines,  while 
the  rates  to  Barton  are  higher  owing  to  lack  of  competitive  features  with  rela- 
tion to  that  point  as  compared  with  the  highly  competitive  conditions  which 
exist  at  Memphis. 

Below  is  a  comparison  of  rates  from  Cincinnati,  Ohio,  to  Knox vi  lie,  Tenn.. 
witli  the  rates  to  Heiskell,  Tenn.,  an  intermediate  point : 


To- 

1. 

76 
96 

2. 

65 
82 

B. 

4.     1 

1 

50, 

5. 

40 
50 

6.    1 

-     -i 

3b| 

A. 
30  ' 

c. 

23 
29 

D. 

19 
27  , 

-i 

H.    JP. 

Knoxville 

84 
29 

1 

39 1     as 

Heiskell 

53  1       56 

1 

Active  competition  exists  in  traffic  to  the  competitive  point.  Knoxville.  which 
condition  does  not  prevail  with  respect  to  the  local  station,  Heis]cell.  Rates  to 
the  latter  point,  however,  are  not  higher  than  Knoxville  comblm|jtift^.  \ 

The  following  is  a  comparison  of  the  rates  from  Memphis,  Tenn.,  to  Columbia, 
S.  C,  and  to  Spartanburg.  S.  C,  an  intermediate  point : 


To- 

1    112 
'    124 

1 

2.     1 

1 

99! 
115  1 

3. 

87 
92 

4.     ' 

1 

5.     i 

6. 

1 
A. 

B. 

C.    '    D. 

1 

Colnmbla 

Spartanburg 

1 
71 
73 

.57 
59 

46 
52 

28 
84 

44 
47 

33    29 
38    34J 

I  E.  :  H. 


F. 


50  ; 


58 
88 


In  this  case  both  the  points  named  are  competitive  points,  but  the  lower  rates 
to  Columbia  are  justified  because  of  the  effect  thereon  of  rates  to  and  from 
Augusta  and  Charleston,  the  result  of  direct  water  competition. 

Below  I  beg  to  give  you  rates  from  Memphis,  Tenn.,  to  Macon,  Ga.,  a  competi- 
tive point  as  compared  with  rates  to  Juliette,  Ga..  and  intermediate  noncom- 
I)etitive  point : 


To- 

1  '•  : 

2.     ' 

3. 

4. 

5. 

6 

A.    1 

Maoon 

Juliette 

.1    127  ■ 

86  ' 

111  ; 

77  . 
100 

61 
81 

m 

.S9 

24  i 
38  1 

. 

.  1  -   -  .  ■ 

.  _' 

-    _   _ 

-  _  . 

_    _  J 

c. 


31  I  24 
43     81.5 


D.    I    E.        H. 


20      > 
26.5  I 


46 


46  ' 

06i 


40 
56 


Rates  Memphis  to  Macon  are  made  with  relation  to  rates  from  Ohio  River 
points — for  instance.  Cincinnati,  Ohio ;  and  the  latter  rates  to  Macon,  as  already 
explained,  are  established  with  relation  to  the  rates  from  North  Atlantic  ports 
direct  in  connection  with  ocean  lines. 

The  dissimilar  conditions  that  exist  at  Macon  Justify  the  higher  rates  at  the 
intermediate  point,  Juliette. 

Along  the  same  lines  I  refer  you  to  a  comparison  of  rates  from  Memphis, 
Tenn.,  to  Atlanta,  Ga..  with  rates  from  Memphis  to  Oakdale,  Ga.,  the  latter  an 
intermediate,  ncmc^anpetltlve  point: 


To- 


Atlanta. 


Oakdale |    114 


2.     I    3. 


94 


101  ' 


74  1 
90  , 


48 
59 


A.        B.    I    C. 

!     —I 

24  I      29  I  22.0 


34 


38  I  27.5 


E. 


18  I      44 
28  !     » 


H.    !    F. 


44 ,  as.o 

57      47.6 
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The  situation  as  to  these  last-named  rates  is  practically  the  same  as  in  the 
previous  instance,  both  being  typical  cases  of  the  nature  you  request. 

The  following  is  a  comparison  of  the  rates  from  Mobile,  Ala.,  to  Rome,  Ga., 
and  to  Jacksonville,  Ala.,  an  intermediate  i)oint :  ^ 


To- 

,. 

«•     i 

3. 

S4 
75 

4. 

49 

66, 

5.     1    6.     i 

43  '      32  ' 
.^1      42.^ 

A. 

B. 

1 

D. 

E.    1 

H.  i 

F. 

Rome 

Jackaonville 

84 
1U3 

20! 
38  : 

1 

33 
32 

18' 

25| 

14 
21 

g! 

34 
65 

28 
42 

The  rates  from  Mobile  to  Rome  are  the  result  of  comi)etition  between  car- 
riers and  adjustment  between  similarly  classed  markets. 

What  has  been  said  of  the  comparison  of  rates  to  Rome  and  Jacksonville  will 
apply  with  equal  force  to  the  rates  named  you  below  from  Mobile  to  Huntsville, 
Ala.,  and  Madison,  Ala. : 


To- 

!•■ 

2. 

3. 

4.     1 

5. 

6. 

A. 

; 
B.    1 

C.    1 

D. 

E. 

H. 

F. 

HnntsN-ille 

...J      79 

72        55 

41 
54 

1 

37 

48 

29 

88 

20 
29 

27 

28 

16 
21 

32 
43 

33 
49 

82 

Madibon 

...J    y7 

88 

60 

45 

Other  typical  instances  of  intermediate  rates  higher  than  the  farther  competi- 
tive rates  are  as  follows : 

Mobile  to  Memphis,  Tenn.,  as  compared  with  Middleton.  Tenu. 


To- 

1. 

65 
107 

2.         8. 

4.     i    5.         6. 

A. 

B. 

C. 

D. 

E. 

H. 

18 
45 

F. 

Memphis    .  . 

1                     J           1 
54  1      47  i      36^      28        25 
01         7K        62  i      m\      44 

1 
18  '      18 

1M 

13 
96 

21 
43 

27 

Middleton 

37  ,      37  1      37 

65 

1      -|      -|         ^   -j      -- 

Mobile  to  Atlanta.  Ga.,  as  compared  with  B 

remen,  Ga 

. 

To- 

Atlanta 

Bremen 

Savannah  to  ( 

1 
1.         2.    1     3. 

4.    j     5.         6. 

A. 

B. 

c. 

D. 

14 
22 

ings. 

E. 

89 
62 

Ga. 

H. 

F. 

84         r3  i      64 
106        92  '      81 

>)lumbus,  Ga., 

49  43        32  i      20 

50  j      56        44        36 

_    1 1 j_ 

as  compared  with  ^ 

25     18.0 
39  1  38.5 

kVarm  Spr 

31 
59 

28.0 
45.5 

To- 

1 

1.         2.    1    3. 
66  1      59        51 

4.    '    5.     j    6. 

20,      25 
34  1      36 

1 

C.    1    D. 

E. 

H. 

F. 

fV»ltiinhi:i« .   , 

m      %  .     29 

20  1      19 

21  ;      19 

35 

48 

43 

38 

Warm  Springs 

100  1      90        73        60  '      48  1      41 

i          1          ! 

42 

Savannah  to  Anniston,  Ala.,  as  compared  with  Waco.  Ga. 

To-               :     1. 

2.    ,     8. 

68  1      56 
93  1      74 

4.         5.     '     6. 

1           1 

A. 

B.   1    c. 

D. 

E. 

H. 

^- 

Anniston 74 

Waco 106 

46        38  I      35 
61  !      49  1      43 

22 
36 

30  ;      2L>        21 
:i7  .      22        20 

40 
49 

50 
61 

44 

44 

I  trust  that  the  above  typical  cases  of  the  kind  referred  to  in  your  favor  may 
fully  answer  your  purpose.  If  there  is  anything  further  you  desire,  please  call 
upon  me. 

Very  truly,  yours,  J.  M.  Gulp, 

Third  Vice-PreaidenU 
Hon.  S.  B.  Elkins, 

United  States  Senate,  Washington,  D.  C. 
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F]xHiBiT  No.  24. — Ilatea  Cincbinati,  OhiOj  to  Birmingham  division.  )^atioftii  {formerly 
"■  Georgia  Pacific  Raibmy). 


TO  WACO.  GA. 


Date. 


September,  IS-*? 

October.  19a'^ 

Preeent  rates  lower  than  in  Sep- 
tember, 1H87 

Present  rates  higher  than  in  Sep- 
tember,1887 


Per  hundred  pounds. 


150 
142 


4.    I  6. 


128 
124 


114  ;    93 
108  '    92 

6         1 


76  64 

77  5» 


A* 


B.     C. 


50     40 
48  I  85 


n.    E. 


3011  72 


Per 
bam-l. 


TO  BREMEN,  GA. 


September,  1887 150  :    128  i    114 


October,  1906 1    128 

Present  rates  lower  thiin  in  Seii- 
tember.1887 22 


76     64     46  !  60     40  !  aSlj  68  | 


113       102  ;    84     70     55  ,  42     45 


15 


12 


331   28i;  66  : 

6|'    7  I    2 


59 
IS 


Exhibit  No.  25. — Rnfes  Cincinnati ^  Ohio^  to  Birmingham  division  ftaiions  {formtrly 

Georgia  Pacific  Railway). 


TO  COLUMBUS.  MISS. 


Datf.                          i 

Per  hundred  pouudn. 

C.  !  D. 

35  '  33i 
331   28 

Ui    54' 

rer 
,  barrel. 

1-  ! 

115 
123 

2. 

97 
102 

3.        4.    ,  5. 

6.  1  A.  j  B. 

48l'  411    42 
48  ,  42     46 

I 

....j       J    4 

E.  I  H.        F. 

September,  1887 

77       66  j  .% 
82       70  1  57 

50i   59             65 

October,  1905 ; 

Present  rates  lower  than  in  Sep- 
tember, 1887 

44     59  J           59 
5^'...,              6 

Present  rates  higher  than  In  Sep- 
tember, 1887 . .                  

^ 

5 

i i"" 

5  •      4  1    2 

' 

TO  SAUDIS  .NOW  STOUOH).  ALA.,  FAYETTE,  ALA..  AND  SIPSEY,  ALA. 


I 


September.  1887 '.  101  _. 

October,  1906 |  96  I  81 

Present  rates  lower  than  in  Sep-  ' 

tember,  1887 66  i  62 


110 

68  j 


42  ' 
a  Flour  C,  L..  22  cents. 


91 
57 

75  1  661   52 
47     39     35 

54  i  46  1  40     70i 
35  <aa6     22     43 

49 

84 
44 

34 

28  j  274   17 

19  .  20  !  18     274 

1         ■         : 

35 

40 
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KxHiBiT  No.  26. — Kates  on  coal  from  Walker  Courdy  minen. 


To- 


Meridian,  Miws 

Marion,  Miss 

MobilcAla 

KevHtone.  Ala.  (?) 

Jackson.  Mias 

L.ike,  Miss.  (?) 

Memphis.  Tenn 

Collierville,  Tenn.  (?) . 
Hollv  Springs,  Miss  ... 

Oxford.  Miss.  (?) 

Atlanta.  Ga 

Tu  1  lap(K^)Ha,  Ga 

Ma('<»n.  (ia 

Jatikson,  Ga 


Per  ton  of  two  thousand  p<jund». 


1887. 


May  1  U>  I  AMg.  1  to   Oct.  1  to 
Aiijf.  I.   'Sept.  30.      Mayl. 


40  I 
OU 
25 
20 
26  I 
10  I 

30i 
60 
65  ! 


$1.40 
2.20 
2.25 
2.30 
2.25  ' 
2.20 

2.60 
3.65 


91.40 
2.25 
2.25 
2.45 
2.25 
2.40 

2.50 
2.60 
3.65 


1906. 


Domo«- 
!     tl<;. 


fl.lO  ' 
1.60  , 
1.10  I 
1.65 
1.60  I 
1.60  ' 
1.00  , 
1.75 
1.10 
1.75  I 
1.30  ' 
.90  , 
1.65  I 
1.75  ■ 


$1.10 
1.60 
1.10 
1.90 
1.60 
2.05 
1.00 
1.95 
1.10 
1.90 
1.30 
1.35 
1.65 
1.75 


COTTON  KATE.S. 


Per  hundre<l  pounds. 
To— 


From— 


Boston     ■  New  York 

and  Provi- 1  and  Phila- 

dence.     I   dclphia. 


BirminKhara.  1887 

Birmingham.  1905 

Highest  intermediate  point  on  G. 

P., 1887 

Oxanna,  Ala.,  1905 

Atlanta,  1887 

Atlanta.  1905 

Highest  intermediate  point  on  G. 

P.. 1887 

Hetlin,  Ala..  1905 


75 
66i 

78 
661 


70 
61i 


73 
61i 


Balti- 
more. 


65 

584 


68 
584 


Norfolk 

and  West! 

Point. 


Savannah, 
[Charleston,      New 
and  Brans- '  Orleans, 
wick. 


50 
45 


53 
45 


60 

48 


53 
.=>5 


SEABOARD  AIR  LINE. 

I>K.\R  Sir  :  Replying  to  your  circular  of  October  20,  1887,  there  are  no  points  on  our 
line  between  which  rates  are  lower  for  long  distances  than  for  short.  There  are.  how- 
ever, many  points  beyond  our  line  controlled  by  the  competition  of  other  lines,  both  rail 
and  water,  but  over  which  we  have  no  control  or  authority,  and  the  competition  of  which 
lines  we  have  to  meet  as  long  as  the  revenue  therefrom  Is  remunerative. 

These  rates,  we  think,  are  in  strict  conformity  with  the  law.  as  could  l)e  explained  to 
your  satisfaction  should  opportunity  for  such  explanation  arise. 

We  have  made  many  changes  since  April  5  In  order  to  bring  o'.ir  i:ites  within  the  in- 
tention of  the  law. 

Yours,  truly,  S»>l.  IJv>.    Traffi>    .\ftinanf r. 

C.  C.  McCain,  Esq.. 

Auditor  IntciHtotc  Vummrivi:  Comnns^ion. 


FLORIDA   RAILWAY  AND  NAVIGATION  COMPANY  " 

Dear  Sii:  :  Your  circular  letter  of  October  20  to  H.  R.  Duval,  receivei. 
Permit  me  to  reply,  in  l)ehalf  of  the  passenger  department  of  this  company,  that  the 
.Tacksonville  and  GalueKville  joint  rate  sheet,  copy  of  which  Is  herewith  attached,  pub- 
lished by  the  company  and  the  Savannah,  Florida  and  Western  Railway,  (pioting  rates  to 
interstate  points,  was  thoroughly  revised  soon  after  the  law  to  regulate  commerce  went 
into  effect,  and  all  points  were  changed  to  conform  to  the  fourth  section,  so  that  we  do 
not  stfli  at  a  greater  rate  for  a  short  than  a  long  haul.  All  Interior  points  on  this  com 
pnny's  lines  from  which  interstate  rates  are  quoted  are  based  on  Jacksonville  and  Gaines 
ville  sheet,  and  are  made  in  conformity  to  the  law  aforesaid. 

Very  truly,  .\.  d    M.ArPosNKLL, 

General  Pasntuuii   oud  7'i<k<t  Ayent. 
C.  C.  McCain, 

Auditor  Interstate  Commerce  Commission,  Washington,  D.  ' 


a  This  property  Is  now  controlled  by  the  Seabowrd  My  \a\\*<. 
that  conipanj  in  the  preseDt  inquiry. 


>^v^.'  r*;>^\^>\v>^^  ^^ 
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Dear  Sir  :  Replying  to  your  favor  of  the  20th  ultimo,  addressed  to  Mr.  H.  R.  Duval, 
receiver,  which  hag  \^e*m  delayed  owinp  to  absence,  I  beg  to  advise  you  that  there  are 
no  points  on  the  line  •>!'  this  road,  except  Jacksonville  and  Cedar  Key,  which  receive 
lower  rates  of  freight  than  nearer  stations  over  the  same  line.  These  points,  however, 
are  competitive  hy  water,  and  it  was  necessary  to  reduce  our  rates  below  what  we  would 
otherwise  charge  in  <'on«equence  thereof. 

I  inclose  copy  of  our  rates  from  .Jacksonville  to  Cedar  Key,  which  are  the  basing  points 
for  all  rates  to  that  city.  To  Jacksonville  and  Fernandina  we  accept  prorate  from  con- 
necting lines,  and  our  proportion  therefore  differs  in  every  case  according  to  where  the 
freight  originates  at. 

I  have  referred  your  letter  to  the  genernl  passenger  agent,  who  will  answer  such  in- 
quiries as  you  make  relating  to  his  department.     Shouldf  you  desire  ai 


any  further  infor- 
Dieasure  m  furnishing  tiie  same  unon  reauest. 
Youri?,  reHperf 


mution.  I  shall  take  pleasure  in  furnishing  the  same  upon  request. 

vtfMlIy. 


James  Menzies, 
Aaaistant  General  Freight  Agent. 
C.  C.  McCain,  Esq., 

Auditor  Intersf'irK  CommUaion,  Washington,  D.  C. 


SEABOARD  AIR  LINE  RAILWAY. 

Portsmouth,  Va..  September  30,  100-5. 

Dear  Sir  :  Replying  further  to  your  favor  of  the  9th  instant,  I  am  very  sorry 
1  find  it  iinpracticable  to  j?ive  you  the  dates  upon  which  the  changes  In  the 
Cedar  Keys,  Fla..  rates  were  made.  As  stated  in  my  letter  of  Septemper  15, 
we  did  not  take  c'harjje  of  the  Florida  Central  and  Peninsular  Railroad  (which 
succeeded  the  old  Florida  Railway  and  Navigation  Company)  until  1900.  The 
records  received  .it  that  time  are  in  such  shape  that  we  are  unable  to  trace 
back  to  the  time  of  the  last  general  change  In  rates  to  Cedar  Keys.  Originally 
and  for  many  years  there  were  steamers  operating  between  Galveston  and 
Cedar  Keys.  The  Florida-Railway  and  Navigation  Company  was  the  connecting 
link  between  these  stt^amers  and  other  steamers  operating  between  Fernandina, 
Fla.,  and  eastern  ports.  This  Galveston-Cedar  Keys  service  was,  however, 
nbandone<i  prior  to  l^ST,  and  It  was  succeeded  by  another  steamboat  service 
operated  between  New  Orleans  and  Cedar  Keys.  This  New  Orleans-Cedar  Keys 
service  was  opernteti  by  Mr.  C.  B.  Rogers,  now  a  resident  of  Jacksonville.  Fla., 
and  prominent  in  the  naval  store  and  wholesale  grocery  business  in  Florida. 
At  the  same  time  Mr.  Rogers  had  in  operation  a  line  of  boats  between  Cedar 
Keys  and  Tampa.  Fla..  those  boats  touching  at  Clearwater,  Fla.  Mr.  Rogers 
tells  us  that  his  Iwoks  covering  these  old  water  lines  have  been  destroyed,  and 
for  this  reason  he  is  unable  to  give  us  the  exact  dates.  It  Is,  however,  his 
recollection  that  tlie  steamboat  service  between  New  Orleans  and  Cedar  Keys 
was  abandone<l  dnrin:?  the  latter  part  of  1887  or  early  In  1888,  and  that  shortly 
afterwards  his  boat  service  between  Cedar  Keys  and  Clearwater  and  Tampa 
was  also  abandone^l.  In  the  writer's  opinion  the  existence  of  lower  rates 
l«eiween  .Tn<MvsonviIle  and  Cedar  Keys  than  between  .Jacksonville  and  inter- 
mediate points  at  tlje  time  of  Mr.  Menzies's  letter  to  Mr.  McCain  was  undoubt- 
edly due  to  the  ability  of  jobbers  at  New  Orleans  and  elsewhere  on  the  Gulf 
to  reach  Cedar  Keys  at  low-water  rates.  The  rates  between  Jacksonville  and 
Cellar  Keys  .;>'  not  to-day  less  than  l)etween  .Tacksonville  and  Interiueillate 
points,  nor  hav?  they  been  less  for  many  years.  In  fact,  the  existing  rates 
between  .Jaeksonville  and  Cedar  Keys  are  made  upon  the  full  mileage  scale 
of  the  Florida  Railroad  Commission.  It  is  Mr.  Rogers's  recollection  that  the 
rates  l)etw»>en  Jai  kaonville  and  Cedar  Keys  were  advanced  to  the  mileage  scale 
and  made  not  lower  than  to  Intermediate  points  shortly  after  he  abandoned 
his  New  Orleans-Ceilar  Keys  steamboat  service,  and  It  is  very  evident  that 
this  advanee  was  due  to  the  ineffectiveness  of  the  water  competition  from  New 
Orleans,  etc.,  after  the  abandonment  of  Mr.  I{ogers*s  boat  service.  Since  this 
service  of  Mr.  Ropers  was  abandoned  there  have  been  several  ineffectual 
efforts  to  maintain  steamboat  service  between  Gulf  i)orts  and  Cedar  Kej-s,  and 
the  New  Orleans  and  Gu\t  Steamship  Company,  operating  between  New  Orleans 
and  Tampa,  does  even  now  occasionaly  stop  one  of  their  boats  at  Cedar  Keys. 
This  competition  lias  not,  however,  been  particularly  active,  and  It  has  not  been 
eousldere<l  by  'is  -s  ^utfieient  to  warrant  any  reduction  In  our  existing  rates  to 
Cedar  Keys. 

With  respeit  r  >  the  letter  from  Mr.  Ilaas,  there  have  naturally  been  a  great 

many  chanitjes  in  late  conditions  in  the  Carollnas,  which  is  the  territory  treated 

of  by  Mr.  Haas  in  his  letter  to  Mr.  McCain.    These  changes  have  been  due 

largely  to  the  deveIoi»meut  of  man\ifactwY\iis  Volct^sXa  V\i  t\i«  Carollnas  and  to 
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the  extensictn  of  old  lines  and  to  the  construction  of  new  lines.  When  Mr.  Haas's 
letter  was  written  in  1887  the  Seaboard  Air  Line  system,  now  the  Seaboard  Air 
Line  Railway,  consisted  of  a  number  of  small  roads,  all  existing  under  separate 
charters  and  separate  managements,  except  as  to  traffic.  The  name  "  Seaboard 
Air  Line  "  was  simply  a  trade  name  adopted  largely  for  traffic  reasons.  In  1887 
the  Seaboard  Air  Line  system  of  roads  consisted  only  of  lines  from  Portsmouth, 
Va..  to  Chester,  S.  C,  with  branches  to  Lewiston,  Durham,  Louisburg.  Pittsboro, 
and  Gibson,  N.  C,  and  of  a  line  from  Wilmington,  N.  C,  to  Rutherfordton,  N.  C. 
In  1892  the  Seaboard  Air  Line  completed  its  line  from  Chester,  S.  C,  to  Atlanta, 
Ga.,  and  In  1899  and  1900  it  constructed  a  line  from  Norlina,  N.  C,  through 
Petersburg,  Va.,  to  Richmond,  Va. ;  it  absorbed  the  Palmetto  Railroad,  running 
from  Hamlet,  N.  C,  to  Cheraw,  S.  C,  and  extended  that  line  to  Columbia,  S.  C 
where  it  connected  with  the  Florida  Central  and  Peninsular  Railroad,  which  It 
took  over,  and  through  the  Florida  Central  and  Peninsular  Railroad  it  connected 
at  Savannah  with  the  Georgia  and  Alabama  Railway,  which  It  also  took  over. 
In  1900  the  Seaboard  Air  Line  system,  together  with  the  Florida  Central  and 
Peninsular  Railroad  and  the  Georgia  and  Alabama  Railway,  became  the  Sea- 
board Air  Line  Railway,  with  its  main  lines  extending  from  Richmond  and  Ports- 
mouth, Va.,  and  Wilmington,  N.  C,  on  the  north  and  east,  to  Rutherfordton, 
N.  C,  Atlanta,  Ga.,  Montgomery,  Ala.,  Chattahoochee,  Fla.,  and  Tampa,  Fla., 
on  the  south  and  west,  with  various  branches  hardly  necessary  to  mention 
here.  In  1904  the  Seaboard  Air  Line  Railway  completed  Its  extension  from 
Atlanta,  Ga.,  to  Birmingham,  Ala.  It  also  secured  In  1900  the  full  ownership 
of  the  Baltimore  Steam  Packet  Company,  plying  between  Norfolk,  Portsmouth, 
nnd  Baltimore.  In  other  words,  since  1887  the  Seaboard  has  developed  from  a 
line  of  some  600  miles,  with  about  90  per  cent  of  this  mileage  In  the  State  of 
North  Carolina,  to  a  system  of  over  3.000  miles,  with  Its  greatest  mileage  Ip 
Florida,  and  Its  next  greatest  mileage  In  Georgia.  There  are  numerous  Instnnces 
to-day  In  which  the  rates  between  points  on  the  Seaboard  Air  Line  Rail- 
way are  less  for  long  than  for  short  distances,  the  shorter  distance  being  included 
within  the  longer  distance,  but  where  this  is  found  to  be  the  case  It  can  be 
shown  to  be  due  to  some  character  of  competition,  and  most  frequently  due  to 
water  competition,  either  direct  or  Indirect.  For  instance,  the  rates  between 
Portsmouth,  Va.,  and  Savannah,  Ga.,  are  less  than  the  rates  between  Raleigh, 
N.  C.  (an  intermediate  point)  and  Savannah,  Ga.  This  condition  Is  due  to  water 
competition  between  Portsmouth  and  Savannah.  As  a  general  proi)osltlon  the 
combination  of  the  water  rate  from  Portsmouth,  Va.,  to  Baltimore,  Md..  and 
the  water  rate  from  Baltimore,  Md.,  to  Savannah,  Ga.,  is  even  less  than  the 
existing  all-rail  rate  from  Portsmouth,  Va.,  to  Savannah,  Ga.  Practically  the 
same  condition  exists  as  to  all  of  the  rates  between  South  Atlantic  and  Gulf 
l»orts  and  Virginia  \yorta  and*  Intermediate  inland  points  In  Virginia  and  North 
Carolina,  and  to  some  extent  South  Carolina.  Again,  the  rates  between 
Richmond,  Va.,  and  Atlanta,  Ga.,  are  loss  than  the  rates  between  Richmond, 
Va.,  and  Greenwood,  S.  C.  (an  intermediate  point).  This  is  due  to  indirect 
competition  between  Richmond  and  western  jobbing  points,  and  in  order  to 
permit  the  jnbl>er  or  manufacturer  in  Richmond  to  do  business  as  against 
his  competitor  In  Cincinnati  it  has  been  necessary  to  fix  tlie  rates  frnm  Rich- 
mond to  Atlanta  with  some  reference  to  the  rates  from  Cincinnati  to  Atlanta. 
At  Greenwood,  S.  C,  we  find  that  the  Cincinnati  shipper  pays  a  very  much 
higher  rate  than  to  Atlanta,  and  that  the  rates  from  Richmond  are  already 
sufficiently  low  to  enable  the  Richmond  sliipper  to  compete  at  Greenwood  with 
the  Cincinnati  shipper.  Another  character  of  competition  can  be  illustrated 
by  the  rates  between  Charlotte,  N.  C,  and  Chester,  S.  C.  The  Southern  Rail- 
way has  a  direct  line  from  C-harlotte,  N.  C,  to  Chester.  S.  C.  whereas  the 
Seaboard  between  Charlotte  and  (^hester  makes  two  sides  of  a  triangle.  The 
Seaboard  is  of  necessity  forced  to  either  meet  the  Southern  Railway's  rates 
between  Charlotte  and  Ciiester  or  else  retire  from  that  business.  The  Sea- 
board considers  that  while  that  business  does  not  bear  its  full  measure  of  all 
of  its  expenses,  including  its  interest  and  taxes,  there  is  some  i)roflt  to  l>e  secured 
from  its  transportation;  it  therefore  meets  tlie  Southern  Railway's  rates  be- 
tween Charlotte  and  Chester,  though  it  carries  higher  rates  between  Charlotte 
and  Edgemoor,  S.  C,  an  intermediate  local  point  on  the  Sealmard  Air  Line 
Railway.  These  three  Illustrations  cover  the  three  classes  of  competition  with 
which  we  have  most  fre(iuently  to  deal ;  that  Is,  the  competition  of  water  car- 
riers, the  competition  of  markets,  and  the  competition  of  short-Uu^  xwW  Q^\\\ct%\ 
nnd  there -are  a  great  many  cases  throughout  our  tevrUoty  NxViev^  eQ\\\\>e;WW«^ 
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of  one  kind  or  another  has  forced  us  to  depart  from  a  strict  observance  of  the 
long  and  short  haul  principle;  at  the  same  time,  the  system  of  rate  construc- 
tion in  the  Caroliuas  is  very  much  to>day  as  it  was  in  1887,  and  practically 
all  of  the  important  rate  changes  in  the  Carollnas  since  1887  have  been  brought 
about  by  the  development  of  the  cotton  milling  and  other  manufacturing  indus- 
tries which  we  have  sought  to  encourage  and  protect  with  rates  that  would 
enable  them  to  compete  with  similar  manufacturers  elsewhere. 

This  very  question  is  involved  In  a  recent  decision  (No.  640)  of  the  Interstate 
Commerce  Commission  In  the  maintenance  by  the  Southern  Railway  and  the 
Seaboard  Air  Line  Railway  of  lower  rates  on  vehicles  from  Rock  Hill,  S.  C, 
to  Quincy,  Fla.,  a  local  station  on  the  Seaboard,  than  to  Tallahassee,  Fla.,  an 
intermediate  Juction  point  on  the  Seaboard.  In  this  case  the  Commission  sus- 
tained the  position  of  the  carriers.  Another  case  which  bears  directly  upon 
the  principle  of  rate  making  in  the  Carollnas  is  that  of  the  Charlotte  Shippers' 
Association  t\  The  Southern  Railway  Company  et  al.  The  Interstate  Commerce 
Commission  also  rendered  in  this  case  several  months  ago  a  decision  favorable 
to  the  carriers. 

Trusting  that  this  gives  you  the  information  you  desire,  and  that  you  will  not 
hesitate  to  command  me  If  I  can  be  of  further  service, 

Yours,  very  truly,  C.  R.  Capps. 

Qenei-al  Freight  Agent, 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Coinmerce. 

Washington,  D.  C. 


PoRTSMoi'TH.  Va.,  October  J,  ISOo. 
My  Dear  Sib:  We  have  your  letter  of  SeptemlKT  11. 

The  conditions  as  stated  by  Mr.  MacDonell  are  t)eing  maintained  on  the  Sea- 
board Air  Line  Railway,  which,  as  you  know,  is  in  charge  of  the  old  Florida 
Central  and  Peninsular,  the  successor  of  the  Florida  Railway  and  Navigation 
Company.  We  do  not  charge  a  greater  amount  to  an  intermediate  point  than 
to  a  point  beyond,  and  our  passenger  tariffs,  quoting  interstate  fares,  are  so 
lined  up. 

Whereas,  of  course,  the  rate  i>er  mile  for  a  short  haul  may  be  higher  in  sell- 
ing tickets  to  a  distant  point,  all  intermediate  i)oints  are  at  the  same  or  less  rate. 
Trusting  this  may  give  you  the  information  desire<i,  we  are. 
Yours,  ver>-  truly, 

Edward  F.  Cost. 
Second  Vice-President. 
Hon.  S.  B.  Elkins. 

Chairman  Committee  on  Interstate  Commerce,  Washington,  D.  C. 


TEXAS  AND  PACIFIC  RAILWAY. 

Dear  Sir  :  Replvinc  to  your  circular  letter  of  October  20.  to  Mr.  John  A.  Grant, 
general  mnnaf^er  or  this  line,  heg  to  advise  that  there  are  no  points  upon  this  road  or  on 
any  road  operatJKl  by  this  company  to  or  from  which  interstate  rates  for  passeneers  are 
made  by  this  Mad  nlone  or  in  combination  with  otiier  roads  which  are  greater  than  the 
rates  to  or  from  more  distant  points  in  the  same  direction  over  the  same  line. 
Yours,  truly, 

B.    W.    MCCULLODGH, 

Ocncral  Pasarnger  and  Ticket  Agent. 
C.  C.  McCain.  Esq.. 

AufUtor  Intirstate  Commerce  Commission,  Vt'ashington,  D.  C. 


THE  TEXAS   AND   PACIFIC    RAILWAY. 

Di-L\K  Sir:  Herewith  I  inclose  you  a  letter  from  Mr.  W.  W.  Flnley,  general  freight 
agent  of  the  Texas  and  l*aciflc  Railway,  in  rcRi>onsc  to  your  communication  addressed 
to  General  Manager  (rrant.  of  date  of  October  20.  1SH7  ;  and  also  Joint  interstate  tariffs 
In  cases  where  the  chnr^re  for  the  longer  is  less  than  for  the  shorter  distance. 

It  needs  no  extended  argumentation  to  demouritrate  that  business  from  New  Orleans 
to  the  Pacific  const  is  In  competition  with  wnter  by  the  way  of  the  Isthmus  and  around 
Cape  Ihtrn,  such  means  of  transportation  not  coming  within  the  proTisions  of  the  in- 
terst ate  commerce  law. 
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There  Is  competition  by  water  during  the  entire  year  as  far  northward  as  Saint 
Lonis,  and  for  eight  or  nine  months  of  the  year  from  Saint  Loals  up  the  Missouri  River 
to  all  points  embraced  in  our  Joint  tariff  to  Missouri  River  points  from  New  Orleans,  and 
we  think  that  such  being  the  fact  we  are  not  yiolatlng  the  fourth  section  of  the  interstate- 
commerce  law  by  making  a  less  rate  to  those  terminal  points  than  is  made  to  interme- 
diate ones.  In  »ome  matters,  especially  in  that  of  sugar,  there  has  been  in  the  past,  and 
it  is  likely  to  occur  again  in  the  future,  that  transportation  has  been  by  way  of  steam- 
ship lines  from  San  Francisco  to  a  connection  with  the  Canadian  Pacific,  and  by  that 
line  with  points  as  far  south  as  Kansas  City.-  However,  that  competition  is  not  as  ma- 
terial as  that  by  boats  on  the  Mississippi  and  Missouri  rivers. 

Rates  from  points  on  the  line  of  the  Texas  and  Pacific  to  Bl  Paso  may  possibly  be  less 
at  El  Paso  than  at  two  or  three  unimportant  points  within  800  miles  of  01  Paso.  The 
classification  on  trade  with  Mexico  is  not  the  same  as  the  Texas  classification,  and 
whether  the  Texas  and  Pacific  is  charging  less  for  transportation  to  El  Paso  than  at  three 
or  four  small  places  eastward  from  El  Paso  must  depend  upon  a  careful  comparison  of 
the  classifications  In  the  two  cases.  This  rate  into  Bl  Paso  has  been  so  recently  estab- 
lished that  our  traffic  department  has  not  had  time  to  make  the  comparison  to  see  if  in 
any  case  there  is  a  less  charge  for  the  longer  than  for  the  shorter  distance.  As  the  traf- 
fic at  the  few  points  where  possibly  such  a  condition  may  exist  is  so  unimportant  that 
It  is  a  matter  of  no  interest  to  the  Texas  and  Pacific  Railway  that  those  nigher  rates 
should  be  maintained,  and  it  is  the  Intention  after  an  investigation  to  reduce  the  rates 
at  those  points  so  that  there  will  be  no  place  short  of  El  Paso  where  the  rates  are  higher, 
but  I  maintain  that  El  Paso  Is  peculiarly  a  competitive  point.  The  great  bulk  of  its 
trade  is  in  the  Republic  of  Mexico,  extending  as  far  south  as  the  City  of  Mexico.  Until 
the  construction  of  the  Mexican  Central  Railway  goods  were  supplied  as  far  northward 
as  Chihuahua  from  Mexico ;  they  found  their  way  to  the  latter  city  by  water  lines  from 
the  Atlantic  coast  and  from  Europe,  and  then  by  rail  line,  260  miles  in  length,  from 
Vera  Cruz  to  the  City  of  Mexico.  It  will,  therefore,  be  seen  that  competition  for  trade  in 
Mexico  was  by  both  water  lines  and  foreign  lines  to  which  the  interstate-commerce  law 
does  not  apply. 

It  will  also  be  observed  that  El  Paso  is  on  the  line  between  the  two  nations  and  is  ad- 
vantageously situated  to  do  the  Mexican  business :  that  at  that  point  there  are  rail  lines 
in  competition  with  each  other  from  the  city  of  New  Orleans,  from  the  Pacific  coast, 
Kansas  City,  Saint  Louis,  Chicago,  and  generally  from  the  Northwest,  and  It  seems  to  me 
that  it  is  peculiarly  a  case  of  competition  by  rail  lines  which  are  within  the  purview  of 
the  interstate-commerce  law,  and  that  the  '*  case  is  rare  and  peculiar." 

The  rates  to  and  from  Houston,  Tex.,  have  been  made  In  the  belief  that  as  to  it  the 
circumstances  and  conditions  are  substantially  dissimilar  from  those  that  surround  other 
and  adjacent  points.  Houston  is  50  miles  from  Qalveston  and  the  Oulf  of  Mexico,  and 
to  it  there  are  means  of  transportation  both  by  water  and  by  rail.  Galveston  is  a  point 
visited  by  ships  from  the  Atlantic  coast,  from  New  Orleans,  from  Europe,  and  from  the 
Islands  of  the  Gulf  and  the  Caribbean  Sea.  Rail  lines  from  Galveston  cross  those  extend- 
ing westward,  and  It  seems  to  me  that  its  traffic  is  peculiarly  competitive  from  water 
transportation,  and  that  to  make  lower  rates  to  and  from  that  point  than  to  others  that 
are  more  distant  seems  to  be  an  exception  to  the  general  principle  embodied  in  the  fourth 
section  of  the  interstate-commerce  law. 

I  believe  that  these  are  all  the  cases  where  the  Texas  and  Pacific  has  been  or  is  charg- 
ing less  for  a  longer  than  for  a  shorter  distance  and  where  the  commerce  is  interstate. 
Should  there  be  any  question  on  the  part  of  the  Commission  as  to  the  propriety  of  the 
action  of  this  road  in  these  particulars,  furthers  explanations  or  arguments  will  be  pre- 
sented, if  the  Commission  so  desire. 

Very  respectfully,  L.  A.  Sheldon, 

Receiver. 

Mr.  C.  C.  McCain,  Esq., 

Auditor,  Washington,  D.  C. 


THE  TEXAS  AND  PACIFIC  RAILWAY  COMPANY. 

Dallas,  Tex.,  September  23,  1905. 
Deab  Sib  :  Replying  to  your  letter  of  recent  date,  in  which  you  inclose  copies 
of  correspondence  between  L.  A.  Sheldon,  receiver  of  the  Texas  and  Pacific 
Railway,  and  B.  W.  McOuIlough,  general  passenger  and  ticket  agent  of  the 
Texas  and  Pacific  Railway  Company,  and  Mr.  C.  C.  McCain,  ex-auditor  of  the 
Interstate  Commerce  Commission,  beg  to  adylse  that  there  has  been  no  material 
change  In  the  situation  along  the  line  of  the  Texas  and  Pacific  Railway  Com- 
pany in  the  matter  of  either  joint  or  single  line  interstate  rates  where  the  charge 
for  the  longer  is  less  than  for  the  shorter  distance.  There  may  possibly  be 
some  abridgment  of  the  territory  In  which  these  conditions  existed  at  the  time 
of  the  former  correspondence  upon  this  subject.  The  matter  of  charging  more 
for  the  longer  than  for  the  lesser  haul  is  a  rule  of  rate  making  bnsed  solely  and 
alone  upon  the  competitive  conditions  justifying  such  rate.  These  conditions 
may  be  competitive  with  wjiter  route,  or  water  and  rail  route,  or  by  a  short- 
line  rail  mileage  fixing  the  rate. 

Yours,  truly.  E.  L.  Sargent, 

General  Freight  Agent. 
Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

WasMnyton,  D.  C. 
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UNION  PACIFIC  RAILWAY  COMPANY. 


Dbab  Sib:  Your  printed  circular  of  the  20th  ultimo,  in  regard  to  the  Interstate  pts- 
senger  and  freight  rates  made  by  this  company,  either  alone  or  in  combination  with  otlier 
roadSj  addressed  to  our  vice-president,  has  been  referred  to  me,  and  in  reply  I  have  to 


aay.  first,  in  regard  to  passenger  rates :  All  rates  published  by  ourselves,  either  with  or 
without  our  connections,  are  based  strictly  on  the  regulations  governing  the  long  and 
short  haul  clause,  i.  e.,  no  greater  charge  is  made  for  a  shorter  than  for  a  longer  distance 
over  the  same  line  in  the  same  direction. 

Second,  in  regard  to  freight  rates :  It  has  been  necessary,  on  account  of  competition, 
to  make  lower  rates  between  points  on  the  Missouri  River  and  points  east  thereof  on  the 
one  hand,  and  Pacific  coast  common  points  on  the  other  hand,  than  are  charged  be- 
tween the  Missouri  River  and  points  east  of  the  Pacific  coast,  or  between  the  Pacific 
coast  and  points  west  of  the  Missouri  River.  This  competition  consists  mainly  of  the 
Canadian  Pacific  Railway  and  its  eastern,  western,  and  southern  connections,  as  well 
as  all  water  lines  doing  business  between  the  Pacific  coast  and  the  Atlantic  seaboard. 
New  Orleans,  Galveston,  and  other  southern  ports.  The  principal  water  competitor  we 
have  is  the  Pacific  Mail  Steamship  Company,  whose  steamers  ply  regularly  between  San 
Francisco  and  New  York  via  Panama,  and  whose  rates,  necessarily  low,  added  to  rail  rates 
from  the  Atlantic  seaboard,  as  well  as  from  southern  ports,  have  compelled  the  all-rail 
lines  to  place  their  figures  so  low  as  to  in  many  cases  pay  little  if  any  more  than  the 
actual  cost  of  transportation.  In  view  of  the  fact  that  the  application  of  Missouri 
River  competitive  tariffs,  as  the  maximum  of  rates  for  all  Intermediate  traffic,  would 
seriously  cripple  if  it  did  not  bankrupt  the  Union  and  Central  Pacific  companies,  we  have 


not  so  applied  them.  Believing  the  circumstances  and  conditions  attaching  to  this  com- 
petitive traffic  differed  so  radically  from  those  of  the  Intermediate  local  business  as  to  war- 
rant us  in  disregarding  the  long  and  short  haul  provision  of  the  interstate-commerce 
act,  we  have  continued  to  quote  lower  rates  to  and  from  the  Missouri  River  than  to  and 
from  intermediate  territory. 

The  present  west-bound  rates  from  common  points  on  the  Missouri  River,  viz.  Council 
Bluffs,  Omaha,  Saint  Joseph,  Levenworth.  and  Kansas  City,  to  Pacific  coast  common 
points,  viz,  San  Francisco,  Sacramento,  Marysvllle,  Stockton,  Oakland,  San  Jose,  Los 
Angeles,  and  San  Diego,  Cal.,  also  Portland  and  Astoria,  Oregon,  are  as  follows : 

Classes  (in  cents  per  hundred  pounds)   subject  to  Pacific  coast  west-bound  classification 
No.  2,  and  its  amendments — 

One    1110 

Two     175 

Three     140 

Four     123 

Five     105 

Six     98 

Seven     91 

Eight      84 

Nine    T7 

Ten     70 

Eleven     70 

Twelve    70 

Thirteen    70 

Fourteen      68 

There  are  exceptions  to  these  rates,  viz.  coal  oil,  petroleum,  etc..  carloads,  on  which 
the  rate  from  the  Missouri  Ulver  is  00  cents  per  100  pounds,  and  on  white  lead  in  car- 
loads. 55  cents. 

The  rates  to  the  same  I'acltlc  coaBt  common  points  from  points  west  of  the  Missouri 
River  in  Kansas  and  Nebraska,  according  to  the  tariff  which  was  adopted  by  all  lines  on 
Pacific  coast  business  on  April  5,  1887.  viz.  Pacific  coast  east  and  west  bound  tariff  No. 
1,  are  as  follows : 

Classes  (in  cents  per  hundred  pounds)  subject  to  western  classifications — 

One    400 

Two      3r>0 

Three    300 

Four     250 

Five      225 

A    200 

B    165 

C     130 

1)    110 

K    08 

These  rates  have  been  used  between  the  Missouri  River  and  Pacific  coast  common 
points  prior  to  the  date  of  the  fourth  section  of  the  law  by  the  Commission. 

In  the  territory  Immediately  west  of  the  Missouri  River  the  application  of  the  direct 
tariff  of  April  5  would  make  higher  rates  than  the  competitive  tariff  between  termi- 
nals and  the  local  rates  added,  and  we  therefore  notified  all  agents  that  rates  on  all 
classes  of  freight  from  points  west  of  the  Missouri  River  to  Pacific  coast  common  points 
should  not  be  greater  than  the  sum  of  the  local  rates  from  point  of  shipment  to  the  Mis- 
souri River  and  tariff  rate  from  the  Missouri  River  to  destination,  and  should  in  no  case 
exceed  the  rates  nnmed  In  Pacific  Coast  West-bound  Tariff  No.  1,  dated  April  5,  1887.  as 
specified  al>ove.  The  same  rule  w:is  also  applied  on  shipments  from  the  Missouri  River  or 
pioints  east  thereof  destined  to  points  in  Nevada  and  points  In  California  east  of  Sacra- 
mento ;  also,  to  points  on  the  lino  of  the  Oregon  Railroad  and  Navigation,  and  points 
on  the  Oregon  Sliort  Line  as  far  east  as  Shoshone,  Idaho,  viz :  that  the  through  rate 
should  not  l>e  more  than  the  sum  of  the  rates  via  Sacramento  or  via  Portland,  respec- 
tively, and  should  In  no  case  exceed  the  rates  named  in  the  tariff  of  April  6,  1887. 
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On  east-bound  business  from  racltic  coast  common  points  to  the  Missouri  River  the 
following  rates  are  used  : 

ClaBses  (in  cents  per  100  pounds)  : 

First    . - 280 

Second     I 224 

Third     176 

Fourth     160 

Fifth    140 

A    123 

B    106 

C     88 

D    70 

subject  to  Pacific  coast  east-bound  classification  No.  2,  There  are  exceotloiui  to  these 
rates  on  various  special  commodities,  ail  of  which  now  In  effect  are  specified  In  list  pub- 
lished by  the  company  under  date  of  November  3,  1887. 

The  rule  applying  to  and  from  interior  points  on  west-fk>und  business  also  obtains 
In  the  same  manner  on  east  bound — the  rates  in  effect  April  6,  1887,  applying  In  both 
directions  being  the  maximum  in  either  case. 

In  addition  to  the  classified  tariff  of  April  5  there  Is  In  effect  a  special  commodity  tariff 

? published  on  the  same  date,  which  provides  the  following  rates  In  carloads  on  the  ar- 
Icles  named:  Beans,  canned  fruits,  pickled  fish,  canned  salmon,  honey  (strained),  |1.40; 
borax,  cocoa  oil,  whale  and  fish  oil,  and  vegetables,  $1.10;  barley,  d5  cents:  hops,  any 
quantity.  $1.75;  oranges,  from  Los  Angeles,  $1.  There  are  also  the  maximum  rates 
to  Intermediate  points.  Rates  between  Pacific  coast  common  points  and  Denver  are  In 
some  cases  higher  than  the  competitive  rates  to  and>from  the  Missouri  River,  Denver  rates 
being: 

Classes  (in  cents  per  100  pounds)  : 

First - 300 

Second     266 

Third     230 

Fourth     196 

Fifth    170 

A     150 

B     120 

C     96 

D    85 

E    80 

subject  to  western  classification. 

In  addition  thereto  there  are^pecial  commodity  rates  in  effect  east  bound  on  the  fol- 
lowing articles  in  carloads':  Beans,  canned  goods,  pickled  fish,  sugar,  $1.30;  oranges  and 
vegetables.  $1:  wine.  $1.00;  lumber.  55  cents.  With  the  exceptions  named,  which 
apply  entirely  on  I'acific  coast  business,  all  other  tariffs  issued  by  this  company  either 
alone  or  in  connection  with  other  lines  are  strictly  In  compliance  with  the  fourth  section 
of  the  interstate-commerce  law. 

Yours,  truly.  Thos.  L.  Kimball, 

Assistant  to  Vice-President. 
Mr.  C.  C.  McCain. 

Auditor  InternUite  Commerce  Commission. 


UNION  rAClFIC  RAILROAD  COMPANY. 

Chicago.  Korcviher  11\  J90o, 
My  T)kar   Sir:  Answer  to  your  letter  without  date,  rotiuostlng  inform  itioii 
to  be  used  in  connection  with  the  investigation  of  your  committee  into  the  matter 
of  additional  legislation  to  regulate  interstate  commerce,  etc,  has  been  delayed 
owing  to  my  almost  continuous  absence  from  home  since  September  1. 

With  respect  to  passenger  rates  on  the  Union  Pacific  Railroad,  mentioned  in 
the  first  paragraph  of  Mr.  Kimball's  letter  written  in  1887  to  Mr.  C.  C.  McCain, 
auditor  of  the  Interstate  Commerce  Commission,  the  answer  is  that  rates  for  the 
traiLsportation  of  passengers,  as  published  then  by  the  Union  I*acific.  conformed 
fully  to  the  reciuirements  of  the  fourth  section  of  the  interstate-connnerce  act, 
and  that  practice  remains  unchanged  at  this  date. 

With  resptvt  to  the  freight  rates,  it  may  be  said  that  the  general  conditions 
jind  the  characte\'  of  the  competition,  as  stated  In  Mr.  KimbalTs  letter,  still 
jirevail. 
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Below  will  be  found  a  showing  of  the  class  rates  between  Missouri  Uiver 
common  points  and  Pacific  coast  terminals,  in  effect  in  1887,  and  the  successive 
changes  in  those  rates  to  date : 

Exhibit  "A-1." — West  hound,  MUaouri  River  common  points  to  Pacific  comt 

terminals, 

[In  cents  per  hundred  pounds.] 

Bast  and  west  bound  Pacific  coast  tariff  No.  1,  effective  April  5,  1887,  subject  to  western 
classification  No.  1 : 

1 4(*) 

2 A :«) 

8 aio 

4 a) 

5 3B5 

A m 

B m 

C 1*» 

D no 

E nn 

Pacific  coast  west-bound  tariff  No.  2,  effective  May  9,  1887,  subject  to  Pacific  coast  west- 
bound classification  revised  to  May  9,  1887 : 

1 210 

2 175 

8 1411 

4 Iffl 

6 ICfi 

6 W 

7 ill 

8 H4 

9 77 

10  to  18 70 

14 68 

Pacific  coast  west-bound  tariff  No.  3,  effective  June  16,  and  Pacific  coast  west-bound 
tariff  No.  4,  effective  July  18,  1887,  subject  to  Pacific  coast  classification  west-bound 
No.  2,  revised  to  May  9,  1887 :   (Republish  the  rates  o&gtariff  No.  2.  above  described.) 

Paciff  coast  west-bound  tariff  No.  5,  effective  January  IB,  1888,  subject  to  Pacific  coast 
classification  west  bound  No.  2,  revised  to  May  0,  1887  : 

1 '. »> 

2 ao 

3 175 

4 156 

5 I» 

0 115 

7 KM) 

8 V«5 

9  85 

iotoi3"**'j;!""!;i"""!^l"]"'"J!!l"!!lIll!lIll"!ll!"^  h) 

14 w) 

Pacific  coast  west-bound  tariff  No.  6,  effective  March  6.  1888,  subject  to  Transcontinental 
Association  classification  No.  3,  effective  March  6,  1888 : 

1 3Hi> 

2 aai 

8 175 

4 1.55 

5 135 

tt 115 

7 1011 

8 95 

9 85 

10 HO 

Transcontinental  Freight  Bureau  tariff  No.  10,  effective  September  1,  1888,  subject  to 
western  classification  No.  4 : 

1 35«» 

2 300 

3 S50 

4 300 

5 175 

A 175 

B IW 

C... 125 

D 110 

E \W 
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Transcontinental  Freight  Bureau  west-bound  tariff  T-1,  effective  April  11,  1898,  subject 
to  western  classification  No.  16: 

1 ^ 800 

2 MO 

3 280 

4 180 

5 180 

A 180 

B , 140 

C 110 

D 96 

E 86 

Transcontinental  Freight  Bureau  west-bound  tariff  T-3,  effective  July  16,  1894,  subject 
to  western  classification  No.  18 : 

1 240 

2 216 

3 1 200 

4 170 

5 180 

A 180 

B 110 

C 100 

D 86  • 

E 86 

Transcontinental  Freight  Bureau  west-bound  tariff  No.  1-C,  effective  June  25,  1898,  sub- 
ject to  western  classification  No.  26 : 

1 800 

2 , 200 

3 A....  220 

4 190 

5 180 

A 180 

B 126 

C 100 

D 96 

E 86 

Transcontinental  Freight  Bureau  tariff  1-G,  effective  January  18,  1904,  subject  to  western 
classification  No.  35 : 

1 800 

2 280 

3 220 

4 190 

5 186 

A 180 

B 126 

C 100 

D 100 

E 96 

Exhibit  "A-2." — East  hound,  Pacific  coast  terminals  to  Missouri  River  common 

points. 

[In  cents  per  hundred  pounds.] 

Bast-bound  and  west-bound  Pacific  coast  tariff  No.  1,  effective  April  5,  1887,  subject  to 
western  classification  No.  1 : 

1 400 

2 860 

3 : 300 

4 260 

6 : 226 

A 210 

B 176 

C 140 

D 110 

E : 100 

Pacific  coast  east-bound  tariff  No.  5,  effective  October  10.  1887,  subject  to  Pacific  coast 
classification  east-bound,  revised  to  May  25,  1887  : 

1 280 

2 224 

3 176 

4 160 

6 140 

6 : 128 

7 106 

H 88 

9 TS^ 
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Pacific  coast  east-bound  tariff  No.  6,  effective  January  16,  1888,  subject  to  Pacific  coast 
east-bound  classitlcation,  revised  to  May  25,  1887  :  ^ 

1 m 

2 ito 

8 190 

4 ie5 

6 155 

6 110 

7 IS 

8 110 

9 100 

Transcontinental  Association  east-bound  tariff  No.  7,  effective  March  10,  1888,  subject  to 

Transcontinental  east-bound  classification  No.  8,  effective  March  10,  1888 : 

1 3U> 

2 810 

8 UO 

4 165 

6 156 

6 140 

7 125 

8 110 

9 100 

•  Transcontinental  Freight  Bureau  east-bound  tariff  No.  10,  effective  September  1,  1888, 

subject  to  western  classification  Na  4 : 

1 390 

2 300 

8 280 

4 200 

6 175 

A..f : 175 

B 155 

C 125 

D 110 

E 100 

Transcontinental  east-bound  tariff  T-2,  effective  April  11,  1803,  subject  to  western  clas- 

tflflcation  No.  15  : 
1 300 

2 aeo 

8 220 

4 IW 

5 IrtO 

A m 

B 140 

C 110 

D 95 

E 85 

Transcontinental  Freight  Bureau  east-bound  tariff  No.  3-B,  effective  October  12,  1903, 
subject  to  western  classification  No.  30 : 

.       1 300 

2 200 

8 220 

4 180 

6 _-..  itn 

A .< 180 

B 140 

C 110 

D 96 

E 85 

Exhibit  "  B-1." — West  bound,  Missouri  River  common  points  to  Pacific  coast 
terminals,  applicable  as  maximum  raten  to  and  from  intermediate  territory. 

East-bound  and  west-bound  Pacific  coast  tariff  No.  1.  effective  April  6,  1887,  subject  to 
western  classification  No.  1  : 

1..C A 400 

8 350 

8 800 

4 2S0 

5 SB 

A 210 

B 175 

C 140 

D 110 

E 100 

l*ranscontinental  Association  tariff  No.  10,  effective  September  1,  1888,  subject  to  western 
classiflcation  No.  4  : 

1 350 

2 800 

8 250 

4 2110 

6 175 

A 175 

B 155 

C. 125 

D no 

E. V<» 
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Transcontinental  Freight  Bureau  tariff  No.  1-G,  effective  January  18,  1904,  subject  to 
western  classification  No.  39  : 

1 860 

2 300 

8 «50 

4 MO 

6 176 

A 176 

B 166 

D 126 

C 110 

E : 100 

Exhibit  "  B-2." — East  bound  Pacific  coats  terminals  to  Missouri  River  common 
pointa,  applicable  as  maximum  rates  to  and  from  intermediate  territory. 

East-bound  and  west-bound  Pacific  coast  tariff  No.  1,  effective  April  5,  1S87,  subject  to 
western  classification  No.  1  : 

.   1 400 

•   2 350 

3 300 

4 260 

6 226 

A 210 

B 176 

C 140 

D 110 

E 100 

Transcontinental  Association  tariff  No.  10,  effective  September  1,  1888,  subject  to  western 
classification  No.  4  : 

1 360 

2 300 

8 260 

4 200 

6 176 

A 175 

B 166 

C 126 

D 110 

E 100 

Transcontinental  Freight  Bureau  east-bound  tariff  No.  3-E,  effective  October  12,  1903, 
subject  to  western  classification  No.  39 : 

1 350 

2 300    • 

3 260 

4 200 

5 176 

A 176 

B 156 

0 126 

D 110 

E 100 

The  difference  in  the  application  of  the  rates  shown  under  head  of  Exhibits 
"A-1"  and  "A-2 "  and  those  exhibited  under  Exhibits  "  B-1 "  and  "  B-2," 
respectively,  is  this :  That  "A-1  *'  and  **A-2  "  apply  only  to  and  from,  respec- 
tively, the  Pacific  coast  terminals,  while  the  rates  published  in  "  B-1 "  and 
"  B-2,"  respectively,  apply  as  maxima  to  all  intermediate  points. 

There  is  a  substantial  difference  in  the  circumstances  and  conditions  govern- 
ing the  movement  of  traffic  to  or  from  the  Pacific  coast  terminals  and  those 
which  govern  the  movement  of  similar  traffic  to  or  from  intermediate  or  inland 
points,  chief  of  which  is  the  controlling  influence  of  carriers  following  the 
sea  route,  which  are  not  subject  to  or  in  anywise  governed  or  restrained  by 
the  interstate-commerce  law. 

The  $4  scale  of  rates  to  and  from  points  w^est  of  the  Missouri  River  on  the 
east  and  the  Pacific  coast  terminal  points  on  the  west,  shown  by  Pacific  coast 
east  and  west-bound  tariff  No.  1,  of  April  5,  1887,  mentioned  by  Mr.  Kimball 
(see  Exhibits  "B-1"  and  "B-2"),  has  been  reducetl,  as  shown,  to  a  scale  of 
$3.50  for  first  class. 

If  the  rate  from  a  given  point  to  a  terminal  ix>int,  found  in  the  schedules 
shown  under  head  of  Exhibit  "A-1,"  when  added  to  the  local  rate  from  said 
terminal  point  to  the  point  of  final  destination  is  less  than  the  rate  direct  to 
said  point  of  final  destination  (see  Exhibit  "B-1"),  then  the  sum  of  the 
terminal  rate  (see  Exhibit  "A-1 ")  and  the  local  rate  back  is  used. 

The  list  of  class  rates  on  pages  2,  3,  and  4,  respect\\e\y,  «\io^  \?afe  \»x\SL 
numbers  and  the  dates  when  changes  were  made.    Owr  ^\ea  eonXAVoi  XvoX  ^'^^ 


480  DIGEST   OP   HEARINGS   ON   RAILWAY  BATES. 

copy  of  each  tariff,  therefore  tariffs  exhibiting  each  table  of  rates  can  not 
be  supplied.  The  references  will  enable  identification  of  each  tariff  in  the 
files  of  the  Interstatp  Commerce  Commission. 

The  facts  invite  the  following  statement:  It  will  be  observed  that  terminal 
class  rates,  that  is  to  say,  class  rates  applying  only  to  and  from  terminals, 
were  higher  in  September,  1905,  than  they  were  when  Mr.  KimbaU's  letter 
was  written.  The  explanation  is  that  in  1886,  and  continuing  into  1887,  there 
was  a  severe  war  of  freight  rates,  which  was  well-nigh  disastrous  to  com- 
mercial interests.  In  the  latter  part  of  1887  the  carriers  began  trying  to  get 
back  to  reasonable  rates.  This  could  not  be  done  at  one  Jump  without  injury 
to  commercial  Interests.  It  had  to  be  done  by  successive  steps,  as  the  tarifb 
will  illustrate.  The  rates  in  effect  previous  to  the  war  have  not  been  equaled 
since. 

At  the  time  Mr.  Kimball's  letter  was  written  almost  the  entire  tonnage  moved 
under  class  rates.  With  the  advance  of  these  class  rates  on  September  1. 
1888,  a  large  list  of  commodity  rates  was  adopted,  and  since  that  time  by  far 
the  larger  part  of  the  traffic  has  moved  under  commodity  rates.  A  comparisop 
of  the  commodity  rates,  published  in  Trans-Continental  Association  tariff  No.  8, 
authorized  by  Trans-Continental  Association  circular  No.  11,  with  the  rates 
In  force  to-day  (see  Trans-Continental  Freight  Bureau  west-bound  tariff  No. 
l-O,  I.  C.  C.  No.  375,  effective  January  18,  1904)  will  show  a  material  reduc- 
tion. For  many  commodities  the  reduction  shown  will  be  as  great  as  that 
illustrated  by  the  following  comparison  of  east-bound  commodity  rates  from 
California  to  Missouri  River  and  from  California  to  Colorado  common  points, 
respectively.  No  comparison  of  the  rates  of  1887  with  the  rates  in  force  in 
1905  will  show  the  cost  of  carriage  to  the  shipper  without  taking  account  of 
the  change  in  classification.  In  1887  the  rates  to  and  from  the  Pacific  coast 
were  governed  by  special  classifications,  covering  articles  not  exceeding  2,000 
In  number;  since  that  time  the  "western'*  classification  has  been  adopted 
for  all  tariffs,  which  contains  something  over  8,500  enumerations  of  articles. 
No  comparison  of  commodity  rates  which  would  approximate  the  facts  would 
be  possible  without  comparing  the  classifications,  and  that  would  be  an  enormous 
undertaking. 

East  hound  from  California  to  Missouri  River. 

Per  100 
pounds. 

,    Beans,  carloads,  November  1887 ., |1.  40 

Present  rate .  76 

Canned  goods,.  Including  canned  salmon,  November,  1887 1.  40 

Present  rate .  75 

Borax,  carloads,  November,  1887 1. 10 

Present    rate .  76 

Barley,  carloads,  November,  1887 1.  76 

Present  rate .  75 

Cocoa  oil,  carloads,  November,  1887 1. 10 

Present    rate .  60 

East  hound  from  California  to  Colorado  common  points. 

Per  100 

pounds. 

Beans,  carloads.  November,  1887 |1.  30 

Present  rate .  76 

Canned  goods,  carloads,  November,  1887 1.  30 

Present  rate  75 

Pickled  fish.  carload8,"lfovember"i887lIIIIIIIIIIIIIIIIIIZIIIIIIII^  l!  .30 

Present  rate .  75 

Vegetables,  carloads,  November,  1887 1.  90 

Present  rate .  75 

Wine,  carloads.  November,   1887 1.90 

Present  rate .  75 

Lumber,  carloads.  November,  1887 .  65 

Present  rate .  40 

Sugar,  carloads,  November,  1887 1.  30 

Present  rate .  60 

The  figures  and  explanations  on  the  foregoing  pages  apply  only  to  rates  be- 
tween the  Missouri  River  and  California  terminals  in  each  direction. 

The  rates  to  and  from  North  Pacific  coast  points  have  been  treated  by  letter  of 
Mr.  R.  B.  Miller,  general  freight  agent  Oregon  Railroad  and  Navigation  Com- 
pany, to  you,  under  date  of  October  20,  1905,  a  copy  of  which  is  attached  hereto 
for  ready  reference. 

Answering  the  inquiry  respecting  cases  where  a  greater  charge  is  made  for  an 
intermediate  than  for  a  longer  bawl  over  t\ie  aame  \\\i^  vlQ!^  Vh  the  same  direction. 
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the  onlj'  important  instance  wherein  the  Union  Paciflc  Raih-oad  is  concerned  as 
part  of  a  through  line  composed  of  several  carriers  is  in  the  case  of  rates  to 
Montana,  which  are  for  the  most  part  confined  in  their  application  to  what  are 
known  as  Montana  common  ix>ints,  heing  points  on  the  Oregon  Short  Line 
Railroad  from  Dillon  to  Anaconda  and  Butte,  inclusive.  The  Union  Paciflc 
maintains  a  somewhat  higher  basis  to  intermediate  r>oiuts  on  the  main  line 
south  of  Dillon.    This  adjustment  is  made  necessary  by  the  following  conditions : 

Montana  common-point  territory  is  competitive  with  lines  via  St  Paul. 

The  Chicago-St  Paul  rates  are  lower  than  the  Chicago-Missouri  river  rates. 

Montanai  connnou-point  rates  are  made  on  the  combination  of  local  rates  via 
St.  Paul  (a  much  shorter  route  than  the  one  via  Omaha),  thus  making  a  scale 
of  rates  to  this  territory  which  lines  operating  via  Missouri  River  crossings  are 
obliged  to  meet.  The  territory  south  of  Dillon,  Mont,  not  being  subjei't  to  the 
same  comi>etition,  is  served  by  rates  which  are  reasonable  alike  to  thj  public  and 
the  carrier. 

Below  will  be  found  a  comparative  statement  of  rates  and  distances  from  Chi- 
cago to  Butte,  Mont,  via  St.  Paul,  Omaha,  and  Kansas  City,  respectively,  which 
will  illustrate  the  distance  feature  of  the  competition  mentioned  above. 

[Rates  in  cents  per  100  pounds.] 


I    Di»- 
i  tance. 


I. 


Chicago  to  St.  Paul  ( Chicago, 
Milwaukee  and  St.  Paul ) . . 

St.  Paul  to  Butte  (Northern 
Paciflc) I    1,12T 

Chicago  to  Butte 

Chicago  to  MisBouri  River 


Miles.     ^ 
410     fLlMl 
2,50 


1,637 


a,  10 

.m 


Chlo 


>  to  Omaha  (Cliicago  i 


licagO  Xaj  yjiutkim  \  y.  uujwk^u  i 

and  Northwestern) I       489 

Omaha  to  Oranger  (Union  i 

Paciflc) I       854 

Granger  to  Butte  (Oregon  I 

ShortLlne) '       477 


0.60 


3-65 


Chicaeo  to  Omaha  (Chicago 
and  North  western ) 


Omaha    to  Denver  (Union  '. 

Paciflc) ! 

Denver  to  Salt  Lake  City  j 

(Denver  and  Rio  Grande) . . 
Salt    Lake    City    to   Butte  I 

(Oregon  Short  Line) 


Chicago     to    Kansas    City 
(Chicago  and  Alton) 


Kansas  City  to  Granger 
(Union  Paciflc) 

Oranger  to  Butte  (Oregon 
Short  Line) 


I 


;im   ifl 


0.40 


a  15 

4S 


je.ift 


0,35 


i.w 


ta& 


1  16 


1.7S     1.46 


0.S9 
1.15 


LiO 


L40 


D. 


o.ao 

LOU 


£.15 


'  I 


I 


aiO  ,  2.85     2.15     1.76     1.46     1.40 


I 


i 


\.m 


LW 


!.!» 


a,  IT 


LOT 


LOT 


vm 


LOT 


0,14 
.75 


.19* 


0,13 
.65 


,T8 


M 


,78 


If  I  can  be  of  any  further  service  to  you  in  this  matter,  please  eommaud  me. 
Yours,  truly, 

J.  F.  Stubbs,  Traffic  Director. 
Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce ^ 

Washington,  D.  C. 


WABASH    RAILWAY. 

Dear  Sib:  In  reply  to  your  circular  letter  of  November  23,  to  your  qaeati<yci^  "^^^ 
there  any  points  upon  the  mil  road  of  your  company,  or  upon  tk.ii's  t^WtcmA  «^x^\«\  Xsi 
your  company,  under  lease  or  otherwise,  to  or  from  where  \T\teT«t^\.e  t«lX.«»  lot  \>«»»Kti'«^'t^ 
or  freight  are  made  by  your  road  alone,  or  in  combVnat\on  N»\tYi  otYv^x  rQ«L^"a,  vjtAOa.  ^x^ 

8.  Doc.  244,  50-1 31 


482  DIGEST   OF    HEARINGS    ON    RAILWAY    RATES. 

areater  than  the  raites  to  or  from  more  distant  points  In  the  same  direction  over  the  l 

line?"  I  answer  no,  with  this  qualification:  In  malcing  up  eastern  or  8ealx>ard  freight 
rates  Chicago  Is  talcen  as  a  basis  and  placed  at  100 ;  surrounding  towns  are  Uased  opon 
differential  mileage,  using  Chicago  as  a  basis;  Peoria  takes  110  per  cent;  JacksonTllte. 
120;  Springfield,  116.  After  our  tariffs  were  formulated  and  In  effect  we  were  enabled 
to  do  no  business  from  Teoria  without  reducing  a  large  number  of  our  116  and  120  per 
cent  points.  After  the  decision  of  the  Interstate  Commerce  Commission  In  the  Loois- 
Tllle  and  Nashville  case  I  decided  that  we  had  the  right  to  go  into  Peoria  and  take  the 
business  at  the  rates  as  established  on  a  mileage  basis  and  put  into  effect  there  by  oar 
competitors,  and  patis  it  through  the  SpringtleTd  or  .lacksonville  (110  or  120  per  cent 
points)  without  reducing  the  rates  from  Springfield  and  .Tacksonvllle  proper  and  points 
grouped  with  those  cities  on  the  same  rates.  This  was  done  and  is  being  done — that  Is, 
freights  from  Peoria  to  the  seaboard,  in  connection  with  the  Jacksonville  and  Southeast- 
ern road,  this  road,  and  other  roads,  are  taken  to  the  seaboard  at  110  per  cent  of  the 
Peoria  rate,  some  of  it  passing  through  the  Jacksonville  district,  from  which  district  120 
per  cent  of  the  Chicago  rate  Is  charged.*  other  parts  of  it  passing  through  the  Spring- 
field district,  from  which  110  per  cent  of  the  Chicago  rate  Is  charged  for  like  freight  to 
the  seaboard. 

I  have  done  this  believing  it  to  be  no  violation  of  the  law,  but,  on  the  contrary,  in 
conformity  te  its  spirit  and  the  purpose  for  which  It  was  enacted,  this  being  exactly  the 
same  case  In  principle  as  is  cited  by  the  Commission  in  their  decision  of  tne  Louisville 
and  Nashville  case. 

Had  I  declined  to  have  done  this,  this  road  would  have  been  wholly  prevented  from 
carrying  any  freight  out  of  Peoria  without  reducing  the  rates  from  Jacksonville  and 
Springfield  and  points  eastward,  which,  owing  to  the  low  rate  already  established  at  those 
points,  could  not  be  done. 

Very  respectfully,  yours,  John  McNulta, 

Receiver, 

C.  C.  McCain,  Esq., 

Auditor  of  the  Interstate  Commeree  Commission,  Washington,  D.  C. 


THE   WABASH   RAILROAD  COMPANY. 

St.  Louis,  September  19,  1905, 
Bear  Sib  :  Your  letter  of  September  12.  The  records  of  the  Wabash  geueral 
freight  oflace  were  destroyed  by  fire  entirely  on  October  27,  1897.  I  am  there- 
fore unable  to  proiiuco  reference,  and  can  only  state  from  memory.  I  remem- 
ber the  letter  signed  by  John  McNulta,  copy  of  which  you  inclose,  and  would  say 
that  the  conditions  of  that  letter  are  still  in  effect  and  have  been  continuously 
from  the  date  the  letter  was  written,  and  no  challenge  or  protest  against  our 
action  has  been  received  in  the  interim. 

Very  respectfully,  yours,  S.  B.  Knight, 

General  Freight  Agent. 
The  Hon.  T,  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Senate  of  the  United  States,  Washington,  D,  C, 


WHEELING   AND   LAKE   ERIE   RAILWAY   COMPANY. 

Dbab  Sib:  Your  circular  of  October  20.  aslcing  if  this  company  make  rates  which  are 
greater  than  rates  from  more  distant  points  in  same  direction  over  same  line. 

The  inclosed  map  shows  the  line  of  our  railroad,  and  the  colorlnp;  and  figures  Indicate 
the  basis  upon  which  rates  are  computed  to  eastern  cities.  You  will  obserye  that  points 
from  Wellington  east  are  less  than  points  west. 

Bellevue  is  our  Junction  with  the  New  York.  Chicago  and  Saint  TA>uis  Railroad,  and 
takes  78  per  cent  of  the  Chicago  to  New  York  rate.  Now.  we  accept  business  from  our 
stations  in  the  70  and  71  per  cent  territory  and  send  via  Bellevue  (which  point  takes  78 
per  cent  basis)  going  to  eastern  cities. 

We  also  accept  business  from  our  71  and  74  per  cent  territory  and  send  via  Wellington 
(which  point  takes  70  per  cent  1)asis)   to  eastern  cities. 

We  understand  this  to  be  within  the  meaning  and  intent  of  the  Interstate  law. 

To  Illustrate:  The  rate  on  grain  from  our  78  per  cent  points  to  New  York  Is  19|  cents 
per  cwt. ;  from  our  71  per  cent  points,  18  cents,  and  the  points  which  take  19  and  18 
cents  to  New  York  are  sending  property  via  Bellevue,  which  takes  19J  cents  per  cwt. 

We  have  two  fast  freight  lines  working  business  from  our  stations,  one  via  Bellevue  find 
New  York,  Chicago  and  Saint  Louis  Railroad,  and  one  via  Creston  and  the  New  York. 
Pennsylvania  and  Ohio,  and  New  York,  Lake  Erie  and  Western  railroads,  Bellevue 
taking  78  per  cent  basis  and  Creston  71  per  cent  basis.  We  permit  the  fast  freight  lines 
to  work  upon  precisely  equal  terms  and  rates  froip  the  originating  points.  The  tariff 
rates  published  and  in  your  possession  hold  good  for  either  line. 

You  will  observe  that  the  line  working  via  the  78  per  cent  point  would  be  shut  out 
of  more  than  one-half  our  rond.  while  the  line  working  via  the  71  per  cent  could  retain 
the  entire  roadp  should  the  restriction  be  enforced  that  the  property  must  not  pass  through 
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anj  Dolnt  which  takes  a  higher  haaii  than  the  originating  point.  In  other  words,  it 
woald  work  to  the  disadvantage  of  the  shippers  from  our  76,  74,  and  71  per  cent  points, 
because  It  would  restrict  their  facilities  for  doing  business  and  depriye  them  of  the  needed 
dellTeries  of  the  eastern  cities. 

You  will  please  understand  that  the  basis  used  for  computing  rates  from  our  Junction 

Kints  were  established  by  the  older  roads  and  before  our  road  was  built,  and  hence  we 
d  no  voice  in  making  them. 

The  74  per  cent  territory  was  controlled  by  the  Pittsburgh,  Cincinnati  and  tdaint  Louis 
Railroad  before  our  road  was  built,  and  hence  we  adopted  the  basis  we  found  in  force. 

Such  points  of  information  as  I  thought  would  interest  you  I  have  given.  If  after 
reading  my  statement  you  find  it  desirable  to  have  further  Information,  I  shall  be  glad 
to  furnish  what  I  can. 

Yours,  etc..  \.  G.  Blair. 

C.  C.  McCain,  Esq.. 

Auditor  J  Washington,  D.  C. 


THE  WHEELING  AND  LAKE  ERIE  RAILROAD  COMPANY. 

Cleveland,  Ohio,  October  4, 1905. 

Dear  Sib:  Your  letter  of  September  8,  with  reference  to  letter  of  A.  G. 
Blair,  former  general  freight  agent  of  this  company.  Conditions  have  materi- 
ally changed  since  Mr.  Blair's  letter  was  written. 

First  The  Wheeling  and  Lake  Erie  Railroad  has  since  extended  from  Bowers- 
ton  to  the  Ohio  River,  all  taking  71  per  cent  of  the  Chicago  to  New  York 
rates,  and  a  line  built  from  Steubeuville  to  a  point  opposite  Wheeling,  W.  Va., 
all  points  on  same  being  on  60  per  cent  basis,  this  being  completed  in  1890. 
It  has  acquired  a  line  from  Cleveland  to  Zanesville  and  Canton  to  Sherrods- 
ville,  all  71  per  cent  territory  except  Zanesville  and  one  or  two  adjacent  sta- 
tions being  74  [)er  cent  points.  This  passed  into  the  hands  of  the  Wheeling  and 
Lake  Erie  about  May  1.  1900. 

Thus  the  Wheeling  and  Lake  Erie  is  able  to  find  an  outlet  for  air  the  ter- 
ritory except  the  line  from  Steubeuville  to  Wheeling,  W.  Va.  This  business 
has  to  pass  through  71  per  cent  territory  If  this  company  handles  it,  and  to  not 
take  It  would  deprive  this  company  of  all  participation  in  the  business  as  well  as 
the  shippers  of  any  benefits  from  competition. 

As  to  si>eciflc  instances  of  like  action  on  the  part  of  other  railroads,  the 
Pittsburg  and  Lake  Erie  take  business  out  of  Pittsburg,  a  GO  per  cent  point 
and  deliver  to  the  Erie  and  Lake  Shore  at  Youngstown,  a  60^  per  cent  point, 
and  all  lines  take  business  from  New  York  and  other  eastern  cities  for  Pitts- 
burg, Wheeling,  and  Steubeuville,  all  60  per  cent  points,  over  the  Pittsburg  and 
Lake  Erie,  Wlieeling  and  Lake  Erie,  and  other  lines,  and  all  pass  through  66J 
per  cent  and  71  per  cent  territory. 

There  has  also  been  a  marked  change  in  the  matter  of  rates,  nearly  all  down- 
ward forced  by  natural  conditions  that  can  not  be  avoided.  The  change  having 
been  gradual,  can  give  no  fixed  date. 

While  at  the  time  of  Mr.  Blair's  writing  the  rate  on  grain  to  New  York  ranged 
from  19i  cents  to  18  cents  jier  100  pounds,  It  Is  now  13^  to  12^,  and  when  for 
exi)ort  m  to  101,  and  a  multitude  of  grain  products  have  been  added  to  the 
list  taking  grain  rates  which  show  a  much  larger  reduction  than  has  been  that 
on  grain  proper,  and  many  articles  then  carried  at  class  rates  governed  by 
Official  Classification  are  now  taken  at  commodity  rates  lower  than  the  class 
rates. 

Have  used  New  York  as  an  example.  The  same  relative  reductions  having 
been  made  clear  to  other  points  and  because  we  had  no  other  business  than  that 
to  eastern  territory,  where  the  long  and  short  haul  can  enter. 

Any  further  Infonnation  desired  will  be  cheerfully  given.  Inclose  you 
copies  of  tariffs.  It  should  l>e  borne  in  mind  that  many  of  the  commodities  are 
produced  in  only  one  or  two  places,  and  therefore  there  can  be  no  conflict,  so  far 
as  intermediate  stiitlons  not  producing  like  commodities  are  concerned.  Billets 
and  pig  iron  are  not  produced  on  line  of  Wheeling  and  Lake  Erie  at  any  point 
between  Ohio  River  and  Cleveland.  Brick  only  at  Canton,  Zanesville,  and  Car- 
rollton.  Glass  bottles  only  at  Massillon,  and  agricultural  implements  only  at 
Massillon  and  Canton. 

Very  respectfully,  H.  J.  Booth, 

General  Freight  Agent, 

Hon.  S.  B.  Elkins, 

Chairman  Committee  on  Interstate  Commerce, 

Washington,  D.  C. 
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Responses  indicating  the  changes  in  condition  since  1887  have  not  beeo 
received  from  those  now  in  charge  of  the  properties  formerly  operated  by  tbe 
following:  Batesville  and  Brinkley  Railroad  Company;  Benton  Transportation 
Ciompany — Missouri  River  steamers;  Chicago  and  West  Michigan  Railway; 
Bvansville  and  Terre  Haute  Railroad  and  Peoria,  Decatur  and  Bvansville 
Railway;  Flint  and  Pere  Marquette  Railroad;  Inland  and  Seaboard  Coasting 
Company ;  Jacksonville  Southeastern  Line ;  Louisville,  New  Albany  and  Chicago 
Railway  Company;  Louisville,  New  Orleans  and  Texas  Railway  Company; 
Memphis  and  Little  Rock  Railroad  Company;  Mississippi  and  Tennessee  Rail- 
road Company;  Natchez,  Jackson  and  Columbus  Railroad;  Newport  News  and 
Mississippi  Valley  Company,  Western  Division;  Pontiac,  Oxford  and  Port 
Austin  Railroad  Company;  Queen  and  Crescent  Route;  Virginia  and  Truckee 
Railroad  Company — Carson  ajid  Colorado  Railroad  Company ;  Wabash,  Chester 
and  Western  Railroad ;  and  Wisconsin  Central  Associated  Lines. 


REGUUTION  OF  RAILWAY  RATES. 


DIGEST  OF  THE  HEARINGS 

BEFORE  THE  COMMITTEE  ON  INTERSTATE  COMMERCE, 

SENATE  OF  THE  UNITED  STATES, 

HELD  FROM  DECEMBER  16,  1904,  TO  MAY  23,  1905, 

INCLUSIVE, 

TOGETHER  WITH  CERTAIN  DATA 

IN  RESPONSE  TO  A  LETTER  OF  INSTRUCTIONS  OF 

THE  CHAIRMAN  OF  THE  COMMITTEE, 

DATED  JULY  3,  1905. 


COMPILED  BY  ORDER  OF  THE  COMMITTEE 

BY 

HENRY  C,  ADAMS, 

STATISTICIAN  TO  THE   UNITED  STATES    INTERSTATE   COMMEBCB   COMMISSION^ 

AND 

H.  T.  NEWCOMB. 
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FREIGHT  RATES  BY  WATER  ROUTES. 


INDEX  TO  TABLES  OF  FREIGHT  BATES. 


Page. 
Table  No.  1. — Average  through  freight  rates  on  provisions  from  Chicago,  111., 
to  European  i)orts  on  shipments  routed  all  rail  to  seaboard 

and  thence  by  steamer,  years  18H4  to  1904,  inclusive 491 

Table  Nc-.  2. — Average  through  freight  rates  on  grain  and  sack  tiour  from 
Chicaigo  to  European  ports,  routed  all  rail  to  seaboard  and 

thence  by  steamer,  years  1884  to  1904,  inclusive 492 

Table  Na  3. — Average  through  freight  rates  on  wheat  from  Chicago,  111.,  to 
New  York,  and  from  Chicago  to  Liverpool  when  routed  via 
lake  and  canal,  lake  and  rail,  and  ail  rail  to  the  seaboard, 

thence  via  ocean  steamer,  years  1874  to  1904,  inclusive 493 

Table  No.  4. — Average  yearly  ocean  freight'rates  on  various  comm<xiities from 
New  \  ork  to  London  aiid  Liverpool,  years  1884  to  1903,  in- 
clusive        494 

Table  No.  5. — Average  yearly  oi-ean  freight  rates  on  wheat  from  Boston,  New 
York,  rhilailelphia,  and  Baltimore  to  Liverpool,  years  1884 

to  1903,  inclusive 494 

Table  No.  6. — Ocean  rates  from  New  York  to  Liverpool,  Antwerp,  and  Glas- 
gow on  various  commodities  as  quoted  by  steamship  lines 

about  September  20  of  each  year,  1895  U>  1905,  inclusive 495 

Table  No.  7. — Ocean  freight  rates  from  Montreal  to  European  ports  on  various 
commodities  as  quoted  at  Montreal  on  May  1  and  September  1 

of  each  year,  1889  to  19a5,  inclusive \ 496 

Table  No.  8. — Ocean  rates  from  New  Orleans  to  various  foreign  ports  on  dif- 
ferent commodities  as  cjuoted  for  shipment  about  July  20  of 

the  years  190.3,  1904,  and  19a^ 497 

Table  No.  9. — Average  rates  on  wheat  from  St.  Ix)uis  to  New  Orleans,  routed 
via  Mississippi  River,  and  from  St.  Louis  via  Mississippi 
River  to  New  Orleans,  and  thence  by  steamer  to  Liverpool; 
also  through  rates  via  rail  routes  from  St.  l^ouis  to  New  York, 
and  thence  via  ocean  to  Liverpool,  for  the  years  1884  to  1904, 

inclusive 498 

Table  No.  10.— Through  export  rates  on  flour  from  Minneapolis,  Minn..,. to 
various  foreign  i)orts,  covering  shipments  routed  via  lake- 
and-rail  routes  to  seal)oard  and  thence  via  ocean,  as  cur- 
rentlv  quoted  at   Minneapolis  about  Septeml^er  1  of  the 

years'  1896  to  1905,  inclusive 498 

Table  No.  11. — Through  export  rates  on  flour  from  Minneapolis,  Minn.,  to 
various  foreign  |)orts  for  shipments  routed  via  rail-lake-and- 
rail  routes  to  Atlantic  seal>oard  and  thence  viaocean,  reported 
as  obtainable  on  various  dates  during  June,  Julv,  August, 

and  September,  19a5 ! 499 

Table  No.  12. — Ocean  freight  rates  on  flour  from  Atlantic  seaboard  cities  to 
various  foreign  ports,  currently  quoted  at  Minneapolis,  Minn., 

about  Septemljer  1  of  the  Jiears  1892  to  1905,  inclusive 500 

Table  No.  13. — Ocean  rates  on  flour  fn>in  Atlantic  seaboard  cities  to  various 
foreign  points,  currentlv  quot^ni  at  Minneapolis  on  various 

dates  during  August  and  September,  1905 502 

Table  No.  14. — Through  export  rates  from  points  in  the  L'niteil  States  to  for- 
eign ports  on  various  commodities,  effective  \Tv\.VvtfcTCvow\XvQ»V 
()ctol)er,  1903  anrl  1904,  and  August,  19(^5 ^^ 
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Table  No.  15. — Ocean  freight  rates  from  Baltimore  to  Bremen  on  various  com- 

moditiee  as  in  effect  July  9,  1904,  and  July  29,  1905 509 

Table  No.  16. — Ocean  freight  rates,  Boston  to  Copenhagen,  Denmark 509 

Table  No.  17. — Ocean  freight  rates  from  New  York  to  Genoa,  Italy 510 

Table  No.  18. — Oc«an  freight  rates  from  New  Orleans  to  Genim,  Italy,  on  vari- 
ous commodities 510 

Table  No.  19. — Seasons'  average  rates  on  wheat  and*  corn,  Chicagro  to  Buffalo 
by  lake  and  Buffalo  to  New  York  by  canal  and  river,  seasons 
1869  to  1904,  inclusive 511 

Table  No.  20. — Seasons'  average  rates  on  wheat  and  corn  from  Chicago  to  Sew 

York  via  lake,  canal,  said  river,  seasons  1869  to  1904,  mclusi  ve.      512 

Table  No.  21. r— Through  freight  rates  on  imjMjrt  traffic  from  British  and  con- 
tinental ports  to  San  Francisco  via  Atlantic  and  Gulf  ports. .      513 

Table  No.  22. — Through  rates  on  import  traffic  from  Liverpool,  England,  to 

points  in  Texas,  via  New  Orleans 514 

Table  No.  23. — Through  import  rates  from  different  foreign  ports  on  various 
commodities  to  interior  western  points  in  the  United  States, 
via  New  Orleans 514 

Table  No.  24. — Through  rates  on  import  traffic  from  Antwerp,  Belgium,  to 
different  points  in  the  United  States  on  various  commodi- 
ties       515 

Table  No.  25. — Import  rates  from  various  j)oints  in  South  America,  via  New 
Orleans,  to  points  in  the  United  States  on  various  com- 
modities         516 

Table  No.  26.— Rates  from  Montreal  and  New  York  to  western  ix)intg  on  vin- 
ous comm<xli  ties  of  import  traffic,  as  comparetl  with  rat<M:on 
domestic  traffic 516 

Table  No.  27. — Through  rates  on  imi>ort  traffic  from  foreign  ports  to  North 

Pat'ific  coast  points  on  various  connnodities 518 

Table  No.  28. — Through  ocean-and-mil  commodity  rates  from  New  York  to 

interior  Mexican  cities *. .       519 

Table  No.  29. — Through  rates  from  interior  Unitecl  States  ix)ints  to  x>oints 

in  Mexico  on  various  commodities 521 

Table  No.  30. — Rates  of  the  Panama  route  from  New  York  to  different  |>oin*£ 
in  Central  America  on  classified  traffic  and  various  coin- 
moiiities 525 

Table  No.  31. — Rates  of  the  Panama  route  from  New  York  to  Mexican  portfc 

on  classified  traffit?  and  various  commodities 525 

Table  No.  32. — Rates  of  the  Panama  route  fnim  New   York  and   common 

points  toSan  Francisco  on  classifio*!  traffic  and  commodities.      526 

Table  No.  33— Rates  of  the  Panama  route  from  New  York  to  North  Pacific 

coast  points  on  classified  traffic  and  comnuKliMes 526 

Table  No.  34. — Rates  of  the  Pananja  route   from   New   York   and   common 

points  to  Sacramento  and  Stockton,  Cal 527 

Table  No.  35. — Rates  of  the  Panama  route  from    New   York   and   common 

points  to  I^s  Angeles,  San  Diego,  antl  Santa  Barbara,  Cal 527 

Table  No.  36. — Rates  of  the  Panama  Railroad  Steamship  Line,  New  York  to 

Panama,  on  classified  traffic  and  c^)mmodities 528 

Table  No.  37. — Rates  of  the  Panama  route  from  New  York  to  ports  in  the 
Republic  of  C-«)lombia,  Ecuador,  Peru,  and  Chile  on  various 
c»ommodities 529 

Table  No.  38. — Hattys  of  the  Southern  Pacific  C(>mi>any  and  Morgan  Steamship 
Line,  in  connection  with  the  Unite<l  Fruit  Company  Steam- 
ship Line  from  New  York  to  Honduras  and  Central  American 
lH)ints,  on  various  conmimlities 530 

Table  No.  39. — Ocean  rates  from  New  York  to  I^aGuaira  and  Puerto  Cabello, 

South  America,  on  various  commodities 532 

Table  No.  40.— Ocean  rates  from  New  York  to  Curayao,  Maracaibo,  and  La 

Vella  l)e  Coro,  South  America,  on  various  comino<litit»8 5ii3 

Table  No.  41. — Ocean  freight  rates  from  New  York  to  Jamaica,  Colombia,  and 

Central  America  on  various  comnunlities 534 

Tabi,e  No.  42.— Ocean  freight  rates  from  New  York  to  San  Juan,  Ponce,  and 

Mayaguez,  Porto  Rico,  on  various  commodities 535 

Table  No.  43. — Ocean-rail-and-ocean  rates  from  New  Orleans,  Iji.,  and  Colon, 
Panama,  and  ports  in  Costa  Rica,  Nicaragua,  Mexico, 
Reimblic  of  Colombia,  Pk'uador,  Peru,  and  Chile  on  various 
commodities 537 


DIGEST   OF   HEARINGS   ON   RAILWAY   RATES.  489 

Page. 

Table  No.  44. — Ocean    rates    from  New  York  to  Veracruz    and    Tampico, 

Mexico;  on  various  commodities  ^ 541 

Table  No.  45. — Ocean  rates  from  New  York  to  Progreso,  Central  America, 

on  various  commodities 543 

Table  No.  46. — Ocean  rates  from  New  York  to  Habana  and  Santiago,  Cuba,  on 

various  commodities 545 

Table  No.  47. — Ocean-rail-and -ocean  rates  from  Guayaquil  and  Valparaiso, 
South  America,  via  Panama  route  to  New  York,  on  various 
commodities 546 

Table  No.  48. — Through  rates  from  C'hilean  and  Peruvian  ports,  via  Panama 

route,  to  European  ports,  on  various  commodities 547 

Table  No.  49. — Special  rates  of  the  Panama  route  from  New  York  to  San 

Francisco  on  a  limiteil  number  of  commodities 548 

Table  No.  50. — Through  rates  from  San  Francisco  to  New  York,  via  Panama 

route,  on  classified  traflfic  and  commodities 549 

Table  No.  51.— Through  rates  from  San  Francisco  to  European  ports,  via 

Panama  route,  on  classified  traffic  and  commodities 550 

Table  No.  52. — Through  rates  from  Mexican  and  Central  American  ports  to 

Europe  via  Panama  route  on  various  commodities 551 

Table  No.  53. — Special  rates  of  the  Pacific  Mail  Steamship  Company  Panama 
Line  from  San  Francisco  to  Mexican  and  Central  American 
ports  on  different  commodities 552 

Table  No.  54. — Through  rates  from  Mexican  and  Central  American  ports  via 

Panania  route  to  New  York 553 

Table  No.  55. — Rates  from  Panama,  Central  American,  and  Mexican  ports  to 

San  Francisco  via  Pacific  Mail  Steamship  Company 556 

Table  No.  56. — Throujxh  rates  from  Liverpool,  England,  to  South  Pacific  ports 

via  Colon  and  Panama  route 556 

Table  No.  57. — Rates  from  Liverpool  to  Mexican  and  South  American  ports  .      559 

Table  No.  58. — Comparison  of  rates  from  New  York  to  Colon,  Habana,  Santi- 
ago, Livingston,  and  San  Juan  on  various  articles 560 

Table  No.  59. — Rates  from  Hamburg,  Bremen,  and  Antwerp  via  Colon  and 

Panama  to  Panama  and  South  American  Pacific  coast  ports.      561 

Table  No.  6Q. — Rates  from  French  ports  to  Pacific  coast  ports  via  Panama 

route 562 

Table  No.  61. — Rates  from  Hamburg,  Bremen,  and  Ant^^erp  to  ports  on  the 

west  coast  of  America  via  Panama  route 562 

Table  Xo.  62. — Various  average  rates  of  the  Panama  route 564 

Table  No.  63. — Freight  rates  from  New  York  to  San  Francisco  by  American 
and  Canadian  transcontinental  nmtes  on  various  commod- 
ities, years  1870  to  1904,  inclusive 566 

Table  No.  63  A. — Comi>arison  of  rates  from  New  York  to  San  Francisco  as 
charged  by  the  transcontinental  routes,  the  Panama 
route,  and  the  all-water  route  of  the  American  Hawaiian 
Steamship  Company 568 

Table  No.  63  B. — Comparison  of  tlirough  freight  rates  from  New  York  and 
common  seaboard  points  to  North  Pacific  coast  points  via 
transcontinental  all-rail  and  rail-and-lake  routes  and  via 
the  Panama  route 569 

Table  No.  64. — Freight  rates  from  San  Francisco  to  New  York  by  American 
and  (/anadian  transcontinental  routes  on  various  commod- 
ities, 1870  to  1904,  inclusive 570 

Table  No.  65. — Rates  from  interior  points  in  the  United  States  and  from  Pacific 
coast  ports  to  ports  in  China  and  Japan  on  various  com- 
modities        572 

Table  No.  66. — Ocean  freight  rates  from  San  Francisco  to  Japan,  Korea,  etc.. 
on  various  commodities,  as  in  effect  July  18,  1901,  and  since 
March  20,  1903 573 

Table  No.  67. — Through  rates  from  ports  in  China  and  Japan  to  Pacific  coast 
ports  and  to  interior  points  in  the  United  States  and  Canada 
on  various  commodities 574 

Table  No.  68. — Through  rates  from  i)oints  in  the  United  States  to  A  akland, 
New  Zealand,  and  Sydney,  Australia,  via  San  Francisco,  on 
various  commodities 576 

Table  No.  69. — Average  ocean  rates  on  ^rain  by  sailing  vessel  from  B«kXv¥T^w- 

cisco  to  the  United  Kingdom,  1874  to  \9(y4,  mc\v3L«v\'fe ^'Vl 


490  DIGEST   OF   HEABINGS   ON    RAILWAY   RATES. 

Page. 

Table  No.  70. — Ocean  ratee  from  New  York  to  various  South  American  ports.      577 

Tabls  No.  71. — Ocean  rates  from  New  Orleans,  Mobile,  British  Honduras,  and 

Gautemala  on  various  commodities 578 

Table  No.  72.— Ocean  rates  from  New  York,  Boston,  Philadelphia,  and  Balti- 
more to  Banes,  Cuba 578 

Table  No.  73. — Ocean  rates  from  New  York  to  different  South  American  ports 

on  various  commodities 57H 

Table  No.  74. — Ocean  rates  from  Veracruz,  Mexico,  to  New  York  on  impor- 
tant commodities 579 

Table  No.  75. — Ot^an  rates  from  Copenhagen,  Denmark,  to  Boston 579 

Table  No.  76. — Comparison  of  through  import  rates  from  Antwerp  Belgium, 
to  various  points  in  the  United  States,  route<i  via  Boston, 
with  the  rates  on  same  articles  of  domestic  origin  at  Boston.      580 

Table  No.  77.— Comparison  of  rates  from  San  Francisco,  Cal.,  to  New  York, 
via  trans-continental  all-rail  routes  and  the  Panama  route 
on  clasi^es  and  particular  commodities  on  which  the  Panama 
route  jmblishes  the  spei^ial  rates  given 5S1 


FEEIGHT  RATES  BY  WATER  ROXTTES. 

Table  No.  1. — Average  through-freight  rates  oil  promions  from  Chicago^  lU.y  to  European 
ports  named  on  shipments  routed  all  rail  to  seaboard  and  thence  6//  steamer, 

[In  cents  per  100  pounds.] 
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Table  No.  2. — Average  through  freight  rates  on  grain  and  sacked  flour  from  Chicago  to 
European  ports  mimed — Shipments  routed  all  rail  to  seaboard,  thence  by  steamer. 

[In  cent8  per  100  pounds.] 
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Table  No.  3. — Average  through  freight  rateAt  on  wheat  from  Chicago^  lU.,  to  New  York, 
and  from  Chicago  to  Liverpool  when  routed  by  the  routes  indicated, 

[In  centji  per  bushel.] 
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Table  No.  4. — Average  yearly  ocean  freight  rates  on  specified  commodhie^  from  New  York 

to  iMndon  and  Liverpool,  1884  to  1908,  indusiiye, 

[In  cents  per  100  pounds.] 
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Average  6  years. . 

...}    12.8 

14.5 

31.1  1 

86.2  1 

23.5 

10.6 

12.2  ! 

24.7 

81.5 

19.6 

1889 

16. 6 

19.1 
13.6 
15.2 
12.3 
11.7 

40.0  ; 

38.8  1 
25.3 
23.3  1 
23.3 

44.6  1 

37.3  ; 

32.6  ; 

25.7  j 

28.4  1 

32.2 
26.1 
21.6 
17.5 
17.5 

13.7 
9.1 

11.0 
9.2 
8.2 

15.4  1 
11.3 
li.7  1 

11.5  • 
10.5 

34.1 
26.6 
27.9 
22.7 
22.7 

39.9 
32.0 
38.1 
24.7 
25.7 

2S.4 

1890 

1891 

1892 

1893 

....|     10.9 
....      13.1 
....       9.6 

....;     9.6 

19.2 
20.1 
16.9 
17.0 

Average  5  years. . 

....|     12.0 

14.4 

29.1  : 

33.7  1 

23.0 

10.2 

12.3 

26.8 

31.1 

19.9 

1894 

1805 

1896 

1897 

1898 

....|      6.6 
....1      7.6 
....      13.3 
.....    12.2 
....1     13.6 

9.6 
9.5 
13.6 
14.7 
16.1 

21.0 
19.0 
25.0  , 
26.9  . 
31.2  , 

26.8  1 
28.6  , 

29.9  ' 
29.9 
40.4  ; 

16.2 
14.3 
17.6 
18.5 
21.9 

0.8 
7.6 
10.3 
10.8 
12.2 

8.8 

8.7 
12.1  i 
12.7  . 
15.5  1 

19.0 
17.6 
28.6 
22.7 
28.6 

'22.1 
18.4 
26.8 
25.2 
34.1 

15.7 
12.8 
16.6 
16.5 
21.3 

Average  5  years.. 

....!     10.2 

12.7 

24.6 

80.1  , 

17.7 

9.5 

11.6 

21.2 

25.2 

16.6 

1899 

1900 

....1     10.5 
....!     14.2 

13.3 
18.8 
9.7 
8.9 
8.7 

26.6  1 
36.4  1 
25.0 
19.7 
19.7 

34.1  . 
48.3  1 
33.1 

25.2  ■ 

26.3  1 

18.7 
25.6 
17.4 
14.1 
14.1 

8.5 
11.9 
4.4 
5.0 
5.0 

11.8  : 
14.2  1 

6.7 

8.3 

8.4 

22.4 
28.6 
11.9 
15.4 
14.8 

~26.7 
34.1 
14.7 
19.4 
24.7 

~16.1 
20.6 

1901 

1902 

1908 

.....      6.6 
....       5.8 
....       5.8 

8.2 
11.1 
12.0 

Average  5  years.. 

....1       8.6 

11.9 

25.5 

38.4 

18.0 

7.0 

9.9 

18.6 

22.5 

13.6 

Table  No.  6. — Average  yearly  ovean  freight  rates  on  whettt  from  specified  ports  to  Liver- 
pool, J 884  to  1903,  inclusive. 
[In  cents  per  100  pounds.] 

Yearly  average  rates  to  Liverpool  from— 

Boston.    !  New  York.  I      pita.      '  Bftltlmore. 


1884. 
1885. 
1886. 
1887. 
1888. 


11.67  I 
10.63  I 
11.04  I 
8.33  , 
8.75  , 


_l 


11.67 


Average  5  years. 


1890. 
1891. 
1892. 
1893. 


13.13 
1-2.29 
12.29 
10.  UO 
10.42 


Average  5  years. 


IhW. 
1895. 
1896. 
1897  . 
1898. 


8.25 

10.08  1 

a  11. 67 

11.63 

10.63 
8.13 

13.13  L. 
8.13    .. 
10.42  ,.. 

8.75  1.. 
7.92, 

l.\00 
9.38 

8.83 

1 

11.46 

7.50 
6.2.5 

11.2.'» 

9.58  , 

9.38 

8.27 

9.67 

a 9.58  j 

11.29 

5.00 
5.42 
7.  OH 
7.08 
8.13 

6.46  ! 
8.54  , 
9.79  ' 

10.21 

11.46  1 

7.92^ 

7.71  1 

9.29  1 
10.42  , 
U.67  ' 

7.92 
8.13 
10. 42 
10.00 
12.(»^ 

AvoraKC  5  yt»ar<.. 


♦5.51 


9.29  ; 


9.40  I 


9.71 


1890  . 
1900. 
1901  . 
1902. 
190:^  . 


0.67  1 
S.75 
3.33  ! 
4.79  I 
4.79  I 


8.13 

^    7.92 

11.25 

*  12.50 

4.17  i 

5.42 

4.79 

6.00 

4.79  : 

5.00 

10.  H) 

12. 91 

6.4«i 

.\«<3 

'».  (JO 


Average  5  ymr'*. 


1. 67 


6.65  1 


7.17 


S.W 


a  Owe  v^^ax. 
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Table  No.  6. — Ocean  rates  from  New  York  to  forehjn  ports  named,  tjuoted  by  steamship 
lines  about  September  20  of  each  year  indicated. 

[In  centA  per  100  pounds,  except  as  noted.    With  primage.] 
TO  LIVERPOOL. 


Articles. 


Grain,  per  bushel 

Cotton,  compresjied 

Flour  (sacks) 

Oil  cake 

Canned  meats 

Bacon 

Lard  (tierces) 

LArd  (small  packages) . 

Cheese 

Butter 

Tallow 

Leather  

Tobiuco 

Gluco.-e  and  grape 
sugir , 

Sirup 

Oil  (lubricating  or  cot- 
ton-seed), i>er  barrel 

Beef,  per  tierce , 

Pork,  per  barrel 

Apples, green,  per  bar- 
rel   

Walnut  logs  and  lum- 
ber   

Whltewood , 

Clover  seed 

Timothy  seed , 

Hay 

Istle 


1896. 

1896. 
8.93 

1897. 

1 
1898. 

4.73 

8.93 

7.35  1 

26.25 

3f..09 

32.81 

9.84 

16.88 

15.47 

14.06 

8.44 

16.88 

14.06 

14.06 

11.26 

22.50 

16.88 

14.06 

n.26 

22.50 

16.88 

14.06 

11.25 

22.60 

16.88 

14.06 

12.6ti 

28.13 

19.69 

19.69 

22.50 

39.38 

28.13 

28.13 

28.13 

45.00 

56. -25 

33.75 

9.84 

22.50 

16.88 

14.06 

28.13 

45.00 

28. 13 

28.13 

20.00 

40.00 

30.00 

9.84 

16. 88 

15.47 

11.25 

9.84 

16.88 

15.47 

11.1:5 

50.40 

100.80 

88.20 

63.00 

50.40 

100.80 

75.60 

63.00 

37.80 

63.00 

50.40 

.50.40 

50.40 

75.60 

63.00 

75.60 

14.06 

22.50 

19.69 

14.06 

16.88 

22.50 

22.50 

19.69 

16.88 

19.69 

19.69 

16.88 

16.88 

19.69 

22.50 

22.50 

16.88 

45.00 

33.75 

33.75 

16.88 

39.38 

•i5.31 

28.13 

1899.  ,  1900.   1901.  >  1902.  '  1903.   1904.  1906. 


5.78 
30.00  I 
11.25 
11. -25  ;. 
16.88  I 

16.88    ; 

16.88  1 
22.50  I 
28.13 
38. 75  i 
16.88 
28.13 
20.00  1 

16.88  , 
16.88 

75.60 
76.60 
56.70 


9.45 
40.00 
19.69 
16.88 
22.60 
22.60 
•22.60 
28.13 
33.75 
39.38 
•22.50 
33.75 
10.00 

19.69 
19.69 

100.80 
100.80 
75.60 


75.60  I  75.60 


2.10 
12.50 
5.63 
5.63 
6.63 
6.63 
6.63 
11.26 
•22.50 
22.50 
6.63 
14.06 
16.00 


5.6:^  ; 

25.20  i 
•25. '20  I 
18.90 


3.16 
16.00 
8.44 
7.88 
11. -25 
11. '25 
1L25 
16.88 
19.69  i 
22.50 
U.'25  ; 
16.88  , 
20.00  , 

8.44  ' 

8.44 ; 


3.15 

:  15.00 

8.44 
I  8.44 
I  11.25 
i  11. -25 
I  1L25 

16.88 
i  22.60 

28.13 
;  11.28 
,  22.50 
,  '20.00 


8.44 
8.44 


2.10 
16.00 
5.63 
6.63 
8.44 
8.44 
8.44 
14.06 
22.60 
28.18 
8.44 
22.50 
20.00 

8.44 
5.63 


50.40  '  50.40  '  37.80 
50.40  I  50.40  I  37.80 
t-i  iii\     ^n  .in  I  '•)!^  on 


37.80 


63.00     50.40 


16.88 
19.69 
19.69 
22.50 
28.13 
16.88 


i  '22.  .50  1 
25.31  , 
,  22.50  I 
I  29.31 
,  33.75  I 
33.75 


11. '25  ' 
14.06  I 
n.'25  I 
14.06  ; 
16.88  ! 
•28.13 


50.40  !  ^25.20 


68.00 

12.00 
14.00 
11. -25 
14.06 
14.06 


63.00 


8.15 
15.00 

8.44 
i8.44 
11.25 
11.25 
11.25 
16.88 
22.60 
28.18 
U.25 
22.60 
20.00 

8.44 
6.75 

50.40 
60.40 
26.20 

63.00 


1*2.00 
14.00 
11. '26 
14.06 
16.88 
16.88     16.88  i  16.88  i  16.8 


1-2.00  I  10.00 
14.00  I  11.00 
11.25  I  11.25 
14.06  14.06 
11. '25     11.25 


TO  ANTWERP. 


Grain,  per  busliel i    4.73; 

<>>tton,  compn«sed 19.69 

Flour  (sack.s) 11. 25  ' 

Oil  cake i  11.25  | 

('anned  meats |  14.06  | 

Bacon '  14.06 

Lard  ^tierces) |  14.06 

Lard  (small  packages) .    19. 69 

Cheese 22.50 

Butter I  28.13 

Tallow I  14.06 

Leather i  39.38 

Tobacco I  -22.50 

(Jlucose     and     grape  ' 

sugar ;  11.  '25 

Sirup ;  11.25 

Oil  (lubricating  or  cot- 
ton-seed ) ,  ;>er  barrel . !  63. 00 

Beof.  per  tierce '  63. 00 

I»ork.  per  barrel i  50. 40 

Apples,  green,  per  bar-  ■ 

rel r^.OO 

Walnut  logs  and  lum- 

l>er 19.60 

Whitewood 22. 50 

Clover  si^ed i  16.S8 

Ti  mothy  seed 22.  .'>0 

Hay ,  22.50 

Istle 16.88 


3-2. 81 
19.69 
19.69 
'25. 31 
•25.31 
-25. 31 
30.94 
33. 75  j 
39.38  1 
'25.31 
45.00  I 
•28.13  I 


9.45 
39.38 
19.69 
19.69 
'2-2.50 
•22. 50 
2-2.50 
•28.13 
39. 3H 
45.00 
22. 50 
39.38 
•22. 50 


10.50 
3-2.81 
19.69 
19.69 
'2.5. 31 
•25.31 
•25.31 
30.94 
33.75 
39.38 
2.5.31 
39.38 
'28.13 


I    7.78 

;  '26. '25 

I  14.06 

;  14.06 

I  22,50 

■  '2-2.50 

22.50 

28.18 

39.38 

'  39. -38 

I  '22.50 

,  :«.75 

'  19.69 


10.50 
39.38 
19. 69 
19.69 
28.13 
•28.13 
•28.13 
30.  W 
39.38 
39.38 
•28.13 
45.00 
30.00 


3.15 
•20.00 
11. '25 
11. '25 
19.69 
19. 69 
19. 69 
2^2.50 
33.75 
39.38 
19.1.9 
39.38 
•2-2.00 


'    3.68  j 

18.00 

!  11.25  I 

1    8  44  I 

19.69  I 

i  19.69  1 

i  19.69  i 

I  22.50  I 

I  33.75  ■ 

39.38  I 

14.06  ' 

39.38  I 

18.  UO 


2^2.50  I 
•22.50  I 


19.69  ; 
19.69 


2-2.50  1 
'2*2.50  , 


16.88 
16.88 


14.06     14.  Of] 


'22.50 
...    I  '2^2.50  I  14.06     14.06 

113.40  1100.80   113.40   100.80   113.40 


113.40  ,100.80    113.40  ilOO.SO  !1'J6.00 
88.*20     75.60     81.90     75.60     9^1.50 


63.00  ,  63.00  ' 

88.  -20     88.  •20 

75.00     75.riO  I 


3.15 
15.00  j 
n.'25 

8.44  : 
19.69  I 
19.69 
19.69  I 
22.50  ' 
83.75  , 
39.38 
14.06 
39. :« 
18.00 

14.06 
14.06 

63.00 
88. '20 
75.60 


7.5.60  I  75.60  '  75.60     75.60     75.60     94.50     94.50  '  94.50 


28.13 
30.94 
28. 13 
33.75 
30.  W 
•25. 31 


19. 69 

•2-2.50 

25. 31 

30.94 

33. 

28.13 


I 


??J 


•22.50  ,  16.88  I 

•25.31  I  19.69  ' 

•25.31  19.69  I 

30.94  I  ^25. 31  I 

39.:i8  39.38  j 

33. 75  ,  '2A.  13 


19.69  I 
2*2. 50 


19.69  ' 
•2*2.  r.0 


•2-2.50  I  •2^2.50 
28. 13  '  '2><.  13 


11.06  I 
16.88 
14.06  i 
19.69 


14.06 
16. 88 
14.06 
19.69 


2.10  I 
15.00  I 

8.44 ; 

8.44 
16.88  ' 
16.88  , 
14.06  I 
16.88  . 
33. 75  1 
39.38 
14.06  I 
33. 75 
15.00 


4.20 
18.00 
n.*25 
n.25 
16.88 
16.88 
14.06 
16.88 
33.75 
89.38 
14.06 
28.13 
2^2. 50 


U.^25  I  11. 25 
11.^26  '  11.-25 

(W.OO  !  63.00 
75. 60  75. 60 
56. 70     56. 70 


75. 60 

14.06 
16.88 
14.06 
16.88 


33.75  '  •2*2.50     14.06     16.88     14.06 


75.60 

11. '25 
14.06 
16.88 
16.88 


16.88 
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Table  No.  6. — Ocean  rates  from  Xew  York  to  foreign  ports  nam^d,  quoted  htj  steamsfiip 
Imes  about  JSeptemher  20  of  each  year  indurated — Continued. 

[In  eenta  per  100  pounds,  except  as  noted.    With  primage.] 
TO  GLASGOW. 


Articles. 


Grain,  per  bushel 

Cotton,  comprefsed 

Flour  (sacks) 

Oil  cake 

Canned  meats 

Bacon  

Lard  (tierces) .., 

Lard  (small  packages) . 

Cheese 

Butter 

Tallow 

Leather 

Tobacco  

Glucose  and  grape 
sugar 

Sirup 

Oil  (lubricating  or  cot- 
ton-seed), per  barrel. 

Beef,  per  tierce 

Pork,  per  barrel 

Apples,  green,  per  bar- 
rel  

Walnut  logs  and  lum- 
ber   

Wbitewood 

Clover  seed 

Timothy  seed 

Hay 

Istle 


1896.  I  1896.  I  1897.  I  1898.  I  1899. 


5.78  I  9.45  '  7.88  1  9.45   6.30 


12.66 
12.66 
16.88 
16.88 
16.88 
22.50 
28.13 
28.13 
16.88 
33.75 
25.00 

U.06 
14.06 


75.60 
50.40 

75.60 

19.69 
22.50 
16.88 
22.60 
28.13 
2S.13 


16.88 

16.88 

•28.13 

33.75 

33.75 

39.88 

39.88 

50.63 

28.13  , 

56.26  I 

40.00  , 

19.69 
19.69  ' 

113.40 
151. 20 
100.80 


14.06 
14.06 
19.69 
22.50 
22.50 
28.13 
33.75 
33.75 
19.69 
45.00 
30.00 

14.06 
14.06 


15. 47 
15. 47 
22.50 
22.50 
22. 50 
28.13 
33.75 
33.75 
22. 50 
39. :« 
30.00 

16.88 
16.88 


100.80  100.80 
100.80  100.80 
75.60     75.60  : 


14. 06 

;  14.06 

19.69 

19.69 

19.69 

I  25.31 

,  28. 13 

'  33.75 

19.69 

33.75 

>  30.00 

14.06 
14.06 

88.20 
88.20 
63.00 


88.20     75.60     75.60     75.  ( 


28.13 
28.13 
25.31 
30.94 
56.26 
45.00 


22.50 
22.60 
19.69 
'.{8.13 
28.13 
33.  75 


22.50 
28.13 
22.60 
28.13 
28.13 
56.26 


22.50 
28.13 
19.69 
25.31 
28.13 
66.26 


1900.  1  1901.   1902.  I  1903.  I  1904.  !  19a\ 

I      I 


-I !-- 

10.60,  2.10  i  3.15   4.20   3. 15  |  2.6 


19.69 
19.69 
25.31 
25.31 
25.31 
30.94 
:J3.  75 
33.75 
28.13 
45.00 
46.00 

18.28 
18.28 

1-26.00 
113.40 
88.20 

75.00 

28.13 
33.75 
25.31 
30.94 
33.75 
33.75 


;  6.75  1 
!  6. 75  I 
i  14.06  ' 

14.06  I 
I  14.06 
,  19.69 
1  22.50 
,  30.38 

14.06 
,  30.94 

30.00 

6.75 
6.7o 


.1. 


J. 


8.44 
8.44  I 
16.88  , 
16.88  ! 
16.88  , 
22.50 
28.13  I 
33.75 
16.88  i 
33.75 
26.00  i 

8.44  ' 
8.44  I 


7.88  ; 
7.88 
16.88  , 

16.88 ; 

16.88 

22.60 

28.13 

33.75 

16.88 

33.75  ; 

30.00  ' 

7.88  , 
7.88  1 


5.63 
5.63 
14.06 
14.06 
14.06 
19.69 
28.13 
33.75 
14.06 
33.76 
33.75 

7.88  I 
6.75  1 


I  8.44 
,  8.44 
I  16. «» 
I  16.  te 
'  16.8ii 
i  22.50 
;  28.1^ 
'  33.75 
I  16.8s 
33.75 
!  28. 13 

8.44 
8.44 


63.00  i  75.60  I  76.60  I  63.00  '  63.00 

63.00  I  76.60  75.60  ,  63.00  ,  76.60 

37.80  I  56.70  i  56.70  '  50.40  '  56.70 

63.00  !  68.00  63.00     63.00  1  63.00 


16.88  !  16.88 

19.69  i  19.69 

16.88  1  16.88 

22.50  i  22,60 

28.13  19.69 


16.88  ; 

19.69 
16.88 
22.50 
19.69 


28. 13  I  28. 13  I  28. 13 


16.88  ,  16.88 
19.69  19.69 
16.88  I  16.88 
19.69  19.69 
19.69  I  22.60 
28.13  ,  28.13 


Table  No.  7. 


-Ocean  freight  rat4is  from  Montreal  to  European  ports  named,  current  on 
dates  indicated. 


Heavy  grain  (per 
bushel). 


Oats  (per  bushel). 


Liver- 
pool. 


1899— May  1,  no  record. 

Sept.l I 

1900— May  1 

Sept.l 

1901— May  1 

Sept.l 

1902— Mayl 

Sept.l 

190a-Mayl 

8ept.l 

1904— May  1 

Sept.l 

1905-Mayl 

Sept.l 


Lon-  Glas- 1  Ant- ,  Liver- ,  Lon-  Glas- 1  Ant- 
don,   gow.  werp.   pool.  '  don.   gow.  .werp. 


6.0 

7.6 

9.0 

4.5 

3.0 

3.75 

3.76 

3.188 

3.0    I 

1.5    i 

2.26  I 

2.50  I 

3.375' 


7.  5  6. 75 
8.25  7.5 
19.6     7.5 


6.0 
3.0 
4.5 
4.5 
4.5 
3.0 


4.0 
3.0 
3.75 
3. 375 
3. 375 
3.0 


2.25  2.25 

2.25  3.0 

2.2.=)  3.0 

3.75  3.75 


10.6  I 
9.0  , 
9.0 

6.75    . 
4.5 
4.125 
5.25 
4.5    I 
3.0    , 
3.0    ' 
3.0    , 

•i.'iJA 


4.8 
5.4, 
6.0  1 

2.4' 
3.0  I 

U\ 

L8  I 
2.52 
2.7  . 


6.0 
6.0 

7.2 ; 

4.8    . 

3.0 

3.6 

3.3 

2.7 

2.4  ■■ 

1.8 

1.8 

2.52 

8.0 


5.4 
6.0 
6.0, 

2.4; 

3.0 

2.4i 

2.4 

2.4' 

L8, 

2.4 

2.7|. 

3.0. 


8.4 
7.2 
6.6 
5.4 
8.6 
3.0 
3.6 
3.0 
2.4 
2.4 
2.4 


Rolled  oat  j$,  flour,  or  mid- 
dlings, in  bags  or  sacks 
(per  100  pounds). 


Liver- 
pool. 


Lon- 
don. 


Glas-   Ant- 
gow.  werp. 


12.05^ 
13.391 
17.411 
8.04,1 
7.23; 
10.45, 
10.45 
10.45 
10.45' 
5.0  t 
5.0  I 


I 


10.71 


14. 73, 
16.07 
21.43 
10.71 
10.71 
10.71 
10.45 
10.45; 
10.45' 
6.0 

6.0 ; 

7.5  , 
10.71 


13.39!  17.41 
14.73,  16.07 
17.411  16.ff7 
9.38,  13.89 
8.04'  10.71 
7.5  i  12.9 
10.0  I  12.9 
8.041  8.84 
8.04.  8.84 
7.0  1  10.71 
7.0  ,  9.64 
7.5  I  9.0 
lO.Tlj  10.71 


Lard,  beef,  pork,  tallow,  grease,  j 
oleo,  in  tierces,  barrels,  or  half 
barrels  (per  100  pounds). 


Bacon  and  hams,  boxed  meats, 
and  lard  in  boxes  or 
(per  100  pounds). 


Liver- 
pool. 


1999— May  1,  no  record ! 

Sept.  1 ir>.  U7 

1900— Mavl 21.43  | 

Sept.l 17.41 

1901— May  1 9.38  ! 

Sept.l «.(M  I 

1902— Mavl 11.25 

Sept.1 13.3    I 

1903-May  1 13.  '2t; 

Sept.  1 13. 2t» 

1904- May  1 5. 62 

Sept.  1 :».  62 

1905— MhvI 13.2.S 

Sept.  1 1 3 .  25 


Lon- 
don. 


Glas-       Ant- 
gow.      werp. 


75 
11 
11 

07  I 
73 
07  ' 
73  I 
07 
07  I 
20 
•20  I 
AW>  > 


18.75  , 

24.11 

•24.11 

16.07 

16.07 

16.  K7 

16.87 

16.  K7 

16.87 

14.20 

14. '20 


Liver- 
pool. 


Lon-   I  Glas- 
don.    I   gow. 


Ant- 
werp. 


I 


18.0 
21.43 
•21.43 
16.07 
14.73 
15.0    I 
15.0     , 
16.07  ' 
1-2.  a5  I 
18.75 
IK.  75  I 


16.07 
21.43 
17.41 
9.38 
8.04 
11.25 
13.3 
13.26 
13.26 
6.62 
5.62 
13. 25 


18.75 
24.11 
24. 11 
18. 75 
14.73 
16.07 
14.73 
16.07 
16.07 
14.20 
14. -20 
14.06 


18.75  ' 
24.11  , 
24.11  ' 
16.07  ; 
16.07 
16.87  ; 
16.  K7 
J6.87 
^6.87  I 
14.20 
14.20 
16.  K7 
l«-87  I 


18.0 

2L43 

21.4;) 

16.07 

14.73 

15.0 

15.0 

16.07 

16.07 

18.75 

18.75 

13.39 

16.07 
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Table  No.  7. 


'f)cean  freight  raUn  from  Montreal  to  European  porUt  named  current  mi 
dates  tndicated—ContmuGd. 


Butter,  in  packages  (per  100   ' 


pounds). 


Cheeite.  in  boxes  (per  100 
pounds). 


Liver- 
i  pool. 


Lon-   I  GlftH- 
don.       gow. 


Ant- 
werp. 


I  Llver- 
'  pool. 


1899— May  1,  no  record , 

Sept.l ,  26.79  1 

1900— Mayl '  32.14  , 

8eptl 32.14 

1901— Mayl '  26.79  i 

Sept.l I  26.79 

1902— Mayl 26.79  ' 

Sept.l 29.46  ; 

1903— Mayl 29.46  ! 

Sept.l '29.46  , 

1904— Mayl 26.79  ! 

Sept.l 26.79 

19aT— Mayl 26.79  i 

Sept.  1 26. 79 


32.14 
32.14 
32.14 
32.14 
32.14 
32.14 
32.14 
32.14 
32.14 
32.14 
32.14 
32.14 
32.14 


32.14 
32.14 
32.14 
32.14 
32. 14 
33.75 
33.75 
33.76 
33.75 
32.14 
33.75 
33.75 
33.75 


37.5 

32.14 

82.14 

26.79 

21.43 

42.86 

42.86 

82.14 

32.14 

37.5 

87.6 

32.14 

32. 14 


21.43 
26.79 
26.79 
21.43 
21. 4» 
21.4:1 
24.11 
24.11 
24.11 
21.43 
21.43 
21.43 
21.43 


Lon- 
don. 


Glas- 
gow. 


Ant- 
werp. 


26.79 
26.79 
26.79  i 
26.79  , 
26.79  I 
26.79 
26.79 
26.79  j 
26.79  I 
26.79  ' 
26.79 
26.79 


26.79 


26.79  I 
26.79  t 
•26.79  I 
26.79 
26.79  i 
88.18  I 
28.18  ! 
28.13  i 
28.13 
28.79 
28.13  I 
28.13  I 
28.13  ' 


32.14 
26.79 
26.79 
21.48 
21.48 
42.86 
42.85 
32.14 
26.79 
82.14 
32.14 
26.79 
26.79 


Table  No.  8. — Ch^au  rates  from  JNVw  OHean*,  Im.j  as  fjvoted  for  shipments  on  dates  named. 


To— 

tGrain  (in  cents  per  bushel). 

Cotton  (in  cents  per 
100  pounds). 

1903.    !    1904.    '    1905. 

27         30 

40        i    38        ,40 
45.94       52.50       52.50 

a-i 

, !    30 

Flour  (In  cen 
100  pound 

1903.       1904. 
14          14 

taper 

»). 

1  Ju^  22. 
1    l5«. 

1              7 

1 

'.'.'.'/.'..'.'. 7* 

July  20. 
1904.     , 

~    7 

........ 

July  19,  . 
1905. 

6 

8*! 

6 

1906. 

Antwerp 

Baltic 

16 

Barcelona 

Belfast 

Bremen 

19 

18 

18 
14 

BriNtol 

16 
19 
16 
15 
14 

""'is' 

16 
16 
14 
17 

16 
16 

Dublin 

Genoa 

Glawow 

1* 
7 
6 

7  ; 

8 
«  i 

I* 

6  i 

"29*" 


"32"   "1 

**28""l 
30       . 

35 
32 
30 
30 
30 

Hamburg 

Havre 

!               t 

14 

14 

Hull 

231 

Japan 

1 

70 
28 
85 
28 
36 

Liverpool 

London 

3 
'              6 

4 
5 

•        6 
7 
4 

30 

25        i 

is 

16 

is 

17 

15 
16 

Mancheftter 

31 

28 
34 

15 

Manieille 



20 

Newcastle 

??' 

Rotterdam 

1             6h 

5 

34 
40 
40 

26        1 

40 

38        i 

1 

30 
40 
37 

13 



14 

Trieste 

10  i 
10 

22 

Venice 

22 

Copenhagen 

'             8 

16 



Provisions,  large    Provisions,  small  iTM>»«on«nn..»nt-  Cotton-seed  meal 
(in  cents  per  100     (in  cents  per  100     ncVl^nimnd!?^  »"^  ^^^^  (per ton. 
pounds).         I         pounds).  per  luu  pounos).      2.240  pounds). 

1903  !  1904.  I  1905.  !  1903.  \  1904.  '  1906.  ,  1903.  ,  1904.  '  1906.  '  190:^.  ,  1904.    1906. 


19 


22 


22 


Antwerp 

Baltic 

Barcelona 

Belfast 

Bremen 

Bristol 22   

Dublin 22        22 

Genoa 21        23 

Glasgow 20        22 

Hamburg 19        20 

Havre 20 

Hull 

Japan 

Liverpool 20        20 

London 20        '22 

Manchester 

Mar»i»ille 25 

Newcastle 

Rotterdam 18        20 

Trieste , 

Venice , 

Copenhagen 21 


•20  I      20 


21 


22 


23 


•27         '27 


30  $2.64  f2.40 


22 

'20    . 

•27i' 
22  1 
22 

221 
18  ' 
20  1 

27*1 


•25 


•25 
'25 
24 
•23 
22 


•25 
2(> 
25 
•23 
•23 


25 

22  . 
SOi 
25 
25 
25 
21 
22    . 

m . 


30         30 


30 
30 
32 


30 
32 
30 
•28 
30 


35 

30 

30 

35  ' 

35 

35 

:» 

33 


3.36     3.36 


3.36 
3.36 

•2.88 
•2.88 


3.36 
3.36 
3.36 
3. 12 
•2.76 


93.12 


3.86 
•2.&I 
4.56 
3.60 
3.72 
3.12 
•2.88 
2.(M 
4.66 


18  ' 
•22  j 
IH  !. 

25  .. 
274. 

19  ' 

26  i. 
26  ,. 


22  I 

22  , 


•23  ; 

•25 


._ii:"r 

S.  D(H'.  244,  r»o-i ;J2 


•23 


24 
•27 
•24    . 

30  . 
30i  . 
22 

31  . 
31 


•27 

•28 


26 

•28 


•28 
35 

:io 

36 


•2.40 
•2.40 


1.96  . 
2.40  I 


•28 


^ 


30 
Aid 


•2.40     2.8H 


^.'ea 


•2.40 
2.88 
2.40 
4.20 
4.56 
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Table  No.  9. — Average  freight  rates  on  wheat  from  St.  Louitf  to  Netr  Orlearu*  rotUed  via 
Mississippi  River  and  from  St,  Louis  na  Mississippi  River  to  Xew  (Orleans  and  thence 
hy  ocean  to  Liverpool;  dlso  through  rates  via  rail  routes  from  St,  Louis  to  Neir  Yorkainf 
thence  via  ocean  to  Liverpool, 

[In  centjH  per  bushel.] 


Yearly  average  rates. 


Years. 


1(»4. 
1886. 
1886. 
1887. 
1888. 


Average  5  years. 


1899. 
1890. 
1891  . 
1892. 
189S. 


Average  5  years. 


1894. 
1895. 
1896. 
1897. 
1898. 


Average  6  years. 


1899. 
1900. 
1901. 
1902. 
1908. 


From  St. 
UiuiRto  New 

From  New 
Orleans  to 

Through  St. 
Louip  to  Liv- 

From  SI. 
LouiK  to  Liv- 
erpool via 
New  York. 

OrleaiiH. 

Liverpool. 

en>ool. 

6.63 

7.05 

14. 5H 

21.2.=) 

(5.40 

8.71 

15.11 

20.  .'W 

(i.oO 

9.67 

16.17 

24.110 

6.60 

K.30 

14.80 

24.  W 

6.60 

8.67 

16.17 

22.i».'> 

6.60 

H.60 

15. 16 

22.70 

6. 95 

11.38 

17. ;« 

24.  y: 

6.58 

7.75 

14.33 

21. 4^ 

6.88 

H.87 

15. 75 

23.  Vj 

6.60 

7.50 

.  14.00 

21.00 

6.55 

8.16 

•14.71 

21.  ?2 

6.49 

8.72 

15.22 

•22.  .M 

6.«9 

5.80 

11.69 

iN.n 

5.95 

6J8 

12. 13 

i>.;u 

5.00 

K.50 

13.50 

19.  »N 

4.^S 

H.Ol 

12.89 

20.  X4 

4.50 

9.74 

14.24 

•iO.  :c 

5. 24 

7.64 

12.89 

20.07 

"4.50 

7.83 

12.33 

17.  «H 

4. -25 

10.39 

14.64 

18.41 

4.26 

5.23 

9.4H 

11.  l« 

4.20 

4.33 

H.5:j 

1.5.33 

5.U0 

5.00 

10.00 

16.02 

Average  5  yea rH. 


4.44 


10.99 


16. :« 


15.25 


Average  6  years . 


15.  •^o 


<i  F.  O.  B. 


Table  No.  10. — Through  e.rport.  raU's  onjlour  from  MmneapoliSy  Minn.,  to  foreign  point* 
named^  as  curreitthj  quoted  at  Mbmeapolis  about  September  1  of  the  years  indicated j  for 
shifmient  Ha  lake-and-rail  routes  to  seaboard  and  thence  via  ocean. 

[In  <^ent^  per  100  pounds.] 


To- 


1896.        1«97.        1898. 


London 38.81  32..'>5 

Liverpool 36.00,  31.21 

Glasgow 37.00  31.21 

Amsterdam 38.00  38.50 

Rotterdam 37.00'  39.60 

Bristol 37.75  31.66 

Leith 38.03  34.97 

Copenhagen 44.69  41.60 

Christlania 44.69  41.60 

Antwerp 37.00  33.75 

Hamburg 40.00  3;').50 

Hull 34.50 

Newrju<tle 34.97 

Bremen 40. 00  35. 60 

Dublin 3«.  (O  ,  34. 07 

Belfast 38.88  34.97 

Dundee 43.*28  40.78 

Aberdeen 41. 07  33. 90 

Mancbeater 31.21 

Southampton 41. 88  40. 78 


1899. 


Rates. 


190).        1901.    I    1902.        1903.        1904. 


I 

30.00  '  32.06  39.00       25.60  28.94  '  29.44 

29.60  ,  32.00  :M.97       24.25  I  27.44  27.94 

32.60  30.66  3<i.38       25.26  28.00  ■  27.44 

36.60  35.00  a5.50       31.50  I  28.60  29.00 

36.r)0  36.00  31.60       30.60  27.60  28.00  ■ 

36.00  32.13  37.03       28.50  i  28.71  28.00 

36.38  86.13  37.03;    30.75  2H.60  i  29.00 

42.50  36.88  39.19       :i2.16|  30.60  30.00 

42.50.  39.69  39.19       :r2.16  80.50  80.00. 

37.97  32.00  ,  36.38       28.60  ,  27.60  27.00 

36..-|0  33.00  38..^i0  ,    30.60  27.50  28.00 

36.60  :J6.88  ,  39.19'    32.16  i  31.75  33.66 

37.97  3«).88  39.19       32.16  31.76  30.00, 

40.50  32.00  39.60       30.60  27.60  28.00 

34.97  36.18  40.50       30.60!  31.60  82,00 

34.97  :i6.13  39.50       29.50  :W.60  32.00 

39.38  40.91  40.59       32.16  32.31  34.60  1 

39.*26  ,  40.91  44.811 ,  34.07  84.88 

35.16  34.06  39.19 29.44 

36.!^ I i  32.25  I 


19a\ 
Aug.2;i. 


28.60 

•24.00 

22.60 

•22.00 

24.60 

•25.00 

27.60 

•27.00 

•26.50 

•26.00 

27.50 

•26.00 

27.50 

•26.00 

27.60 

•28.00 

'27.60 

•2S.0O 

•26.50 

•24. 00 

27.60 

•27.00 

3L75 

31.00 

31.75 

31.00 

27.50 

•27.00 

28.00 

•27. 00 

•28.00 

26.50 

32.50 

.31.50 

30.06 

81.50 

•24.13 

24. 50 

3L76 

•28. -25 
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Table  No.  11. — Through  export  rcUen  on  Hour  from  Miniuapoll^,  Minn.,  to  foreign  ports 
named  reported  as  ohtabudA^  oa  dales  indicated  for  nhipuh  ft  .t.a  raih'lake-and-i'aii 
routex  to  Atlantic  seaboard,  thence  via  ocean, 

[In  cents  per  100  pounds!] 
I  Ratet*.  1905. 


To— 


Aberdeen 

Amsterdam... 

Antwerp 

Belfast 

Bremen 

Bristol 

Christiania 

Copenhagen  .. 

Dublin 

Dundee 

Glasgow 

Hamburg 

Hull 

Lcith 

Liverpool 

Tyondon 

Manchester... 

Newcastle 

Rotterdam 

Southampton  . 


June  6.  '  June 


28.66  i 
25.00 
22.75  i 
26.50  ' 
26.00  ; 
24.00 
29.00 
•29.00  ' 
26.50  ' 
31.00 
22.00 
27.00 
80.25  1 
25.00 
21.00 
22.00  i 
22.50 
31.66  ' 
24.00 
30.25 


28.05 
26.00 
23.00 
26.50 
26.00 
25.00 
28.00 
28.50 
26.50 
31.00 
22.50 
27.00 
29.00 
2.5.00 
22.00 
22.00 
22.00 
•29.40 
24.00 
29.25 


June  20. 1  June  27. '   July  4.   ,  July  11.  '  July  18.  '  July  25. 


28.05 

25.00 

•22.00 

'26.50 

25.00 

•25.00 

•28.00 

•28.00 

26.50 

31.00  , 

•2-2.00 

•27.00 

29.'25  I 

•25.00  I 

:21.00  I 

22.00 

22.00  I 

26.75  I 

•24.00 

28.25 


Aberdeen 

Amsterdam . . 

Antwerj> 

Belfast 

Bremen 

Bristol 

Christiania... 
Copenhagen  . 

Dublin 

Dundee 

Gla.sgow 

Hamburg 

Hull 

Leith 

I-iverpool 

I^mdon 

Manchester . . 

Newcastle 

Rotterdam . . . 
Southampton 


Aug.  1    ;  Aug.  8.      Aug.  15. 


31.00 

25.00 

25.00 

•25. 5() 

25.00 

25.00 

31.00 

31.00 

25.50 

31.00 

•22.00  ; 

25.60  I 

81.00 

29.25 

•21.00 

22.00 

21.00 

31.00 

•24.00 

28.25 


31.00 
•26.00 
'23.00 
'26.50 
•26.00  I 
25.00 
28.00  j 
28.00 
27.00  1 
31.00 
23.50 
•27.00  I 
31.00  , 
26.00  I 
•22.00 
•22.00  I 
23.00 
31.00  I 
•26.00 
28.25  I 
I 


31.00 
•26.00 
'23.00 
•26.50  I 
26.00 
25.00  , 
28.00  ' 
28.00  , 
27.00  I 
31.00  , 
23.50  ; 
27.00  , 
31.00  I 
•26.00 
22.00  1 
22.00  ' 
23.00  I 
81.00  I 
•25.00  , 
•28.25  I 


28.00 

•28.06  * 

1 
30.26  , 

31.00 

...    ,. 
•28.06 

24.50 

24.00 

24. 00 

2.5.00 

25.00 

•23.00 

^•2.(K) 

•23.00 

•22.00 

23.00 

26.00  ' 

•26.50  , 

26.50 

•26.50 

26.60 

•26.00 

•26.00  1 

•25.00 

25.00 

•26.00 

25.00 

•24.00 

24.00 

21.00 

25.00 

•28.00 

•28.00  , 

•28.00 

•28.00 

28.00 

28.00 

•28.00  ' 

•28.00  • 

•28.00 

•28.00 

•26.00 

•26. 50 

•2(;.  50 

26.50 

26.60 

:)0.00  1 

ao.oo ; 

31.00  , 

31.00 

31.00 

•22.00 

'21.00 

•2-2.00 

•22.00 

•2*2.00 

•27.00 

•27.00  ' 

'20. 00 

•26.00 

28.00 

•28. '25  1 

31.00 

2J<.25 

30.25 

31.06 

•24.00  , 

■24.00 

•24.00 

24.00 

•25.00 

21.00  1 

•21.  OU 

•21.00 

•21.00 

21.00 

•22.00 

•21.00, 

•21.00 

22.00 

22.00 

•2-2.00 

2^2.00 

•22.00 

22.00 

22.00 

26.72 

'31.00 

31.06 

23.50  ; 

•2:^.00  , 

•23.00 

24.00 

24.00 

28. '25  ; 

•28.25 

'28.25 

28.26 

28.26 

ig.22.  1 

Aug.  •29.  , 

Sf  pt.  r>. 

Sept.  1'2. 

Sept.  19. 

31.50  ' 

33.00  ' 

33.00 

32.47 

32.47 

•27.00  1 

•27.  (K)  ; 

27.00 

27.00 

•27.00 

•24.00 

26.00 

2»;.  00 

26.00 

26.00 

'26.50  1 

'26. 50 

'26.50 

26.60 

26.50 

27.00    ; 

'27.00 

27.00 

29.00 

29.00 

26.00 

'27.50  i 

'27.50 

28.25 

28.25 

•28.00  1 

31.00  ! 

31.00 

30.00 

3b.  00 

•28.00  1 

31.00 

31.00 

.-iO.OO 

30.00 

27.00  1 

'27.00 

'27.00 

27.00 

27.00 

31.50  , 

31.  ^) 

31.50 

3-2.47 

32.47 

25.00  1 

•26.50 

•26.r.o 

25.44 

•25.44 

27.00  I 

26.00 

26.00 

'28.00 

28.00 

31.00  ! 

ZO.Gt)  ' 

30.66 

31.06 

31.06 

26.00  1 

'27.  (H) 

•27.00 

28.00 

28.00 

22.00  1 

2'2.50  f 

•22.50 

•24.00 

'24.00 

24.00  1 

•25.00  1 

25.00 

'2.5. '28 

25.28 

24.50  1 

24.00 

^4.00 

•23.75 

23.75 

31.00 

32.66  I 

3-2.66 

32. 47 

•26!  00 

26.00  i 

•26.00 

'26.00 

26.00 

28.25 

29.50  1 

29.  fK) 

28. -25 

28.25 

500 
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Tablk  No.  12. — ^frenn  freight  rates  on  flour  from  Atlantic  seahourd  cities  to  foreign  portly 
ant  currentlf/  fpioted  at  Minneapolis  about  Septemlter  1  of  the  years  named. 


[In  centi*  per  100  pounds.] 


1892. 


1893.       1891. 


.From  New  Y<»rk  U>— 

AmHterdaD) 

Antwerp 

Copenhafceii 

01al^^>w 

Liverpool  

London  

From  Boston  to— 

AmHterdam 

Antwerp 

Copenhagen ,..'. 

Glaagow 

Liverpool 

London  

From  Baltimo^  to— 

Amsterdam 

Antwerp 

Copenhagen 

Glasgow 

Liverpool  

London  

Prom  Philadelphia  to— 

Amuterdam 

Antwerp 

Copenhagen 

Glasgow 

Liverpool 

London  

From  Montreal  to— 

Amsterdam 

Antwerp 

Copenhagen 

Glasgow 

Liverpool 

London  

From  Newport  NewH  to— 

Amsterdam 

Antwerp 

Copenhagen 

Glaiigow 

Liverpool 

London  


13.00 
11.2a  I 


16.00 
14.06 


14.06  J    13.50 

10.12  I    11.2.5 

10.13  12.66 


13.00 
9.84 

19.13 
8.44 
5.63 
7.88 


Hates. 

1895.    I    1896.        1897.    I      1898. 


1- 


9.00 
8.44 
16.88 
11.25  . 
6.75 
9.84  I 


14.00 

18.00  , 

17.  OU 

14.06  1 

11. -25 

15.47 

17.16 

22.50 

19.69 

1'2,S8 

9.84  1 

11.25 

14.06  . 

9.*1  . 

l.r» 

13.50 

11.25  I 

\o,m 

14.06 


•I- 


14.06  :     13.50 


9.84 
10.69 


15.00 
15.00 


11.25 
12.66 


16.00 
18.28 


8.44  I 
4.50  I 


n.25 
6.63 
9.84 


15.00  I     12.00 


13.00  14.00 
11.00  1  14.00 
12.65       16.88 


13.00  ! 
8.00 
10.18 


15.00 
9.00 
11.25 


.1    14.06  :     18.28         8.44  i     11.25 


15.47  !  14.62  10.13  I  14.06 
12.66  14.06  11.25  !  9.84 
12.66  I     16.88       10.13  !    13.22 


14.06 
12.66 
14.06 

16.00 
15.00 


9.84 
9.W  . 
11.25 

19.00  ' 
16.00 


15.00  12.00  I 
14.00  I  12.00  I 
16.81  ,     13.50  i 


19.50  ! 
16.88 


14.08 : 

12.66 
16.31  I 


12.66 
14.06 
14.06  . 


24.13  I 

16.08  ! 14.73 


•I- 


10.72  i  13.39  I      9.38  12.05  , 

10.?2  I  13..H9  5.36         6.97 

13.39  •  14.73  8.04  10.71  , 

17.00  I  19.00    13.00  I 


14.73  ; 
12.65  i 


16.47 


14.00  I    17.00  , 1 

12.00       16.50        9.00  I 
14.00       15.50       10.00  ' 


12.00  I 
8.00  j 
9.00 


16.00  , 
15.00  I 
20.60  I 
14.00  I 

18.00  1    10.50 
15.00       14.00 


10.71 
10.71 
12.  (^ 

17.00 
15.00 
22.50 
15.00 


11:25 
7.88 
10.69 

19.00 
16.00 
22.50 
15.00 
10.00 
13.50 

18.00 
16.88 
24.50 
14.06 
9.84 
12.66 


13.40 
10.72 
12.0ft 

20.00 
14.00 
22.00 
14.00 
10.00 
11.25 
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20.00 
18.28 


14.00 
12.6(3  i 


18.28 
18.28  I 
22.50  I 


9.00  I 
7.69  ' 
9.00 


10.00 
9.00 

12.00 
9.50 
9.44 

11,2.'> 


10.00 
8.44 

11.00 
8.72 
9.44 

10.44 


I 


16.07  I    10.72  , 


17.41  1 
16.07 
21.43  I 

19.00  I 
19.00 


7.00  ;  10.44 
6.50  10.44 
10.00    


15.00  I 
12.00  I 


11. CO 
10.00 


21.00 
19.00  , 


I 


9.14  :  11.00 
9.00  9.94 
12.00  I      9.94 


9.00  I 
9.00 
9.00  ' 
7.00  : 
4.00 
5.00  I 


9.00 


8.04 
10.44 
10.44 


7.00  . 
4.00  I. 
6.00    . 

10.00  I 


7.00  I 
6.00  I 
8.00  ' 


11.00 
7.87 
5.00 
6.00 


Table  No.  12. — Ocean  freight  rates  on  flour  from  Atlantic  seaboard  cUks  to  foreign  portSy 
as  currently  quoted  at  Minneapolis  about  September  1  of  the  years  named— QouV^, 

[In  cents  per  100  pounds.] 


Fn)m  New  York  to — 

.\msterdam j    16.00 

.\ntwerp I    14.06 

Copenhagen i    16. 88 

(rlasgow ;    11.25 

Liverpool 12.66 

London '    14.06 

From  BoHton  to—  i 

Amsterdam , 

Antwerp i 

Copenhagen 

Glai^ow '    11. 25 

Liverpool 12.66 

lx)ndon i    14.06 

Fn>m  Baltimore  to —  I  I 

Amsterdam 

A  n  t  werp ' 

Copenhagen I    23. 00 

Glasgow I    13.50  | 

Liverpool J 

London  14. 06 

From  Philadelphia  to— 

Amsterdam 17. 00 

Antwerp I    16. 88 

Copenhagen 

(j^lasgow 12. 66 

Liverpool '■    14.06 

London '    15.46 

From  Montreal  to —  I  I 

Am«iterdam I 

Antwerp i 

Copen  hagen ! ' ' 

Glasgow I i 

Liverpool j j 

London I 

From  Newport  News  to—  '  ' 

Amsterdam i ; 

Antwerp { i 

Copenhagen 

Glasgow I I 

Liverpool ■ 

London  


ILOO  1 

10.00 

n.oo 

10.00 

11.00 

10.00 

12.00 

9.00 

18.00 

9.75  , 

8.00 

9.00 

9.94 

5.00 

7.00 

11.44 

6.00 

9.00 

10.00 
8.00 

13.60 
9.00 
6.00 
6.00 


11.00 


11.00 
7.00 
7.00 
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Table  No.  13. — Oceau  rates  on  flour  from  Atlantic  seaboard  cities  to  foreign  p<nnU  a* 
rnrrcftfly  quoted  at  Minneapolis  on  dales  indicated  wi  1905. 

[In  cents  per  100  pounds.] 


1 

Aug.  15. 

.      14.06 

8.00 

.       7.03 

fork. 
Sept.  5. 

Ra 
Sept.  19. 

tes. 

To- 

From  New  "1 
Aug. -22. 'Aug.  29. 

Aug.  15. 

From  Boston. 
Aug.  22. 'Aug.  29.  Sept.  5. 

Sept,  19. 

Aberdeen 

14.06 
9.50 
7.03 

15. 47 
11.00 
7.03 

14.06 
10.50 
8.00 

14.06 
10.00 
11.25 

16.88 
12.00 

Anuterdam 

Antwerp 

Belfaiit 



12.00 

12.00 
8.00 

12.00 

::::::::: 

Bremen 

.      12.00 
.        9. 00 
.      14.62 
.      11.00 
.     11.00 

12.00 
9.00 
14.62 
11.00 
11.00 

12.00 
9.W 
11.62 
13.00 
13.00 

12.00 
9.84 
14.62 
12.00 
12.00 


12.00 
11.25 
14.62 
14.00 
14.00 






Bristol 

Cardiff 



Christiania 

Copenhagen  

Cork 

11.00 
11.00 

11.00 
11.00 

i3."66 

13.50 

12.00 
12.00 

18.00 
13.00 

Dublin '      I ' ' 

Dundee 

.      14.  Ot) 
.        7.31 

'.  "ii.'66' 

/"i2.'»*16' 

MAM) 

.        5.  »W 

.,      6.75 

14.0t> 
7.88 
15.  .50 
11.00 
12.00 
15..5<) 
12.66 
14.00 
5. 6:i 
7. 59 

15. 47 
9.00 
16.50 
12.00 
12.00 
16. 50 
12.  m 
15.47  ' 

7.0:^ 

7.  .VJ 

14.06 
8.44 
16.00 
11.00 
12.00 
16.00 
14.06 
15.46 
7.03 
8.44 

15.47 
9.48 
19.00 
12.00 



Glasgow 

Gothenburg 

Hamburg 

Havre 

7.87 

"ii."66' 

8.44 
1.5.50 
12.00 
12.00 
15.50 
12.66 

9.00 
16.50 
12.00 

9.00 
16,00 
12.00 

9.00 
19.50 
12.00 

Helfdngfor>« 

Hull 

Lelth 

19. 50 
14.06 
15.46 
7.50 
8.44 

"i2."66' 

16.50 
14.06 

in.  66 

14.06 

19.30 
14.06 

Liverpool 

London  

Londonderr>'  . . . 

.5.00 
6.00 

5.00 
7.59 

6.75 
7.59 

6.50 

8.44 

6.75 
8.44 

Manchester 

Newcastle 

.        5.  (X) 
.      I4.0t^ 
8.(W) 
.      17.00 
.      11.25 
.'     11.00 

.'     10.00 

1 

A  11^.5. 

.       In. 00 
.       11.00 
.      10.00 
.      11.50 
.      12.II0 

MAtO 
.'     11.50 

13.00 

13.00 
.'     IK.W) 
.      12.00 

16.00 

y.  0<» 

.      1S.0«) 

12.00 
.■     13.00 
,     19.00 
.      17.<;6 
..     12,00 

7.00 
.'      9.00 

.;    i5..-,<» 

14.06 
9.50 

'  ii.iV 

11.00 
12..V)' 

6.75 
14.06 
11.00 

"ii.25' 

13. 50 
12.50 

7.50 
14.06 
10.00 
19.  a5 
11.25 
12.00 

12. 50 

lore. 
Sept.  5. 

17.50 

8."  66* 
12.50 

''ii';56' 
16.50 
16.50 
19.00 
13.00 
17.  .TO 

"n'.rro' 

13.00 
*  '22.' 56' 

7.88 
14.06 
10.00 

.5.00 

5.62 

6.75 

6.75 

7.00 

Rotterdam 

Sligo 

Southampton  . . . 

Stettin 

St.  Johns,  New- 

10.00 

10.00 

10.00 

10.00 
19.05 

11.00 

11.25 
14.00 

12. 50 
Ra 

Sept.  19. 

17. 50 
13.00 
13.00 
13.00 
13.00 
11.00 
13.00 
18.:)0 
18.50 
19.  .50 
13.  .50 
17. 50 
12.00 
21.. 50 
1.5.00 
13.00 
21.;50 

11.00 

11.00 

13.00 

12.00 

13.00 

te8. 

Aug.  1.5. 



16.50 
10.00 
8.00 

12.  .-y) 

From 
Aug.  22. 

16.  .M) 
11.00 
8.00 
14.00 

-  — 

From  Baltin 
An^.J2.  Aug.  29. 

h;.50       16.50 
11.00       12.00 
10.00       10.00 
11.50        11.50 
12.00       12.00 
14.00        14.00 
11.50       11.50 
14.50       U.50 
14.50       11.50  . 
is.(H)       16.00 
12.00       12.00 
16.50       Ui..-H) 
9. 00         9. 00 
17.50       IS.  .50 
12.00       12.00 

12.00    

17.50       IS.  .50 
17.6<;        17.66 
12.1V)       12.00 
7. 00         7. 00 
9.  14         s.  44 
15..-,0       1.5.50 

T(>— 

Aberdeen 

Amstenlam 

Antwen> 

Belftist   .     . 

Philadelphia. 
Aug.  29.  Sept.  5. 

16.50       16.50 
11.00       11.00 
8.00        9.00 
16.00       16.00 

Sept.  19. 

17.50 
12,00 
13.00 

Bremen 

Bristol 

Cardiff 

Christiania 

Coiienhagen  .... 

Cork 

Dublin 

Dundee 

Glasgow 

13. 50 
13.  .50 

17.  .TO 
15.00 
1.5.00 

9.00 

18.  .-SO 
11.00 

'"19.'.^)* 

13.  .50 
13.50 

'1.5*66' 
16.50 
10.00 
16.50 
11.00 
11.00 
16.50 

14.  .50 
14..M) 

"it'i.'ao' 

10.00 
17.50 
11.00 

"i7.*.56* 

14.50 
14.50 

i6.56 
10.00 
17.50 
11.00 

*i7*56* 

12.  .TO 

'1*6.' .50 
11.00 

Gothenburg 

Hamburg 

Havre 

Helsingfors 

Hull 

•20.  .'tO 
12.00 

'■"tkl'.v 

Leith 

LiverjKH)! 

I.iondon 

Londonderry 

13.00 

'io'-is' 

17.50 

i-i.  (H) 
9.00 
10.28 
18.00 

11.00 
6.(K) 
6.00 

11.00 
6.50 
8.44 

11.00 
8.00 
8.44 

12.00 
8.00 
9.28 

12.01) 
8.00 
9.> 

Manchester   

7.00 
1.5.  W) 

9.(X> 
18.00 

8.00 

8.00 

8.00 

8.W> 

New(^a>tle 

.1     19.0t) 

10.  Of) 

.i      1*«.0I) 

I9.0«i 
lO.iJO 
]H.<N) 

19. 69 
10.00 
IS.  00 

"'i9"66' 

21.88 
12.00 
19.  .50 

16.50 

Rotterdam 

Sligo   

Southampton 

10.00 

10.00 

10.00 
•20.  a5 

11.  (X) 

Stettin 

St.  John.**.   New- 
foundland   

.;    13.00^ 

1 

H.rA) 

15.50 

16.50 

18.  .50 

13.  .50 
12.00 

12.  .JO 

15.50 
12.  .50 

14.50 
12. 50 

14. 5<i 
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Table  No.  13. — Ocean  rates  on  floxir  from  Atlantic  seaboard  cities  to  forevjn  points  as 
currently  quoted  at  Minneapolis  on  dates  indicated  in  1906 — Continued. 

[In  cents  per  100  pounds.] 


To— 

Frc 
Aug.  22. 

>m  Mont 
Aug.  29. 

13.40 

real. 
Sept.  5. 

Rates. 

From 
Aug.  22. 

Newport  News. 

- 

Aug.  15. 

Sept.  19. 

Aug.  16.' 

Aug.  29.  Sept.  6. 

Sept.  12. 

Aberdeen 

16.07 

16.07 

16.07 

Amsterdam 

11.00 

10.00 

11.00  1    11  on 

12.00 

Antwerp 

9.00 

!!!!!!!! 

9.00 

Belfa.st 

Bremen 

::::::::  ::::::::i::;::::: 

Brist<»l 

9.64 

'10.00 

12.05 

Cardiff 

Chri>!tianla 

Co|>enhagen 



Cork 

1 1 

1 

Dublin ; 

1 

Dundee 

.:::::::|:::::::::::::::: 

1 

1 

Ci  lasgow 

11.00 

10.72 

10. ?2  !    11.00  1 

9.00 

io.oo      9.66 

10  66 

Gothenburg • 

Hamburg 

12.00  ! 

12.00 

13.00 

13.00 

13  00 

Havre 

*i 

Helsingfors 

1 

Hull 

Leith 

1 , 

; 

I  Jverp<M)l 

8.04 
9.W 

8.44 
9.64 

9.84         7.00 
11.25         7.00  , 

7.50 
9.44 

9.60        9.00 
10.28       10.28 

9.00 

London  

7.50 

10  28 

Londonderry 

Manehest<.'r 

9.00 

NewcaMtle 



::::::::;i:::::::: 

Rotterdam 



10.00 

9.00 

10.00       10.00 

1 

11.00 

Sligo 





1 

.Southampton 

!                 1                

• 

Stettin 

::::::::::::::::  ::::::::i*::::::::'::::::::!:::::::::::::i::::::: 

St.  Johns,  New- 
foundland   

1 

12.50 

12.50 

1 

i __J 

' 



1 

1 

Tabl?:  No.  14. —  Variovs  through  exjMrt  rates  from  interior  United  States  points  to  points 
in  foreign  countries  as  quoted  on  the  dates  indicated  and  covered  by  sj}ecinl  tanffs  filed 
with  the  Interstate  Commerce  Commijorion. 


[In  cents  per  100  pounds.] 


Date. 


To  foreign  p<jint'*.   j 


Route. 


.  Through 
rate. 


From  Kansas  (Mtv. 
Flour 


Mo.: 


1903. 
Oct.      1 


Bristol , Via   rail  and  lake  to   New 

i      York. 

Glasgow I do 

Gibraltar | do 

London I  Via  rail  and  lake  to  Phila- 

I  I      delphia. 

I  Amsterdam Via  rail   and  lake   to  New 

I  York. 

Liverpool ■ do 

j  Aberdeen ! do 

.  Rotterdam  '  Via  rail  and  lake  to  Phila- 

I  delphia. 

Christiania do 

Copenhagen ^  .do 

3  1  Glasgow Via  Westwego 

I  Rotterdam do 

Belfast •  Via  Galvest<m 

Dublin do 

Christiania Via  rail  and  lake  to  Phila- 
delphia. 

8     Hamburg do 

.6  I  Bristol Via  rail   and  lake  to  New 

I  York. 

Aberdeen i  Via  Norfolk 

Rotterdam do 

Durban Via   rail  and   lake  to  New 

York. 

20  I  Abenleen :  Via  mil   nnd  lake  to  Balti- 

;  more. 

23  1 do do 

24  London Via  raU  «l\u\  \«l>l^  \.*i  YW\«.- 

26  j  Belfast \ do 


17 


30.00 

29.03 
34.66 
29.80 

80.80 

30.24 
36.50 
29.80 

29.80 
29.80 
29.08 

30.a-> 

32.50 
32.50 
30.00 

31.00 
31.56 

32.48 
33.00 
47.67 

38.00 
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Tablb  No.  14. —  V^arious  through  export  rtUesfrom  iiUerior  United  Stales  points  to  pouttn 
in  foreign  countries  as  (pwted  on  ttie  dates  indicated,  etc. — Continued. 

[In  cenUi  per  100  pounds.] 
Date.    I   To  foreign  points.    .  Route.  '^^iS^Jl!^** 


From  Kansas  City.  Mo.— Con. ,     190S.     i 

Flour  (continued) Oct.   28  I  Glasgow ;  Via  Newport  News i  33.00 

29  i  Aberdeen Via  rail  and  lake  to  New  ;  :k.80 

York. 

I  Dublin Via  rail  and  lake  to  Phila-  ;«.sf> 

!  delphia. 

30  i  Hamburg Via  Norfolk -Jl.OU 

!                   London ' do Zl.t^ 

I  Belfast Via  rail  and  lake  to  Balti-  '  33. 1  :> 

more. 

•  Dundee Via  rail  and  lake  to  Phila-  37.  (W 

I     delphia. 

31  London Via  Norfolk 30.S5 

Antwerp Via  rail  and  lake  to   New  31.00 

,      York. 

Dundee Via  rail  and  lake  to  Phila-  ;».oo 

1904.  delphia. 

Oct.     1     LaGuaira Via  rail  and  lake  to  New  34.10 

York. 

6  GlaHgow Via  rail  and  lake  to  Phila-  24.40 

delphia. 

7  Rotterdam Via  Norfolk Jti.  nO 

I^Guaira ;  Via  rail  and   lake  to  New  33.  lu 

York. 

5     Delagoa  Bay do 45.  yl 

10     Habana Via  New  Orleans  or  Mobile..  "" 

12     Glajigow Via  rail  and  lake  to  Mon-  ,  Hi.  fiO 

treal. 

14     Delagoa  Bay Via  rail  and  lake  to  New  4.\i»l 

York. 

L«)ndon Via  rail  and  lake  to  Phila-  ^2. 90 

delphia. 

Copenhagen do 24. 90 

Glasgow . .  do 23. 9l» 

I^ith do 27. 40 

San.Iuan Via  rail  to  New  York 39.10 

If)  I do do 3«.M6 

London Via  rail  and  lake  to  Phila-  22.  W 

delphia. 

17  I  I^iGuuira Via  rail  and  lake  to   New  3».  lo 

York. 

■  Dublin Via  New  Orleans 2.>.  .tO 

IK  :  La  Guaini Via  rail  to  New  York ;w.  h5 

Barranquilla do 70.fiO 

Glasgow Via   rail  and  lake  to  Mon-  23.  .tO 

treat. 

Aberdeen Via  rail  and  lake  to  Phila-  31 .  40 

delphia. 

Glasgow. do 23. 90 

20  ,  Barran(|Uilla Via  rail  to  New  York 70.  GO 

Delagoa  Bay Via  rail   and  lake  to  New  »3. 10 

York. 

Glasgow Via  rail  and  lake  to  Balti-  21.  W 

more. 

28     Belfa.«<t Via  New  Orleans 2»i.  00 

'M)     London Via  rail  and  lake  to  Phila-  22. «) 

1905.  delphia. 

Aug.    2     Belfast Via  New  Orleans 30.  .hS 

Glasg(»w do 26.0^> 

3     AbiTdeen  Via  rail  and  lake  to  Balti-  X?.  U'> 

more. 

BelfaM do 31. oO 

Bristol Via  rail  and   lake  to  New  SO.W 

York. 

(ilasgow Via   rail  and  lake  to  Mon-  27.0(» 

treal. 

i                    London  d<» _*7. 00 

Ltith Via  rail  and  lake  to  Phila-  W.OO 

'  delphia. 

!                    Christiania Via  rail  and   lake  to  New  33.00 

York. 

'              .'»     Manchester Via  rail  and  lake  to  Mon-  27.00 

I  treal. 

.\herdeen  Via   rail  and  lake  to  New  33.0."» 

York. 

Christiania Via  rail  and  lake  to  Balti-  :«.(W 

more. 

'               0     Abo do 39.00 

Leilh do .^.00 

«  63  ceulH  per  sack  oi  'ifta  \Mvviwi\* 
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ABLE  Nu.  14. —  Various  through  export  rates  from  interior  Ihiiied  States  points  to  points 
in  foreign  countries  as  quoted  on  l?te  dates  indicated,  etc. — Continued. 

[In  cenu  per  100  pounds.] 


Date.    I    To  foreiioi  points. 


riMii  Kansas  City,  Mo.— Oon.      1906. 
Flour  (con tinned) !  Aug.    6 


Route. 


Through 
rate. 


Via  New  Orleans  . . , 

....do 

....do 

Via  Newport  News., 


22 


24 


29 


:«) 


I^rd. 


I^rd  andoleomanoirine. 


1901. 
Oct. 


JJ* 


,  Copenhagen... 

I  Belfast 

•  London  

I  Amsterdam  ... 

'  London •  Via  New'Orleans 

I  Belfast ' do, 

I  Glasgow I do. 

do ' do. 

I  London \ do, 

Belfa.st I do ' 

Glasgow : do 

I  Belfast 1 do ; 

I  GlasKOw j do 

,  London do I 

Belfast ' do 

Ix>ndon ,  Via  rail  and  lake  to  Mon- 

<  treal. 

Christiania Via  rail  und   lake  to  Balti- 

I  i      more. 

Co|)enhagen ! do 

I  Aberdeen '  Via  rail  and  lake  to  Phila- 

I      deluhia. 

i  Rotterdam |  Via  Newport  News 

'  Glasgow Via  New  Orleans , 

Belfast do I 

,  liondon do 

Aberdeen '  Via   rail   and   lake  to  New  i 

i      York. 

lx>ndon ViaWestwego i 

,  Hamburg ! do ' 

;  Glasgow i do 

Sveudborg |  Via  rail  to  New  York i 

j  Gothenberg i do 

Copenhagen ! do | 

I  Hango do 

'  Belfast I  Via  New  Orleans ; 

,  (tla«gow do 

'  Liverpool , do 

London  Via  rail  t«)  Philadelphia 

!  Dublin !  Via  rail  to  Baltimore 

(ilasgow ,  Via  Westwego 

I  Liverpool ! do 

Belfast I  Via  New  Orleann 

San  .luan Via  rail  to  New  York  . . . : 

Limdon j  Via  Westwego 

do '  Via  New  <  meann 

Hamburg Via  Westwego 

do '  Via  rail  U>  pTiiladelphia 

IX)ndoii Via  Newport  News 

Belfast I  Via  rail  to  Baltimore 

Rotlerdam Via  Norfolk 

Ixmdon I  Via  mil  and  lake  to  Phila- 
delphia. 

Bristol ,  Via  roil  and  lake  to   New  ' 

I      York. 

Bi'lfast Via  New  Orlean.^ 

Stin  Juan i  Via   rail  and   lake   to  New 

!      York. 

Belfast ;  -Via  Now  Orleann 

Liverpool |  Via  Norfolk ^ 

Glasgow do ' 

Aberrleen I do 

Hamburg | do | 

Rottenlam do 

I.i<mdon ! do | 

Al»erdeen '  Via  rail  to  Baltinn>re 

Dublin do 

BelfaHt do i 

Leith i d(» 


Liverpool Via  Norfolk 

(ilasgow Via  Philadelphia 

I^ith Via  rail  to  Baltimore 

Hamburg do 

Bremen do , 

Rotterdam do 

Hamburg \ v\o 

Rottenlam i\o 

(V>penhagen (Ao 


8L5a 
30.85 
26.15 

29.  oa 

26.15 
80.85 
25.55 
25.55 
26.15 
30.85 
25.55 
30.85 
25. 5& 
26.15 
30.85 
27.00 

.'».00 

33.00 
33.05 

28.  oa 

27.05 
30.85 
26.15 
33.05 

22.  IS 
'25.45 
'23.50 
35.00 
34.00 
'29.00 
35.00 
30.85 
•27.05 
•26.  lf> 
•23.00 
'28.00 
•23.50 
•22.00 
30.85 
38.50 
•22. 15 
26.  IS 
•26.00 
•26.50 
•24.00 
•27.50 
•26.00 
•27.07 

28.60 

29.35 
M.  10 

'29.35 
•23.00 
'25.00 
30.04 
*2H.  00 
25.00 
24.00 
'29.05 
•27.50 
•28.00 
•28.00 

36. 2S 
24.40 
51.60 
47.00 
47.00 
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Table  No.  14. —  Various  through  exj}ort  rates  from  iut£ri<yr  United  States  points  to  point* 
in  foreign  countries  as  quoted  on  the  dates  indicated ^  etc. — Continued. 


[In  cents  per  100  pounds.] 


Date.     I    To  foreign  points. 


I 


Route. 


From  Kansas  City.  Mo.— Con.'     1905. 
Lard ■  Aug.    3 


Lard  and  oleomargarine 
oil.  ! 

Lard 


Hamburg !  Via  New  Orleans. . . 

;  GluMgow I do 

18  ;  Hamburg Via  Newport  News. 


1 


21 

^1  I 
24 
I      19G3.      I 

Tallow Oct.      3 

i  26  I 

Walnut  lumber 0<rt.     3 

Walnut  logs 

Walnut  lumber 


I 


-do I  Via  Norfolk.... 

.do i  Via  Westwego  . 

.do do 


I, 


6 
I      1904.      ! 
Oct.    16 
18 

,    i9a5. 

I  Aug.  8 : 


Hamburg Via  Norfolk . 

do I do 

do I do 

Ix^ndon do 

Li  veriKJol do 

Hamburg do 


Havn* !  Via  Gal  ve.'»ton . 

Hamburg , do 


Walnut  logs . 


12 


I      1903. 
Meadow  fescue  seed 0(; t .     '. 


>     1904. 
Oct.     1 


.      1903. 
Canned  meats '  Oct. 


,  Liverpool j  Via  Norfolk. 

'  London  | do 

Hamburg | do 

I  Harsens,  Denmark  .■ do 

Stockholm  j do 

I  Hamburg I do 

do do 

I  Sttx'kholm ' do 


U'itli '  Via  Galveston . 

H  a  V  re I do 


I^ith !  Via  Galveston . 

I 


Liverpool j  Via  Norfolk , 


Packing-hou^e  products. 
Provisions .'. . . 


1904. 
Oct.    21 

1905. 
Aug.  21  > 

1904. 
Oct.    15 
21 
20 

31 

1905. 
I  Aug.  11 


do '  Via  New  Orleans. 

15    do I  Via  Norfolk 

GIa.sgow do 

L<  >ndon \ do 

22  I  Li  verpcs)l do 

26  ' do do 

27  London do 

'  Li  veriKtol '. do 

Glasgow I do 


Liverpool Via  rail  to  Baltimore. 

I 
Glasgow Via  New  Orleans 


Li  veriKK»l ! 

do ;  Via  rail  to  Baltimore. 

do do 

Rotterdam do 

do ' do 


Liven^ool Via  rail  to  New  York  . 


From  East  St.  Loiiis.  Mo.:  1903. 

Flour Oct.      e 


1905. 
Aug. 


Belfast Via  New  Orleans 

AguadillH.  P.  R do 

Mayuguez.  P.  R do 

Leith '  Via  Baltimore 

Halmua 

Santiago 

Christiania !  Via  Baltimore 

Dublin do 

Scandinavian  ports. , do 

Glasgow Via  mil  to  Baltimore. 

Christiania i do , 

Leith I  Via  Baltimore 


Through 
rate. 


34.  W 
25.  .V4 
41.00 

a.  00 
36.00 

:«.oo 

47.Uf» 
46.0ft 

39.  OP 
40.00 
:is.tv 

40.  OQ 

:i5..io 

35. » 

3.1.  nO 
.S5.0O 
4<.».W 
41..=i0 
35.00 
3.1.  W 

41.  .tO 

.v>.00 


46.  Ui 
•I.').  Oil 
47.11' 
46.00 
nO.OU 
.V).0O 
.■iO.Oli 
50.00 


40.i«i 


:^6.;» 

3ti.i-'> 
36.  :S 

42.00 


44.2?- 


26. 3> 


21.10 

26.00 
23.  W 
24.00 
20.00 
24.0i> 
22.  m> 


"Sixty  four  ccnt.s  per  sack. 


''  Forty-seven  <;ents  per  sack. 
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Fable  No.  lA. —  Various  through  export  rates  from  interior  United  States  points  to  points 
in  foreign  countries  as  quoted  on  the  dates  indicatedy  etc. — Continued. 

[In  cents  per  100  pounds.] 


Date.    I    To  foreign  points. 


''rom  East  St.  Louis,  Mo.- 
Continued. 

Flour  (continued) 


Route. 


I 


1905. 
Aug.  24 


Copenliugen Via  Baltimore 

I  Dublin j do 

Belfast I do 

15  to  31  I  Hamburg ,  Via  Newport  News... 

■  Liverpool i do 

I  Amsterdam do 

,  GIa.<igow ' do 

j  Rotterdam i do 

Amsterdam ! do 

25    Christiania :  Via  rail  to  Baltimore. 

23  '  Hamburg I  Via  New  Orleans 

20  :  Christiania i  Via  rail  to  Baltimore. 

do I do 

Guthenljerg ! do , 

Copenhagen 1 do. 


12 


i     1904. 

Lard ^ I  Oct.    12 

I  18 

I      1905. 
Aug.  18 

I      1904. 

Walnut  lumber |  Oct.    12 

\      1904. 

.  Oil  cak«' I  Oct.    19 

I       ■'' 

i      1905. 
Aug.  15 

I  ^' 

I     1904. 

Lin.sce<l  cake Oct.    27 

',     1905. 

Ixtlc Aug.  12 

'rom  Omaha.  Nebr.:  i     1903. 

Flour '  Oct,      1 


1 

t(» 
31 


Wa>)a ' do. 

Belfast do. 

Londondorr>' I do. 


Hamburg ,  Via  New  Orleans. 

d(» ! do 


;  Through 
rate. 


24.00 
23.00 
22.50 
21.50 
18.00 
22.00 
20.00 
20.00 
2L0O 
24.00 
22.50 
24.00 
25.50 
30.50 
25.50 
33.50 
22.50 
26.50 

35.00 
35.00 


Habana ■  Via  rail  to  New  York ' 

! 

LivcriKXil  !  Via  Norfolk  or  Newport  News 


R<»ttcrdani '  Via  rail  to  Baltimore. 

I  Havre ,  Via  New  Orleans 


Hotteniam i  Via  rail  to  Baltimore. 

Hamburg do —  ? 


I 
Rotterrlani !  Via  rail  to  Baltimore. 


H  a  vre Via  Wcstwcgo . 


Ix>ndon Via  rail  and  lake  to  Phila- 

I      delphia.  ' 

Gln.sgow Via  rail  and  lake    to  New 

I      York. 

> London  Via  ndl  and  lake  to  Bwton. 


I  Lcith.... 

(rla-sgow . 
Bri.Mtol... 


j  Limdon  . 

I  Glasgow  . 

Leith  . . . . 


iga^. 

Aug.    5 

From  .South  Omaha.  Ncbr.:         iy(M. 

I^rd Oct.      1 

11 
Lard  Hud  oleomargarine.  15 

Tallow 1 

27 
Packinghouse  products.  15 

Bones 29 

Hoofs 


Via  rail  and  lake  to  Balti- 
more. 

Via  rail  and  lake  to  Boston. 

Via  rail  and  lake  to  New 
York. 

Via  rail  and  lake  to  Phila- 
delphia. 

Via  rail  and  lake  to  New 
York. 

Via  rail  and  lake  to  Phila- 
delphia. 

ManchfS'ter i  Via  rail  and   lake   to  M(m- 

treal. 


'  Hamburg '  Via  Norfolk 

,  LeIth I  Via  mil  to  Baltimore. 

I  Bremen | do 

i  Rotterdam do 

,  Hamburg I do 

!  Antwerp '  Via  New  Orleans 

Li  veriHwl I do 

j do 1 

I  Antwerp Via  New  Orleans 

Genoa I do 


32.00 
30.00 


21.00 
23.50 


20.00 
23.00 


12iC.    to 
Bait. 

43.00 

30.50 
30.03 

31.04 

31.80 

30.50 
32.00 

33.00 

33.00 

34.00 

.  27.00 


44.00 
M.61 
50.00 
45.00 
46.00 
41.00 
38.00 
39.33 
45.00 
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Table  No.  14. —  Varhm  through  export  raUs  from  interior  United  States  points  to  pohit* 
in  foreign  countries  as  quoted  on  the  dates  indicatedj  etc. — Ck>ntinued. 

[In  cents  per  100  pounds.] 


Date. 

1908. 
Oct.     1 

1-16 
3 

31 

1906. 
Aug.  24 

28 

1904. 
Oct.      6 

8 

1906. 
Aug.  16 
16 
26 
26 
28 
29 

1904. 
Oct.    22 

1906. 
Aug.  26 

1908. 
Oct.    10 

1904. 
Oct.      9 

1905. 
Aug.  26 

1903. 
Sept.  30 

to 
Oct.      H 

To  foreign  points. 
Bristol 

Route. 

Through 
,     rate. 

1 

From  Council  Bluffs,  Iowa: 
IHour 

Via  rail  and   lake 

York. 
do 

to  New 

0  BoMton. 
to  Phila- 

t«)  New 

toPhVla  ' 
to  New 

to  PhiU-' 

SI.  10 

Glafvow 

29.73 

...™o .:.:::::::.:: 

Via  i«il  and  lake  t 
Via  rail  and  lake 

delphia. 
Via  rail  and  lake 

York. 
do 

30.  W 

Leith 

S2.tt 

Glaf^ow 

8188 

do 

30.V 

do 

do 

34.00 

London 

Via  rail  and  lake 

delpbia. 
Via  rail  and  lake 

York. 
do 

31.85 

Bristol 

30.00 

Liverpool 

27.00 

do 

Via  rail  and  lake 
delphia. 

Via  New  Orleans. . . 

25.  M 

From  Chicago, 111.: 

I^rd 

Hamburg 

SLOD 

do 

Via  Norfolk 

40.00 

Habana  

Via  Galveston 

38.00 

Stettin 

do 

4L00 

Hamburg 

84.00 

do 

34.00 

do 

3iOO 

do 

Via  New  Orleans... 

3100 

Liverpool 

do 

.... 

32.50 

Soap 

London 

.do 

.        40,00 
42.00 

I*ickled  meat 

Ponce,  P.  R 

Hoofs 

Genoa 

Via  New  Orleans. . . 

48.00 

do 

do 

46.01) 

Feathers 

Hamburg 

Antwerp 

Belfast 

Gla.sgow 

Hamburg 

lAiith 

Liverpool 

L<»ndon 

Rotterdam 



Via  New  Orleans 

do -    - 

85.00 

From  Louisville,  Ky.: 

Unmanufactured    to- 
bacco. 

45. « 
5iOO 

do 

50.00 

do 

48.00 

do 

54.00 

do 

43  00 

do 

5100 

do 

47  00 
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E  No.  15. — Ovenn  freight  mtei*  from  Baltimore  to  Bremen  nureut  on  dates  named. 
[In  cents  per  100  pounds.] 


Artieleis. 


^ret* n.  in  barrel.M  (rate  per  barrel) 

dried,  in  barrels 

itract.  in  barrels  or  oaseM 

j'  grain,  t'om pressed,  in  bags 

Dieat^i 

goods 

in  boxes 

leed 

^1 , 

*eed  oil ' 

«ed  meal 

teed  cuke 

compressed 

•nit.  in  barrels  or  cases  (California) 

n  bags 

n  barrels  y  rate  per  barrel) 

and  grape  nugar 

I  tierces,  barrels,  or  half  barrels 

I  smaller  packages | 

I,  in  barrels 

d  lumber,  walnut,  oak.  hickory,  etc 

d  lumber,  fioplar.  whitewood.  etc I 

ting  oil .  in  barrels 

\.  oleo,  red),  in  barrels 

)us.  in  boxes,  tierces,  barrels,  or  half  barreN 

)ns,  in  smaller  packages 

3ats,  in  bags  or  cases 

jatM.  in  barrels  (rale  per  barrel ) 

in  bags 

In  cases 

y  aeeA 

».  Virginia I 

>,  manufactured 


Rates. 

July  9, 
1904. 

July  29, 
1905. 

76 

75 

19 

19 

25 

19 

12 

10 

17 

19 

20 

20 

20 

20 

17 

19 

10 

12 

17 

15 

10 

11 

10 

11 

17 

18 

SO 

30 

10 

11 

85 

35 

17 

17 

17 

19 

20 

22 

17 

17 

16 

16 

19 

19 

16 

19 

17 

17 

10 

11 

17 

19 

20 

22 

15 

15 

SO 

30 

12 

12 

12 

12 

17 

19 

17 

19 

20 

20 

25 

25 

SO 

30 

Table  No.  16. — Ocean  freight  rates,  Boston  to  Copenhagen^  Denmark. 


Articles. 


tural  implements,  in  boxes, 
ig.  in  crates 

bulk 

I,  in  sacks 

in  bulk 

iour.  in  sacks 

cloths,  duck,  in  cases 

in  bales 

in  barrels 

nd  shoes,  rubber,  in  cases... 

1  bundles* 

a:  press  and  fnirts,  in  cases. . . 

ther.  in  rolls 

nd  shoes,  leather,  in  cases. . . 

«.  incases 

I  tierces 

in  tien-es • 

In  boxes 

n  boxes ^ . . . 

«sh,  in  tierces 

y  seed,  in  btigs 

n  barrels 


I 


Rate. 


lis.  6d.  per  40  cubic  feet. .. 

20m.  per  40  cubic  feet 

is.  to  2s.  per  quarter  (480) . 

11  cents  per  100  pounds 

Is.  to  2s.  per  quarter  (480)  . 

11  cents  per  100  pounds 

20  cents  per  40  cubic  feet . . 
IOh.  6d.  per  40  cubic  feet. .. 

2l8.  3d.  per  gross  ton 

178.  6d.  per  40  cubic  feet. . . 

lis.  3d.  per  gross  ton 

15e.  per  40  cubic  feet 

208.  per  40  cubic  feet 

!!!!!do!!"'^'i!!!!"!!"]!!;! 

21s.  3d .  per  grass  ton 

do 

do 

do 

do 

18  cents  per  100  pounds 

13s.  9d.  per  gross  ton 


I  Approximate 
,  rate,  in  cents 
I      per  100 
I     pounds. 


I 


12.82 
21.43 

7.5 
11.0 

7.5 
11.0 
21.43 
11.25 
22. 77 
18.75 
12.05 
16.07 
21.48 
21.43 
21.43 
22.77 
22.77 
22.77 
22.77 
22.77 
18.0 
14.73 
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Table  No.  17.  — Ocean  freight  rnt^ftom  Xew  York  to  Genotiy  Itabh 


Articles. 


I 


Rate. 


Agricultural  machinery  and  iinplement*j *^  per  40  cubic  feet. 

Asbestoe,  cnide f2.40  per  ton  2,240  pounds. 

Axles,  car $2.16  per  ton  2,240  pounds. 

Beans,  in  bags '  $3.60  per  ton  2,240  pounds. 

Cereals,  light,  in  boxes  and  barrels i  $6  per  ton  2,240  pounds. 

Codfish,  in  packages |  $3.60  per  ton  2,240  pounds. 

Coffee $4.80  per  ton  2,240  pounds. 

Com  meal,  in  bags $3.60  per  ton  2,240  pounds. 

Cotton,  compressed,  in  bales ]  16  cents  per  100  pounds:  no  primage. 

Flour,  in  bogs '  $2.40  per  ton  2,240  pounds. 

Hardware j  $3.60  \\er  ton  2,240  pounds. 

Iron,  pig $2.40  |>er  ton  2,240  pounds. 

Lefid ,  pigs 1         Do. 

Machinery,  pieces  not  exceeding  2  tons ;  $3  per  ton  2,240  pounds. 

Oatmeal,  in  bags $3.60  per  ton  2,240  pounds. 

Oil.  rtsh  and  cotton-seed,  in  barrels '  $3  per  ton  2,240  pounds. 

Oil,  lubricating,  in  barrels :  $2.40  per  ton  2,240  pounds. 

Pipe,  iron,  not  over  4  inches  diameter  outside meas-  Do. 

urement.  i 

Provisions,  in  large  packages,  namely:  Bacon,  beef,     $3.60  per  ton  2,240  pounds. 

in  tierces,  etc.;  fish,  canned,  of  all  kinds;  grease,  i 

in  tierces,  etc.:  hams,  lard,  in  tierces,  etc.:  lard,  in 

boxes  or  cases:  meats,  boxed;  meats,  canned;  oleo.  I 

in  tierces,  etc.;  pork,  in  tierces,  etc.;  tallow,  in  I 

tierces,  etc. 

Seed,  clover,  in  bags Do. 

Seed,  timothy,  in  bugs $4.20  per  ton  2,240  inmnds. 

Starch,  in  bags  and  boxes $3  per  ton  2,240  pounds. 

Sugar,  in  bags $2.40  per  ton  2,240  j>ounds. 

Sugar,  in  barrels $3  per  ton  2.240  pounds. 

Tobacco,  Virginia $2.40  per  ton  2,240  pounds:   no  primage:  no 

allowances. 
Wheels,  car.  loose $2.40  per  tun  2.240  pounds. 


Table  No.  18. — Ocean  freight  rates  from  Xew  Orleans^y  IaLj  to  Genoa,  Italy. 
[In  cents  per  100  pounds.] 


Articles. 


Ocean 
rate. 


Com,  in  bulk 13.33 

Com  meal,  in  sacks I  16. 00 

Wheat.in  bulk 13.33 

Wheat  flour,  in  sacks I  16. 00 

Dried  grains  and  malt  sprouts,  in  sacks. . .  25. 00 
Cotton,  unmanufacturea:                            > 

Upland  and  other,  in  balcj* 36. 00 

Linters,  in  bales i  35. 00 

Fertilizers,  phosphates,  crude,  in  bulk 16. 08 

Grease,  grease  scraps,  and  all  soap  stock,  I 

in  barrels I  22. 00 

Iron  rails  for  railwavs.  in  bulk '  13. 40 

Rosin,  in  barrels 16.08 

Turpentine,  spirits  of,  in  barrehi I  26. 79 

Oil  cake  and  oil-cake  meal:  ' 

CotU>n  seed,  in  bags I  16. 08 

Flaxseed  or  linseed,  in  bogs 16. 08 

Oil,  cotton-seed,  in  barrels i  22. 66 

Provisions,  (comprising  meat  and  dairy  ' 
products:  I 

Tallow,  in  barrelw 22. 00 

Bacon,  in  boxes I  22. 00 


Articles. 


Ocean 
rate. 


Provisions,  conipri.sing  meat  and  dairy 
products— ('ontinuea. 

Hams,  in  t>oxcs 

Pork,  salted  or  pickled,  in  boxes  or 

Imrrels 

Lard,  in  tierces,  barrels,  etc 

Lard  compounds  and  sut^titutes  for 
(cottolene,  lardine,  etc. ),  in  tierces, 

barrels,  etc 

OUk),  the  oil,  in  tierces,  barrels,  etc  . . . 

Rice,  in  bags 

Clover  seed,  in  bags 

Steel  rails,  for  railwavs,  in  bulk 

Tobacco,  and  manumctures  of,  leaf,  in 

hogsheads 

Wood  and  manufactures  of: 

Timber,  sawed,  in  bulk 

Timber,  hewn,  in  bulk 

Boards,  deals,  and  planks,  in  bulk 

Shooks,  box,  in  bulk 

Staves,  in  bulk ^ 

Headings,  in  bulk [ 


2100 


2i00 
22.00 


22.00 
•22.  OJ 
16.00 
l&OO 
13.40 

37.00 

22.  OD 
22.00 
22.00 
24.00 
23.00 
23.09 
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!  No.  19. — SeoifoJiJ**  average  rates  on  whi'ol  and  corny  Chicago  to  Buffalo  hy  lake^ 
and  Buffalo  to  New  York  by  canal  and  river,  1869  to  1904t  inchmre. 


Chicago  to  BufTalo,  by  lake. 


'  Buffalo  to  New  York,  by  canal  and 
river. 


1H73. 
1H78. 


veruge  5  years. 


verage  5  years. 


verage  5  years. 


verage  o  years. 


Wheat. 


Com. 


Wheat. 


Com. 


In  centsi  In  cental  In  cents  Incenta  In  cents' In  cents,  In  centu  In  cents 
I  per  I  per  100  per  per  109  per  .  per  100  per  i  per  100 
'  bu.she].  I  pounds.  \  buNbel.    pounds,   bushel,  i  pounds,  i  bu.shel.  !  pounds. 


6.77 
3.16  \ 


4.74  I 
5.76 
3.44  , 
2.50 
3.41 


2.18 
2.02 
3.68 
4.13 
2. 5(5 


2.91  I 


2.61 
1.96 
2.38 
2.19 
1.66 


2.14 


1.27 
1.92 
1.61 
1..S3  I 
1.55  I 


2.71 
1.88  I 
1.62 
1.48  I 
1.40  . 


1.53  I 


11.28  I 
5.26  , 


6.26 
2.86  , 


11.18 
5.11 


10.96 
7.07 


18.27  ; 
11.78  ' 


9.80  I 
6.34  ' 


7.90  I 

9.60  I 

5.74  I 

4.17  ! 
<i9.(»8 


verage  5  years |        3.97  |       6.62 


4.27  ' 
5.34 
2.97 
2.29 
3.10  I 


7.63  ; 

9.54 

5.30 

4.10 

5.54 


6.86  I 
6.  .51 
4.75 


11.43  I 
10.86 
7.91 
8.98  , 
8.27 


6.17  , 
5.80 
4.30  I 
4.94  I 
4.56 


3.59 


6.42 


9.49  ; 


_L 


5.16  I 


=1= 


3.63 
3.37 
6.13 
6.88 
4.27 


3.46 
3.27 
6.11 
6.82 
4.14 


4.13 
3.85 
5.03 

4.38 
3.37 


6.88 
6.42  : 
8.38  I 
7.30  ; 
5.62 


3.70 
3.55 
4.  .56 
4.06 
3.09 


4.86  , 


2.67  I 


4.76 


4.15  1 


6.92 


3.79 


4.18 
3. 27 
3.97 
3.65 
2.77 


2.26 
1.69  . 
2.20 
1.94  ! 

1.45 ; 


4.(M 
3.02 
3.93  I 
3.50  ' 
2.59 


4.38 
3.89  , 
3.58  I 
3.42 

4.65 ; 


7.30  ' 
6.48  I 
5.97 
5.70  i 
7.75 


3.93 
3.41 
3.16 
3.09 
4.26 


3.57  I        1.91 


.S.42 


3.98 


6.64  I 


3.67 


2. 12 
3.20 
2.68 
2.66 

2.58 


1.13  i 

1.76  ; 

1.44  : 
1.42  ! 
1.40  ! 


2.02  I 
3.14  ; 
2.57 
2.54  I 
2.50  I 


3.17 
2.19 
3.77 
2.82  ' 
2.87  ' 


5.28 
3.65 
6.28 
4.70 
4.78 


2.86 
1.96 
3.60 
2.37 
2.48 


1.58  I        2.63  1.43  , 


4.52 
3.13 
2.70 
2.47 
2.32 


2.48  ' 
1.71  I 
1.47  ' 
1.38 
1.27  , 


2.66 

2.96  1 

4.43 

2.94  , 

3.06 

2.54  1 

2.63 

3.52  : 

2.47 

3.77  , 

2.27 

4.04  1 

4.94  I        2.62 


1.82  I        3.03  1.66 


4.90 
4.23  I 
5.87  ' 
6.28  , 
6.73 


2.51 
2.31 
3.17 
3.48 
3.69 


2. 55, 


1.38  I 


2.97 ; 

2.46  I 


3.36  ! 
~3/i8~' 


6.60  I 
5.30  ' 


3.03 


17.50 
11.32 


11.02 
10.36 
7.68 
8.82 
8.14 


9.20 


6.61 
6.84 
8.14 
7.26 
6.62 


6.77 


7.02 
6.09 
6.64 
6.52 
7.61 


6.88 


6.U 
3.48 
6.25 
4.23 
4.34 


4.46 
4.18 
6.66 
6.21 
6.69 


6.41 
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Table  No.  20.— Seumns^  arerage  freigJU  raits  w\  wlwat  and  corti  fram  Chicago  to  Se^ 
York  via  hike,  canal,  and  river,  1869  to  1904^  inclmtitr. 


Seasons. 


1869  to  1873. 
1874  to  1878. 


1879. 
1880. 
1881. 
1882. 


Average  5  years. 


1884. 
1885. 
1886. 
1887. 


AveraKe  5  years. 


1889. 
1890. 
1891. 
1892. 
1893. 


Average  5  years. 


1894. 
1895. 
1896. 
1897. 
1898. 


Averages  years. 


1900. 
1901. 
1902. 
1903. 


Average  5  years. 


1901. 


Wheal. 


Com. 


In  centA 

per  bunh- 

elof60 

poundii. 


In  cents 
per  100 


'  In  cents  i 
per  bush-, 


tlmnS  '  «»  «'  ^ 


I 


17.71 
10.28 


11.60 
12.27 
8.19 
7.89 
8.37 


6.31 
5. 87 
8.71 
8.51 
5.93 


7.07 


6.89 
5.85  I 
5.96  I 
5.61  I 
6. 31 


6.12 


4.41  I 

4.11  I 
5.38  , 
4.35  ' 

4.42  I 


4.M 


29.52 
17.05 


poundB. 

16.06 
9.19 


In  (rents 
I»er  100 
I)onnds. 


19.33 
•20.45 
13.65 
15. 13 
13.95 


16.50 


10.18 
9.78 
14.52 
14. 18  , 
9.88 


11.71 


11.48 
9.75 


9.35  > 
10.52  I 


10.21 


7.40 
6.85 
8.97  . 
7.25  ' 
7.37  , 


7.57 


10.43  I 
11.14 
7.26  I 
7.-23 
7.66  I 


8.74 


5.64 
5.38 
7.98 
7.88 
5.41 


6.46 


-I- 


=!= 


6.19  I 
5. 10  ' 
5.36  , 
5.08  I 
5.71  I 


5.48  I 


3.99  I 
3.71  ' 
4.M  I 
3.79  , 
8.83 


4.05 


2>.(i.H 
16.11 


18.57 
19.  W 
12.9f> 
12.91 
IS.6H 


15.60 


10.07 
9.61 
14. 2S 
14.07 
9.66 


11.58 


11.  as 

9.11 
9.67 
8.9h 
10.19 


9.7»« 


7.iy 
6.«» 
8.82 
6.77 
6.84 


'.24 


5.65 
I  4.42 
1          5.14 

5.25 
1          5.44 

9.42 
7.37 
8.57 
8.75 
9.07  • 

4.99 
4.02  '. 

4.64  r 

4.86 
4.96  1 

8.91 
7.1« 
8.29 
8.6^ 

1          5.18 

8.64 

4.69  1 

8.3S 

1          4.71 

7.85  1 

4.08 ; 

7.-> 
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Table  No.  21. — Through  freight  raas  on  import  traffic  from  British  and  carUinentdl 
ports  to  San  Francisco  via  Atlantic  and  GtUf  ports,  as  in  effect  March  ^8,  1905,  - 

[Per  100  pounds.] 


Ck>mmoditie8. 


Ale  and  beer 

Books 

Bootfl  and  shoes 

Brushes 

Buttons 

Cashmeres 

Champagne 

Cheese ^ 

Chemicals  (common) 

China  ware , 

Chocolate 

Clocks 

Combs 

Crockery 

Cutlery 

Earthenware 

Fuller's  earth  (C.  L.,  minimum  weight  40,000 pounds) 

Glass,  plate,  under  6  feet  in  leng^th 

Glass,  window,  under  6  feet  in  length 

Glassware,  common 

Glassware,  fine 

Gloves 

Lace  goods 

Leather  ware 

Linen 

Liquors: 

Whisky, gin, and  rum,  C.L 

Whisky,  gin,  and  rum,  L.  C.  L 

Macaroni 

Mustard 

Nutmegs 

Perfumery 

Pins  and  needles 

Ribbons 

Silks 

Spices 

Siwnges 

Tea 

Worsted  goods 

Woolen  goods ; 


Bates. 


ii>*^n«  n.4HaK  w^^a  *r.  '  From  contincutal 
siS  F^ciSTSnd  I  ports  to  San  Fran- 
ISmiSSlSiSu.*''^  I     Cisco  and  common 


S.  Doc  244,  69-1 33 


614 


DIGEST  OF  HEABINGS  ON  RAILWAY  BATES. 


Tablx  No.  22. — Tlvrough  tales  on  import  traffic  from  Liverpool^  Efigland,  topoinU  in 

Tex<Ut  via  New  Orleans. 


[In  cents  per  100  poiind8.J 


I 


Articles. 


Rates. 


L.C.L. 


ThrouRb.    Ocean. 


Bags,  burlaps,  gunny,  jute | 

Burlaps I 

Bagging,  bale  ties,  and  knuckles ' 

Cement I. 

China,  majolica,  and  porcelain  wares ... 

China  clay I 

Chloride  of  zinc ; 

Crockery,  in  barrels  or  boxes I 

Crockery,  in  crates,  tierces,  casks,  or  ' 


71.72 
71.72 
71.72 


hogsheads. 

Cotton  piece  goods 

Cyanide  of  potassium 

Drugs,  in  boxes 

Earthenware  (see  Crockery). 

Fuller's  earth,  in  casks 

Glass  (window),  measurement  not  ex- 
ceeding 68  united  inches 

Glassware  ^common) 

Iron  articles,  bar,  band,  boiler,  or  rod  . . . 

Mineral  waters,  in  glnss,  cans,  or  jugs 

Paper  stock 

Soda: 

Ash,  in  barrels  or  casks 

Caustic,  in  barrels  or  casks 

Bicarbonate 

Stoneware  (see  Crockery). 

Sulphate  of  copper 

Tin  plate 

Toys 

Wine,  whisky,  brandy,  and  cordials: 

In  glass 

In  wood 


119.00 
75.72 
71.72 
63.00 

63.00 
84.60 
103.00 
142.00 

72.00 

83.00 
94.10 
71.72 
91.00 


71.72 
71.72 
75.72 

71.72 
71.72 
142.00 

94.00 
94.00 


10.72 
10.72 
10.72 


32.00 
10.72 
10.72 
16.00 

16.00 
23.60 
16.00 
55.00 

11.00 

22.00 
16.10 
10.72 
26.00 


10.72 
10.72 
10.72 

10.72 
10.72 
56.00 

35.00 
35.00 


Inland. 


61.00 
61.00 
61.00 


87.00 
65.00 
61.00 
47.00 

47.00 
61.00 
87.00 
87.00 

61.00 

61.00 
78.00 
61.00 
65.00 


61.00 
61.00 
65.00 

61.00 
61.00 
87.00 

59.00 
59.00 


C.L. 


Through.    Ocean.  |  Inland 


57.72 
57.*72 
31.72 
85.72 
119.00 
29.72 
57.  ?2 
94.00 

81.00 
84.60 
108.00 
142.00 

47.00 

67.00 
77.10 
42.72 
58.00 
85.72 

45.72 
45.72 
45.72 

57.72 
57.72 
142.00 

94.00 
94.00 


10.72 
10.72 
10.72 
10.72 
32.00 
10.72 
10.72 
16.00 

16.00 
23.60 
16.00 
55.00 

11.00 

22.00 
16.10 
10,72 
26.00 
10.72 

10.72 
10.72 
10.72 

10.72 
10.72 
55.00 

85.00 
85.00 


47.00 
47.00 
21.00 
25.00 
87.00 
19.00 
47.00 
78.00 

65.00 
61.00 
87.00 
87.00 

36.00 

45.00 
61.00 
82.00 
32.00 
25.00 

85.00 
35.00 
85.00 

47.00 
47.00 
87.00 

59.00 
50.00 


Table  No.  23. — Through  import  rates  from  various  foreign  ports  named  to  interior  western 
points  in  the  United  States  via  New  Orleans, 

[Per  100  pounds.] 


Rates. 

Articles. 

From 

Uver- 

pool, 

England, 

toPhoe- 

nix,  Ariz. 

From 
Genoa, 
Italy,  to 
Denver, 

Colo. 

From 
Leith. 
Scotland, 
to  Den- 
ver, Colo. 

1    From  Ham- 
From  Hamburg,  Ger-     ,  bungr.  Antwerp, 
many,  to—             ■  ana  Rotterdam 

1      «^ 

,  Colorado 
Den-  1  Springs, 
ver,       Pueblo, 
Colo.        and 

Trinidad. 

Of^f  1  Colo. 
giJJ;     pomu. 

Ogden 
and 
Salt 

Lake 

Cltv. 

Uta)». 

Earthenware.  L.  C.  L 

92.60 

fl.80         fl.30 

1 

Vermuth,  C.  L 

$1.85 

Whisky: 

In  cases,  L.  C.  L 

81.25 
1.00 

1 

In  casks,  L.  C.  L 



Crockery,  L.  C.  L 

.81 

82.85   

Dry  chemicals,  L.  C.  L i 

.68 
.99 
.81 

.99 

..!:.~  :::::::::::::::: 

Filter  piaper,  L.  C.  L | 

1.86 
1.87 

Glassware,  in  caxeH.  L.  C.  L.I 



Metal  ware  and  balances, 
L.C.  L 

1 

1       1 

Enameled  iron  hollow  ware. 

11.51 

12.61 

Potash,  C.  L 

.52 

"".'eo* 

Toys,  in  cases,  L.  C.  L 



"8.88*'!!!!!!!! 

Potash,  C.L 1 
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Table  No.  24. — Through  rates  on  import  traffic  from  Antwerp^  Belgium^  to  points  in  Um 

thiited  StaUs, 

[In  cents  per  100  pounds.] 


Through  rates  to- 

Articles. 

Wheeling, 
W.  Va. 

Pitts- 
burg, Pa. 

Cleve- 
land, 
Ohio. 

Toledo, 
Ohio. 

Detroit, 
Mich. 

Buffalo^ 
N.Y. 

Window  fflasK,  L.  C.  L 

81 
26 
40 
28 
25 

86 

26 

29 

Window  glass,  C.  L 

24 

Surface-coated  paper,  L.  C.  L 

39 
27 

Surface-coated  paper,  C.  L 

Wool  grease 

26 

tc 

Hops 

Straw  covers 

Toys 

58 
41 
47 
83 
46 



57 
40 

57 
46 
W 
86 
46 

Crockery 

Plate  glass,  L.  C.  L 

41 

Plate  glass,  C.  L 

s 

Glassware 

Green  bides 

^ 

Earthenware 

Wire  rope 

37 
125 
54 

Netting 

181 

Palm  fiber 

Liquors  and  spirits 

Phonographs 

! 

121 
M6ft 

Willow  baskets    

137* 
167 

146ft 

Artificial  flowers  and  feathers 

. 

Through  rates  to— 

ArUcles. 

Chicago, 
111. 

Milwau- 
kee. Wis. 

Kenosha, 

Cincin- 
nati. 
Ohio. 

Loob- 

vllle,K7. 

East 

Window  glass,  L.  C.  L 

47 
26 
39 

47 
26 
89 

47 
26 
39 

68 

Window  glass.  C.  L 

29 

Surface-coated  paper,  L.  C.  L 

Surface-coated  paper,  C.  L 

89 

89 

44 

Wool  grease : 

26 

26 
187 

Hops 

Straw  covers 

49 
67 
40 
71 
46 
45 

Toys 

57 
40 

57 
40 
68 
41 
45 

67 
40 
42ft 

61 

Crockery  

42 

Plate  glasB,  L.  C.  L 

81 

Plate  glassi  C.  L 

63 

01a-<vware 

45 
401 

45 

47 

Green  hides 

Earthenware 

40 

Wl  re  rope 

NettiUjff 

147 

Palm  fiber 

Liquors  and  spirits 

62 

Phonographs 

Willow  baskets 

167 

188ft 

Artificial  flowers  and  feathers 

167 
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Tablb  No.  25.— import  rates  from  various  forehn  ports  named  to  points  in  the  United 

States,  via  New  Orleans. 

[Per  100  pounds.] 


From— 


Articles. 


To- 


Oam 
chide. 


Canned 
turtle 
meat. 


Muriate  !  Sisal,  ix- 
of  ammo-:    tie,  or 
nia.      I     istle. 


Belize.  Livingston,  Puerto.  Bar- 
rios, Puerto  Cortes,  and  Ceiba, 
Spanish  Honduras. 

^ 

Do 

Do 

Do 

Do 

Tkmpioo.  Mexico 

liTcrpool,  England 

~  o.Yucatan 


Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 
Do. 


Chicago,  111. 


Cincinnati,  Ohio  . . 

Louisville,  Ky 

St.  Louis,  Mo 

London,  Ontario  . . 

do 

Chicago,  111 

St.  Louis,  Mo 

Akron,  Ohio 

Chicago,  111 

Dayton,  Ohio 

Deerlng,  111 

Miamisburg,  Ohio . 

Xenia,  Ohio 

San  Francisco,  Cal. 
Portland,  Oreg.... 

Seattle,  Wash 

Tacoma,Wash 


11.00 


.90 

.90 

.90 

a  1.00 

5L25 


"I" 


10.49 


$21.44 


•OiX7 

.ao 

.X7 
.30 
.17 
.87 
.70 
.70 
.70 
.70 


aO.  L. 


6L.C.  L. 


Tablb  No.  26. — Rates  via  all-rail  routes  from  Montreal  and  New  York  on  various  artidei 
of  import  traffic,  also  rates  for  same  articles  on  shipments  of  domestic  origin  from  New 
York, 

[In  cents  per  100  pounds.] 


Articles. 


From  Montreal  (Import  traffic)  to- 


Acid,  carbolic C.  L 

Albums L.  C.  L 

Ale  and  stout C.L.. 

Mineral  water. C.  L. . 

Ammonia  muriate C.  L. . 

Cement C.  L.. 

Cotton  piece  goods L.  C.  L. . 

DolU L.C.L 

Feathers L.C.L.. 

Fish,  salted,  in  packages L.C.L. . 

Fish,  salted,  in  packages C.  L. . 

Flowers,  artlflclal,  any  quantity ; 

Glassware L.  C.  L . . 

Glass,  window C.  L.  .1 

Ho«dery L.C.L.. 

Linoleum C.  L. . 

Matting C.L..I 

Matting L.C.L.. I 

Millinery  goods,  any  quantity i 

Pencils,  slate L.C.L..1 

Potash C.L.., 

Rags C.L..' 

Rags L.C.L..: 

Salt  .  C.  L. 

8eed8,*aU'klnds' !'.!.'!.*]'.]!]*!!!!!!!!'.*.'.'... *.!o!l".'. 

Soap C.L..: 

Toys L.C.  L..' 

Tea L.C.L.. 

Tea C.L.. 


iMisBisiippi 
Chicago.  I      River 
points. 


26  , 

18  I 
34  ! 


•20 
31  < 


23 
44  . 


30 
10  i 


39  i 
10  i 


22 

22  i 
17 
17  ! 
10 

42  ! 
22 
65  i 


26 
26 
20 
20 
12 
14 
49 
26 
75 


17 

17  1 

20 

65 

65  ; 

75 

15 

15  ' 

18 

17 

17 

20 

42 

42  ' 

49 

22 

22 

26 

22 

22 

22 

47 

47 

47 

44 

**  1 

51 

22 

22  ' 

26 

10 

10 

12 

16  I 
10 
16  . 
16 
34 
34  I 


20  • 
10  I 
20  I 

20! 


44  I 


14 
10 
17 
17 
22 


17 
12 
20 
20 
26 


37 


37 
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Table  No.  26. — RcUes  via  aU-rail  routes  from  Montreal  and  New  York  on  vairwus  artides 
of  import  traffic^  etc. — Continued. 

[In  cents  per  100  pounds.] 


Ratea. 

Articles. 

From  New  York  (import  traffic)  to— 

- 

Mississippi 
River  points 

Buffalo. 

Detroit. 

Chicago. 

23 

(116percent). 

Acid,  carbolic 

C.L.. 

16 

25 

29 

Albums 

L.C.L.. 

25 

25 

25 

29 

Ale  and  stout  .* 

C.L.. 

16 

20 

20 

28 

Mineral  water 

C.L.. 

16 

20 

20 

28 

Ammonia  muriate 

C.L.. 

14 

16 

16 

19 

Cemen  t 

C.L.. 

13 

15 

15 

17 

Cotton  piece  goods 

L.C.L.. 

Dolls 

L.C.L.. 

25 

25 

26 

29 

Feathers 

L.C.L.. 

76 

76 

76 

87 

Fish,  salted,  in  packages 

L.C.L.. 

Fish,  salted,  in  packages 

C.L.. 

16 

20 

20 

28 

Flowers,  artificial,  any  quantity 

75 
18 

75 
18 

76 
18 

87 

Glassware 

L.C.L.. 

21 

Glass,  window 

C.L.. 

Hosiery 

L.C.L.. 

Linoleum 

C.L.. 

19 

25 

25 

29 

Matting 

C.L.. 

19 

25 

26 

26 

MatUng 

L.C.L.. 

39 

50 

50 

50 

Millinery  goods,  any  quantity 

39 

50 

50 

50 

Pencils,  slate 

L.C.L.. 

25 

25 

26 

29 

Potash 

C.L.. 

14 

16 

16 

19 

Rags 

C.L.. 

16 

17 

17 

20 

Rags 

L.C.L.. 

Salt •. 

C.L.. 

18 

15 

16 

17 

Seeds,  all  kinds 

C.L.. 

20 

20 

20 

28 

Soap 

C.L.. 

16 

20 

20 

28 

Toys 

L.C.L.. 

26 

25 

26 

29 

Tea 

L.C.L.. 

Tea 

n.T... 

39 

40 

40 

40 

Rates. 

Articles. 

From  New  York  (domestic  traffic)  to—' 

Buffalo. 

Detroit, 

Chicago. 

Mississippi 
River  points 

(116percent). 

Acid ,  carbolic 

C.L.. 

16 

28 

80 

86 

Albums 

L.C.L.. 

39 

59 

76 

87 

Ale  and  stout 

C.L.. 

16 

28 

30 

36 

Mineral  water 

C.L.. 

16 

28 

30 

86 

Ammonia  muriate 

C.L.. 

13 

20 

26 

29 

Cement 

C.L.. 

14 

16 

20 

28 

Cotton  piece  goods 

L.C.L.. 

28 

48 

56 

84 

Dolls 

L.C.L.. 

39 

59 

75 

87 

Feathers 

L.C.L.. 

78 

118 

150 

174 

Fish,  salted.  In  packages 

L.C.L.. 

16 

23 

80* 

86 

FLxh,  salted,  in  packages 

C.L.. 

Flowers,  artiflcial,  any  quantity , 

78 

118 

150 

174 

Glassware 

L.C.L.. 

28 

43 

65 

64 

Glass,  window 

C.L.. 

16 

23 

30 

86 

Hosiery 

L.C.L.. 

39 

59 

75 

87 

Linoleum 

C.L.. 

19 

27 

35 

41 

Matting 

C.L.. 

19 

27 

35 

41 

Matting 

L.C.L.. 

39 

59 

75 

87 

Millinery  goods,  any  quantity 

39 

59 

75 

87 

Pencils,  slate 

L.C.L.. 

33 

51 

65 

75 

Potaflh 

C.L.. 

13 

20 

28 

29 

Rags 

ex.. 

Rags 

L.C.L.. 

16 

23 

80 

86 

Salt 

C.L.. 

14 

16 

18 

21 

Seeds,  all  kinds 

C.L.. 

16 

23 

30 

86 

Soap 

C.L.. 

16 

23 

80 

86 

Toys 

L.C.L.. 

39 

59 

75 

87 

Tea 

L.C.L.. 

39 

59 

76 

87 

Tea 

r.  I. 

*      —      -j 
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Tablb  No.  ^. — Through  rates  published  by  Great  Northern  and  Northern  Pacific  rail- 
ways  in  connection  with  Atlantic  steamship  lines  from  ports  in  England,  SScotland^ 
France,  Germany ,  Italy,  Norway,  Sweden,  and  Holland  to  Seattle,  Tacoma,  Portland^ 
and  other  North  Pacific  coast  points;  also  rates  from  New  York  and  common  pointjn  na 
all-ran  routes  to  same  western  points. 

[Per  100  pounds.] 


Commodities. 


I  ThrouKb  rates  from 
foreign  ports  to 

I  North  Pacific 
coast  terminals. 


!  L.  C.  L. 


C.  L. 


All-rail  rates.  New 
York  to  North 
Pacific  coast  ter- 
minals. 


L.  C.  L.        C.  L. 


Albams,  boxed 

Bedsteads,  iron 

Blacking 

BooksTN.O.S 

Boots  and  shoes 

Brashes,  toilet  and  paint . 

Buttons 

Oanned  goods,  N.  O.  S  . . . . 

Gtodles 

Oarpets 

Cheese 


Clocks 
Coffee,  in  sacks 

Confection  ery j 

Cordage,  rope,  and  twine I 

Drags,  common , 

Dryffoods,  N.  O.  8 

BlanKets i 

Clothing,  new  (not  including  fur  clothing),  in  bales  or  cases, 

feleased,  N.  0.  8 

Clothing,  cotton 

Cotton  piece  goods 

Hosiery 

Towels  and  toweling 

fish,  dried,  salted,  or  pickled i 

Firuit  (dried),  viz,  currants,  dates,  figs.  pranes,and  raisins ..' 
Glass:  I 

Common  window I 

Plate,  under  104  feet  in  height 

Hardware: 

Bar,  band,  rod,  or  hoop  iron 

Bolts,  nuts,  washers,  nut  locks  and  screws,  butts,  and 
hinges i 

Nails 1 

Bope.  wire i 

Wire: 

Barbed | 

Plain  and  galvanized,  in  coils ; 

Leather  and  leather  ware  (not  including  trunks  and  valises). 

linoleum  and  floor  oilcloth , ' 

Ale  and  beer ' 

Mineral  waters  and  ginger  ale 

Whisky,  in  wood 

Machinery,  N.  Q.  8.,  up  to  2  tons  per  package 

gnts,  edible,  in  oags 
Rper,  printing,  roofing,  and  packing 

Pipes,  smoking,  wood  or  clay 

Flaying  cardf\ 

Bloe 


Seeds,  field  and  garden  . 
Soap: 

Fancy 

Common 

8tarch  . 


Flaper  (writing)  and  envelopes. 

Pencils  (slate) 

Thread , 

Tin,  viz,  plate,  pig.  or  bur 

Tobacco,  cut  plug,  in  boxes 

Tarn,  cotton 

Crockery 

Glassware,  common 

Glass  lantern  globes 


81.96 
1.96 
1.20 
1.96 
2.18 
2.18 
1.68 
1.09 
.95 
2.40 
1.81 
2.18 
1.42 
2.18 
1.86 
1.42 
2.62 
2.40 

2.62 
1.64 
1.64 
2.18 
1.86 
1.42 
1.81 

1.81 
1.86 

1.26 

1.20 
1.26 
1.60 

1.81 
1.26 
1.68 
1.64 
1.09 
1.09 
1.09 
1.68 
1.76 
1.20 
2.62 
1.75 
1.09 
1.09 
1.58 

1.31 
1.09 
1.68 
1.96 
1.26 
2.18 

.98 
1.64 
1.86 

.95 
1.16 
1.86 


91.42 

1.81 

.96 

1.42 

1.63 


.86 


1.85 
1.09 


1.09 
1.63 
1.09 

i.ao 


1.09 
.98 


.98 
1.42 


.87 
1.10 

.87 

.86 

1.81 

.87 

.90 

.90 

.90 

1.86 

1.31 

.98 


.86 

.82 

1.09 

1.09 

.87 

1.09 

1.20 


.83 


^.00 
1.76 
1.60 
1.75 
2.50 
2.00 
2.20 
1.60 
1.60 
2.50 


2.20 
1.40 
2.20 
1.25 
1.90 
3.00 
2.40 

3.00 


1.50  ' 
2.00  I 
1.90  '. 
1.80  I 
2.20  ! 

1.26 
2.20  I 

I 
1.26 

1.20 
1.25 
1.60 

1.25 
1.25 
1.60 
1.50 
1.50 
1.2S 
L50 
2.60 
2.00 
1.10 
2.0) 
2.20 
1.20 
1.00  I 
1.50  ! 
I 
1.00  , 
1.00 
1.50 
1.75 

i.eo  . 

1.60    . 
l.OO 
2.50    . 
1.50 
1.80 

i.eo  , 

1.75 


8L25 
1.00 
1.25 


1.00 
1.00 
1.75 
2.00 


.90 
1.40 


1.00 
l.GO 


l.» 
1.26 

.90 
1.60 

.75 

.80 

.80 

1.10 

.80 
.80 


1.00 
LOO 

.75 
1.S5 
1.40 
1.60 

.75 


.80 

.75 

1.25 

.75 
.76 
LOO 
L» 


.75 


.90 

.95 

LIO 

1.40 
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Table  No.  28. — Through  ocean  and  rail  commodity  rates  from  New  York  to  interior 

Mexican  cities. 

[Per  100  pounds.] 


Rates  to— 


Commodities. 


City  of  Mexico. 
I    Pachuca,  Tor- 
:     reon,  Gomez 
Palacio. 


C.  L. 


Acids,  iu  iron  drums,  N.  O.  S..  O.  R..  or  leakage. i 

Advertising  matter,  printed,  boxed,  or  in  bun- 
dles. P.  P I 

Agricultural  implements  and  parts,  K.  D i 

Ale,  ginger,  in  packages 

Aluminum,  N.  O.  S.,  in  packages ! 

Ammonia,  aquaorammoniacal  liquor,  O.  R.  B.j 

Anvils,  iron  or  steel 

Asbestos  cloth 

Axle  grease 

Axles,  iron  or  steel,  N.  O.  8 1 

Bags  and  bagginff { 

Belting,  canvas,  leather,  or  rubber I 

Blacking,  shoe,  stove,  or  harness 

Boilers,  N.O.S I 

Books,  N.  O.  8.,  boxed ' 

Books,  blank,  boxed 

Boots  and  shoes,  boxed 

Bottles,  glass.  N.  O.  S.  (except  cut  glass) 

Boxes,  card  board  or  paper 

Boxes,  paper  or  wood,  druggist's,  pill  or  pow- 
der, or  jeweler's 

Brass  goods,  N.  O.  8 

Brass  ingots 

Brass  molds,  tubing,  rods,  nails,  bolts,  and 
oastingM 

Bronze  bolts,  rods,  sheet,  wire,  and  ingots  ... 

Brushes,  N.  O.  8.,  in  boxes  or  bundles 


11.08 


1.07 
.90 


Buckets  or  pails,  paper . . 
Burlaps,  in  Dales  or  rolls. . 


Cable,  copper  wire,  or  reels,  or  in  coils 

Cable,  wire,  iron,  or  steel 

Candles 

Candy  and  confectionery,  N.  O.  8 

Canned  goods,  N.  O.  8 , 

Canvas,  Jute,  in  boxes  or  bales 

Carpets.  N.  O.  8 

Cartridge  shells,  metallic  or  paper,  empty 

Cement,  building 

Chemical  products,  N.  O.  8 

Chlnaware 

Clothing,  new  or  second-hand,  boxed 

Copper  goods,  N.  O.  8 

Copper,  sulphate  of 

Cordage.  In  packages 

Crockery,  N.  O.  8 

Curtains,  shades,  and  fixtures,  N.  O.  8 

Cutlerv,  In  packages 

Druggists'  sundries 

Drugs  and  medicines,  N.  O.  8 

Earthenware,  N.  O.  8 

Electrical  supplies: 

Cable,  telegraph,  telephone,  or  electric 

Globes,  electric  light 

Extracts,  tanning 

Felt,  roofing,  in  rolls,  bundles,  or  crates 

Fertilizers,  N.  O.  8.,  in  bags  or  barrels 

Fish,  pickled,  salted,  dried,  or  smoked 

Fruit,  dried  or  evaporated,  N.  O.  8 

Fuller's  earth,  in  packages 

Furniture,  new,  K.  D..  boxed 

Furniture  or  wood  stain,  in  packuges 

QlasKware.  N.  O.  8..  O.  R.  B 

Glass,  window,  common,  boxed,  O.  R.  B 

Glue,  N.  O.  8.,  in  packages 

Groceries: 

Cereal  products,  N.  O.  8 

Chocolate,  in  boxes  or  barrels 

Currents,  dried,  in  packages 

Flour,  in  barrels  or  Hacks 

Fruit,  dried  or  evaporated 

Fruit,  preserved 


1.11 


1.11 
.80 
.70 
.78 


.97 


.93 


1.18 


.98 
1.08 


.78 
.84 
.81 
.98 
.98 


1.21 


.64 


L.  C.  L. 


1.06 

.85; 
1.25 

.92  j 

.82  , 

.83 

.93  I 
1.03  i 

.73 
1.38  i 

.91  I 
1.26 

.85 


1.08 

.98 
1.03 

.80  j 
1.03 

.96  1 


11.89 

1.44 
1.89 
1.25 
1.79 
1.75 

.98 
1.39 
1.03 

.98 
1.06 
1.15 
1.25 
1.29 
1.29 
1.29 
1.49 
1.20 
1.39 

1.39 
1.89 
1.16 

1.29 
1.29 
1.39 
1.54 
1.06 
1.17 
1.06 
1.29 
1.29 
1.19 
1.11 
1.89 
1.29 
.83 
1.39 
1.34 
1.54 
1.89 
1.01 
1.29 
1.34 
1.54 
1.34 
1.39 
1.39 
1.34 

1.19 
1.59 
1.29 
1.08 
1.18 
1.19 
1.29 
.96 
1.69 
1.19 
l.M 
1.15 
1.06 


8an  Luis  Potosi, 
Monterey. 


Puebla. 


I 


1.34 
1.29 
1.29 
1.06 
1.29 
l.'«\ 


C.  L.   i  L.  C.  L.  j    C.  L.   j  L.  C.  L. 


to.  91 


.91 
.74 


.94 


.81 


.76 


.96 
.69 


.81 
.91 


.68 
.67 
.64 
.81 
.81 
.76 
.66 
L04 


.42 


.64 
.76 
.89 


.96 


1.07 
.76 
.60 
.67 
.96 
.86 
.58 

L21 
.74 

1.07 


.91 
.81 
.86 
.64 


I 


11.22  I    to.  95 


L27 
L22 
L06 
1.62 
L49 
.81 
L22 


.81 
.89 
.98 
1.06 
1.12 
L12 
1.12 
L32 
L03 
1.22 

1.22 

L22 

.98 

1.12 
1.12 
L22 
L87 

.89 
LOO 

.89 
1.12 
L12 
L02 

.95 
L22 
L12 

.66 
1.22 
L17 
1.87 
L22 

.84 
1.12 
L17 
1.37 
1.17 
1.22 
1.22 
L17 

L02 
1.42 
L12 

.91 

.96 
L02 
L12 

.79 
L52 
1.02 
1.37 

.98 


L17 
1.12 
1.12 

.90  I 


.96 
.78 


.97 


.97 
.69 
.61 


.81 


LOO 
.78 


.85 
.96 


.71 
.69 
.86 
.86 
.80 
.71 
LO? 


.49 


.69 
.81 
.92 


LOO 


.92 

.78 

1.09 

.81 

.71 

.74 

.80 

.90 

.63 

L25 

.77 

1.09 

.73 


.95 
.85 
.90 


.^ 


x 


tl.l9 

L24. 

L19 

1.07 

L69 

L46 

.62 
L19 

.87 

.82 

.90 

.97 
1.07 
L09 
1.09 
1.09 
L29 
L02 
L19 

L19 

L19 

.97 

L09 
L09 
L19 
L34 

.90 

.97 

.90 
L09 
L09 

.99 

.94 
1.19 
L09 

.68 
L19 
L14 
L84 
Li9 

.85 
L09 
L14 
L84 
L14 
L19 
1.19 
L14 

.99 
L89 
L09 

.92 

.98 

.99 
1.09 

.80 
L49 

.99 
L84 

.97 

.90 

L14 
L09 
L09 

\.^ 
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Table  No.  28. — Through  ocean  and  rail  commodity  rates  from  New  York  to  interior 

Mexican  ci/*ca— Coiitiiiiied. 


ComixicMJItleM, 


OroceHefl— Con  ti  ii  ued. 

Gracerlea»  N.  O.  S.  .*,.»*...,......».. » 

Molajses ,  *  * , 

Pens,  dried  ............................ 

PicklisB,  InpsitfcageB....,...,..,,, 

I'k) vvdt?r,  wajhlng,  dr>',  In  T»Qf  kag^. .,,.... 

Preitervesi  or  Jftms.  N.  0.  a  , . . , , 

•^      Baiieejip  N.  O.  S ..... 

Starch ,., , ,... 

BagnT.  X.  O.  S.»  tn  package  .«...,,.,...... 

Sirup,  N.  Oh  Sh,  In  packAjf€* , 

Gum,  c^bewln^.  in  boxes  or  bairelia,,. -,»»,,,.. 

Ijiwn  mow*?™*  K.  D „ 

PAny  iron,  ne*ti<s1.  N.  O.  S ,,.„. 

Shovels  nnd  JifVidefl 

Ptapl4»>  N.  O,  S  ,..,.,.,,..,* ,..**,,., 

Hftmese,  in  bulea  or  boxes ..................... 

Iron  tar stL-el. Aiid  i^nleleA titAnufitctiircdol: 

Band,  bar,  lM>iJer,  rod. and  tank..... 

Holts.  iiuiH.  and  wasbi^ffe  ., ,...* 

NalJji  or  dplLes,  N»  O.  8 ,,. 

Pipe,  N.  as 

Lampii,  N.  O.  S -..,.. 

Laid; 

Coil  01- sheet.. 

Pig  or  bar...., „„».....,.,,.,.„,... 

XjCftd  pipy,......**,.........., *.-,.. 

Lead,  white. ...,....,........,, . _**, . ,, . . 

LiaiThi  r,  NO,  5? .  1n  bnrnlTe*-.  boxes,  otrolln.,, 
LitliLni-w,,  h  1/    \\-.  lu-.-T,  |...-r./T.  Eindittout,  and 

milirr^^l  nr  m TjH^'pI   \\i\\y  \-,  ...... ..... 

MhIm  aiui  iimtTiiiK.  ^.  U   ^  ,  in  piic'ltH^;*  w, . 

Kails,  shms  in  bm^,  barreln,  or  iufxt-- 

Oib;kilh,  flijfir,  table,  carr!«i:e,  or  t^tmiiHi^JL'd.. . . 

on.  N  O.  S..  O.  K.  of  ieflkrtKC..,.. 

PaL^klng-hoiue  prudut'tj^ ....,..,.„..,.  ..i 

Pai  utn  or  coloTft.  dry  or  in  oil,  N .  O.  S I 

Paper,  N.  O.  S ...I 

Pftptir.  printiag.  bull  ding,  roafln|f,  carpel, 
wnippinj^,  bindt!T8'  board,  pttrawDoard.  lln^ 
infc,  and  cardboftrd,  straw  and  mniiila  , .. ,.  j 

Penei Is,  lead,  boxed .......................'. 

Wpe.iitei^l  or  Irtin.riyeied,  in  spiral  orrtmight  ] 


B&t^t 


City  ot  Mexieo, 

Paehuca,  Tor- 

reon.  Gome? 

Palaclo. 


C.  L.      I*  C,  L. 


ti.u 
.go 

1.06 

.87 
.96 


1,08 

1,00 

.*7 

.77 


.76 

i.oa 

.90 


1,01 
.^ 

.«1 
,93 


.90 


.  not  over  ^  inchea  in  diameter. 

Pyemia,  prlaUuff ...-........,.,_ ....,, 

PuDipfi.  Hteam.  iron 

Rails  and  faitentnfci.  iron  or  titeelt  N.  0<  S., 

Roneorcablu,  N.O.  8 ., 

RiibtAT  pofKiK  N.  Ok  S  .......... v...,*...,.H 

Sftddkry,  N\  O,  S , 

Sfl]  tA.  bfeaebing,  in  barreli 

a?ed.  N.  (>.  S.,Tn  TJiiekaiE^eH , 

Sowing  maebiaes.  K.  D.»  cratfs]  m  boxed  ,, 
e«p  . 


_  _•>  CttUHtic.  hyposnlphLte  uf,  nUrateofp  iAl, 

and  !iiHcat<^  of  ,,,,.., .,. 

3pHn|^H,  rubber,  !tteel,  or  Toltiie,  for  can*..... 

Tile,  rrjoflnK  or  dmin  . , . .  „ ,.,.,, 

Tin,  plff  or  bar 

TlQwuri\  tf.0. 6.,  neoted,. „,...,..,.., ,....., 

VehldtsH,  N.O.  S 

Whiting 

Wire: 

Burbed,  fence. .».,.......,»..... 

BraM  or  copper , 

FencinK-NO-S .* 

Gatvanixed , 

Iron  or<t««L  ............................. 


X.09 
.97 

.m 

,R2 
3.21 


.70 
.77 
.70 
.7* 
l.OS 

i.oe> 
.75 

.76 
.97 

-Te 

.7« 


^n  LtiiA  Potod, 
Monterey. 


C.  L.      L.  a  L. 


tl.34 
1.20 
1.15 
l.U 
1.19 
1.29 
1.S4 
1.20 
\.\h 
1.29 
1.^4 

1.S4 
1,29 
1.24 
.96 
1.^ 

.96 

.96 

.96 

1.00 

1.51 

1.06 

1.06  I 

1.10 

1/29 

1.25 
1.29 
1.19 
1.2B 
1.19 
l.lfi 
l.H 
1.24 


l.lfi 

i.a4 

1,15 
1.29 
1.29 
.91 
1.19 
1.S4 
l.&l 
1,11 
1,16 
1.49 
1,54 

.96 
1. 01 
.95 
.9» 
1,25 


t,Dl 

.90 
1.14 

1.3» 
,9fi 
.06 


to.  94 
.61 
.74 
.91 
.76 
,Hl 
.91 
.71 

.61 


.74 


l.f^ 
.66 
.66 

1.06 


.66 
.61 
.56 

.86 
.R4 
.69 

.m 

.81 
.69 

.» 


11.17 

1,13 

.97 

1,17 

.i.oa 

1.13 

1.17 
1.06 
.96 
1.12 
1.17 

1.17 
1.12 
1.07 
.61 
1.22 

.79 
,61 
.61 

,m 

1.37 

.90 
.61 
.90 
.9fi 

1.12 

1.08 
1.12 
1.0! 

1.12 
1.02 
1.0a 
.97 
1.07 


1.17 

.96 
1.13 

1.12 

.74 

1.02 

1,17 

1.37 

.96 

.9« 

1.82 

1.17 

.79 
.66 
.79 
.61 

i.oe 


,79 
.97 

l.Jl 
.79 
.71 


Piiel>la, 


C.  L. 


lO-fi^ 
.85  I 
.79 
.95 
.80 
.85 
.96 
.76 
.71 
.85 


L.  C.  L. 


.64 


.51 

.71 

.76 
1,10 

.64 
.76 
.86 
,«4 
.64 


II.  Ti 
1.01 
.91 

1.14 

M 

1.01 

1.14 

i.ra 

.W 

i.n 

1.14 

Ml 

i.oi 

1,61 

1.19 

.60 

.62 

,m 

LSI 


.L0» 

L07 
1.09 
.99 
L09 
.99 
.99 
.94 


.f7 

L14 

.97 

l.0i 
LOi 
,75 

.99 
L14 
l.M 

.91 
LOI 
1,29 
L14 


L07 


.91 

LIS 
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Table  No.  29. — ThrotighJreigMreUes  from  interior  IMiUd  Stales  poinU  to  points  in  Mes^ 
[Group  1.— City  of  Mexico,  Pachuca,  Torreon,  Gomez  Piitaclo.    Group  2.— San  Luis  Potoel,  Monterey.] 

{¥ct  lodpoundB.] 
I  Rat«  from  St.  Louk  And  fCaniuB  City  bo_ 


Com  modi  tiea. 


Group  L 


All  r^il. 


C.L.    1*C.U 


EUdl  and  wtter. 


a  L,    UCU 


Oioapit 


All  »iL 


CL.    L.C.L, 


Rait  ^nd  irat«r. 


CL. 


L,aL. 


.Agrlctilttirml  ImplementR 

jyiunonia^  tuqwa,    or    ^.tomonijical 
liqdor.    In  carboys    or     bottlo*,  l 

O.Ji.  S., and  leak««c ..J 

-^Uti«tflOiek>th..... 

A?gl^^  gfcmio  .^,.,*,* .,,. I 

Axleti,  iRjn  or  «'teel,  n'  O.  s" " " '. !  ^ '" 

Bags  and  ba^gtiig , 

Bchijig.  cimviLM.  leather,  or  rubber.^! 
Blaekinjf,  wboe,  *tove,  or  haniew, 
N.  O.  H . 


a^ 


1.27 


ii.5e 


Boiler  erivering,  mineral  wool 
Bol]ifre,N.O.S.. ....... 

B<xilo*,  N.O.  8..  bo3ti?d , 

Borjtii  and  «hocs^  boxed ..,.„„< 

BoitleiH  gJaja,  N.  O.S..,. i 

BotUtfH.  to  Monterey  only ..........  J 

Cable:  I 

Copper  wire,  peclfl  or  colla  . . | 

Wif*,  iron  or  itevi  ..„*,„. 

Canoed  fsaodin.,  N .  O.  S i 

Cari>eu.  N.  O.  S.. , | 

ClothiTiR:.  new  or  eecond-h  and  <  boxed 
Copr>er  bolt*,   naUj*.   rods,  riveti, 
waflherv.  sbeet^,  plates,    blanlu,  i 

ami  m:Te¥rti  ..,.._.„.,.. , 

Copper  ttiirots 

C<*rda*te,  in  pat'kfigeii,  Claaii  D. , I 

Crockeo'^  N.O.S..  (ifth  claaa .J 

DrugH  and  medit^Hnes.  N.  O,  8 i 

Flab, dry,  pickled,  orialt,  M.0,8..J 

FumiUiri?,  new,  K.  D„ ' 

OtaH.  fifth  claHs . , 

Olas*,  wlwdow,  tonunon,  O.  IL  B 

Groceries:  I 

Cereal  product*  or  preparations, 

N.O.S I 

Flonr,  ih  bfirtei«orcott<mHa<;k£i. 

Mola^i^ses ......,».„ 

Pttiftf.dricii. I 

Siarc  b w . . . . , 

Biigur,  N.  O.B,Jnpftckafe» , 

Hardware: 

BntiM,  ipijn  or  steel , ' 

If amm  erN.  fllea,  or  nupa. .,....,. 

Rmnlle«.ax .,j 

HiitcheiH... 1 

Un  ks  and  padlocks 

Servws.  N.  O.  5............. i 

ahot'n,  horse,  toiile.  or  ox I 

Harne^^.  In  bales  or  boxeei....,.,.,.' 

Ittiti  nT  stetl  bolta  and  nnta i 

Lead,  white. J 

Lenther  N.  O.  S 

Mats  and  matting,  K.  O.  S ......... . 

KrUh,  »hot ,  „ .1 

01  le Loth,  floor,  table,  carTbget  or 

etiameletl „  i 

Oil,  K.  O.S.,  Hfthflla*..... I 

FackiiiK-botjNf^  products 
Paintw  or  ralon*,  NO  BpiCla»*C..,, 
Pancr,  build  ini?.  ro'diiR,  Wrapping - 
Bails  and  fn^i  i^  i  iJ  ii^f- ._...........,. 

Hope  or  PMhW,  X.  O,  S 

gaddlcry.K.O,  S.. .,..,. , 

gait 

Boap 

fioda,  f'auiitji\  nitrate  of 

gboveii,  N.  O.  a  ..................... . 

Tlnwarv,  N,  O,  8..  iae«rcd 

Tobacco,  leaf,  uonuLpufaetured  .... 
Vehicles,  wftifoji  «r  carriage,  wood. 
In  the  white,  not  ironed  ,..*.,,... 
Wlri?: 

Barbed,  fence. 


1.14 
1,10 


LOG 


1.00 
1.4G 


i.oe 

1.04 
l.Ol 
1.18 

i.&e 

.•7 


1.20 

.ja 

I.IO 
1,00 
.99 
.M 

1,(N 

1.18 


i.ia 


1.18 


Btn»  or  cuppei- . 


,92 

.97 

1.19 

i.'o© 

1.19 
LOO 
1.13 

1.01 

i.oa 
.«j 
.m 

1.44 

.7& 


1,11 
1.19 

MO 

LOS 

,B1 
LOI 
.81 


L2a 

L39 

L4& 
L49 


•LU 


LIB 
L15 

.71 
.84 


LGB 
L?S 
LSB 


L06 
LOl 


.i7 


LS7 

L24 
L3& 

L?B 


L34 
L32 


1.63 
L3& 


LSS' 


1.78 
L0» 
L54 
L12 


L4& 


L41 

LJ2 
LS4 
L12 


.91 

.97 
L2» 


LIO 


LSO 

L22 
L46 
LM 
L3S 
L31 

L27 
L»9 
L37 
L8ft 
L8V 
L^ 
1A7 
L63 
L14 
hM 
LA3 
L53 
L37 

L4ft  I 


L44 


L12 
.84 

L02 
.94 
.91 
.90 


,72 


,74 

.eo 
no 


LOO 

i.m 

,92 
LOb 

.00 

.»» 
La» 

.09 


.74 

Lio  I 

L02 


,73  I 


'ti.4fi'! 


LW 
L12 
L!H 

L81 
LB? 


La? 

L57 
L3e 


L2S 

1.13 
L26 
L47 
Lfla 


LW 
1.20 


1.47 
L2S 


fLU 


t.lO 
LOS 
.76 
.05 
,B1 


L41 
1,13 
L3G 
1.21 
L26 
1.22 

LIS 
L2S 
Ll» 
L25 
L26 
L25 
1.08 
1.47 
LOG 
L17 
L37 
LSI 
1.25 

L3G 


L21 


Lis 

.n 

L40 
1.03 


Lai 


1,27 


.5G 

.B8 
.7B 
.88 


LOl 


L4i 
.81 
.SI 


LQ8 
.76 
.03 

.B4 
.8S 
.78 

.87 
.96 


.4H 


,flfl 
.«1 


,«7l 


tl.42 


LQV 
L22 


L28 
1. 83 


•0.8^ 


LOl 
.98 
.68 
.57 
.09 


L30 
L56 
L21 


L20 

L07 
LIS 

L4e 

LOl 


H7 

1,15 


L4e 


L8S 

LOO 
L2i 
1.15 
LSI 
L14 

LIO 

L22  I 

Lll  , 
L2S 

L22  I 

Lao  , 
LOl 
L4ft  I 
.97. 
LOO  I 
L36 
1.36  I 
L'20  I 

L32  , 


LIO 


,02 

Lca 


.oe 

.S4 

49    

.K2  I I 

1.25  I        LOl  I 

.58'  ,8a 
■        LS7 

.67  I         .96 

.04 

L02  L28 

.03   ......... 


L25 


.9K  I 
.68 
.85  I 

.78  I 
.75 
.70  I 

,75  I 
.82  I 


.85 


LOO 

LI4 
L21 


.42 

Lao 

L4» 

-.74 
.68 
.80 

L12 

.77 
.71 
.70 

LOO 
.66 
1.0» 
LSD 
L4& 

LQ& 
LOi 

.9$ 

L32 

Ll» 

,?S 

.78 

1.34 

.97 

1.08 
L<» 

LOG 

.98 

LOS. 


L0£ 

.82 

L08 

LOO 

.82 

1.0^ 

.50 

.92 

%.» 

.fi« 

,88 

,7S 

l.fM 

.93 

L2<K 

L20 

.83 

LOft 

.90 

L18 

-75 

,88 

.78 

,78 

Loi 

.48 

.78 

LIO 

1.45 

.52 

.77 

l:^ 

,i» 

.80 

.85 

..I 


LU 
\.\V 


£22 
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Tablb  No.  29. — Through  freight  rates  from  interior  United  States  jMinls  to  points  in 

Mexico — Continued . 


Rate  from  New  Orleans  to— 


Commodities. 


Group  2. 


Agricultural  implements 

Ammonia,  aqua  or  ammoniacal 
liquor,  in  carboys  or  bottles, 
O.  K.  B.,  and  leakage 

Asbeatos  cloth 

Axle  grease 

Axles,  iron  or  steel,  N.  O.  S 

Bagsand  baggino; 

Belting,  canvas,  leather,  or  rubber. 

Blacking,  shoe,  stove,  or  harness, 
N. 


Boiler  covering,  mineral  wool . . . 

Boilers,  N.O.S 

Books,  N.  O.  8.,  boxed 

Boots  and  shoes,  boxed 

Bottles,  glass,  N.  O.  8 

Bottles,  to  Monterey  only 

Cable: 

Copper  wire,  reels  or  coils  . . . 

Wire,  iron  or  steel 

Canned  goods,  N.  O.  S 

Carpets,  N.  O.  8 

Clotbing,newor  second-hand,  boxed 

Copper  bolts,  nails,    rods,   rivets, 

washers,  sheets,  plates,  blanks, 

and  screws 

Copper  ingots 

Cordage,  in  packages.  Class  D 

Crockery,  N.  O.  8.,  fifth  class 

^rugs  and  medicines,  N.  O.  8 

Fish,  dry.  pickled,  or  salt.  N.  0. 8. . . 

Furniture,  new,  K.  D 

Glass,  fifth  class 

^lass,  window,  common,  O.  R.  B 

Croceries: 

Cereal  products  or  preparations, 
N.O.S 

Flour,  in  barrels  or  cotton  sacks. 

Molasses 

Pease,  dried 

Starch 

Sugar,  N.  O.  8.,  in  packages 

Hardware: 

Butts,  iron  or  steel 

Hammers,  files,  or  rasps 

Handles,  ax 

Hatchets 

Locks  and  padlocks 

Screws,  N.  0. 8 

Shoes,  horse,  mule,  or  ox 

Harness,  in  bales  or  boxes 

Iron  or  steel  bolts  and  nuts 

Lead,  white 

Leather,  N.  0. 8 

Mats  and  matting,  N.  0.8 

Nails,  shoe 

Oilcloth,  floor,  table,  carriage,  or 

enameled 

Oil,  N.  O.  8.,  fifth  class 

Packing-house  products 

Paints  or  colory,  N.  O.  8.,  Class  C . . . 
Paper,  building,  roofing,  wrapping. 

Ralls  and  fastenings 

Rope  or  cable.  N.  O.  S 

Saddlery,  N.  O.  8  

Salt 

Soap 

Soda,  caustic,  nitrate  of 

Stoves,  N.  O.  8 

Tinware.  N.  O.  8..  nested 

Tobacco,  leaf,  unmanufactured 

Vehicles,  wagon  or  carriage,  wood, 

in  the  white,  not  ironed 

Wire: 

Barbed,  fence 

Brum  or  copper 

Ironorgteel 


.89 
.99 
1.12 


Rail  and  water 


C.  L.  ,  L.  C.  L. 


90.88  1 

1 
.92 
.92 
.62 

'ii'is 

.511 

1 

.77 
.85 
.96 

l.M 
1.11 

1 

i 

.86    . 

1.10 
1.80 
.9$ 

.74 
L02 


.69 


.78 
.87 


.74 

1.25 

.65 

.67 


.89 
.62 
.80 
.72 
.69 
.65 


.72 


.72 


.72 
.50 


.74 
.80 


.72 
.72 
.40 
.64 
1.00 
.46 


.96 

.85 

1.00 

1.20 

1.S5 


1.20 
1.00 


1.15 
.88 

1.10 
.96 
.99 
.96 

.88 

.98 

.9S 

.98 

.98 

.96 

.88 

1.20 

.79 

.91 

LIO 

1.10 

.96 

L08 


.58 

.78 
.84 
.79 

.74  I 

.60 


1.85 
.66 

L13 
.77 


1.04 


60| 
67 


1.01 

.77 
.98 
.77 
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Table  No.  29. — Through  freight  rates  from  interior  United  States  points  to  points  in 

Jf If ^>o— Conti  nued. 

Rutc  from  Chicngo  and  Mllwaukei*  to— 
Gnitip  1.  GtioU|>Z 


Commoditi£s. 


Rfiil  ittid  wiLter.        AH  mil,        fi&il  and  wntef. 
C.h,    L.aL.    C.L.    UC.L.\€/L.    L.  C.  L. 


AgrlcultumJ  impk^mt^iilH 

AmmonLL.  aqua  or  o^mmoQliiCfil 
liquor,  Ui  vAtb(>y%  or  bolU«^, 
O,  R.  B  ,  and  leakagie..., ^. *.».,.. 

A«be.i»tue  *;loth , 

Axle  gFGRsf!  ,.-...„..„,, » . . 

Asc^ce.  imn  wr  Fteel,  N.  O.  S 

Bags  Aiid  bngglnR. . ................. 

Belt  lug-.  caiirHJ§.lc&thpr,or  rubber. 
filAckJiiK,  fthfw,  ft[ove»  OF  bAmi^«av 

N.O,B 

Boiler  eoi^erlng,  minert^l  wool  ....*. 

BoUehi,  N,0.  S 

Bookji.  N-0.8..boied. 
Boots  and  Rbo^.  boxed 
Bottles!,  glasn,  N.  Oh  S*,-*. 
Bottles,  to  Monterey  only 
Cable: 

C(»pp«f  wire,  reels  or  cofle 

W1  ret  Irim  or  iiteei  „,,..*, 

Cimiiefl  good*,  N.  O.  S 

Carpet*.  N.  OS 

Ukdh  inis,xniw  or  seeotid-hun  d ,  boxed 

Copper   bciltJR,    nHilfi,   rods,    rivetJ^, 

WMben,  t<beeta,  ptatei^  blanks, 

uid  Krewd »..,......,,... 

Copper  1nfOt«. 

Ootdaire,  hi  piLt>kti  jen.  Chum  D  . , . ,  *. 

CtDcken .  N  O-  S  .  flfth  elfkn 

BiHgB  and  me4lolne.H,  N.  O,  S,„,. .  - 
^Mh,  dn,  plekli^,  or  Hilt,  N.  O.  ^... 

Pnniltmdiew, K.  D... ,.„,„. 

OlHV,  fifth  c1a» 

Ql»s(>wlTtdow,coimmontO.E.B  ,,.. 
0  rooerieij: 

Oreal  pri>dij(*t«orprepnrfltioii*, 
K,  O.  B.., 

FlMurJn  Ijarreh  or  cotton  H«ck«. 

Molaflses 

Pease,  dried 

Starch 

Sugar,  N.  O.  S.,  in  packages 
Hardware: 

BtiXtf,  iton  or  steel 

Hiunnieri^  Ales,  or  rasps 

HtLndleit,  ax       

Halrhetfl 

Loeksand  padloeki.. 

fkrtws,  N.O,  & 

Shoes,  nome*  mule,  c^r  ox . 
HameiB.  In  Imles  or  boxes . 
Iron  or  steel  bolts  and  nuts 

LcAd,  white 

Leather.  K.O.S............. 

Mars  and  matting^  N,  O.  8 

NaIN,  F*hf jo  .... 

Cillcinth.  floor,  table,  carriage,  or 

emtmi'led 

Oil,  N.O-S,.  fifth  *"l»4*i. 

HacklngOioujie  procluets 

Paints  or  poIoib,  N.  O,  S.,  Class  C... 
IViper,  biiildln]^.  roofing,  wnpping. . 

RallE  and  lat<teinlnK» 

Ropeorcable,  N.O.  S 

flftddlery,  N.O.S 

Wt., ... 

Soap 

Soda,  caustic,  nitrate  of 

Stoves,  N.  O.  S 

Tinware,  N.O.S.,  nested./ 

Tobacco,  leaf,  unmanufactured i 

VebideM,  wugun  i^r  carriage,  wood, 

In  the  white,  not  IroneGf. 
Wire; 

Barbed,  fence 

Brass  or  copper 

J  WD  org( 
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Table  No.  29. — Through  freight  rates  from  interior  United  States  points  to  points  in 

Mej;ico — Con  t  i  n  u  ed 


Rate  from  PI tUbuTg- territory  to — 


Commodities. 


Ofi>QpL 


All  nil. 


BftU  ajid  wftter. 


I 


Agricnltura]  trnpLementH 

Atnmi>nlii.  fl«]aa  or  limmoniacal 
liqoor,  In  frnrbciyfi  or  bottles, 
O.  K.  »„«nd  leakage. 

Atb^toe  eloth  ..,,._.. 

Axle  K^iTOde 

Axles^  Iron  or  steol,  K*  O.  8 

Bjip  and  be^lrln^ 

Bthlnff,  {taiiv^Kj  leattier.  or  rubber.. 

Hliackinsr,  ishocn  stL>ve,  or  harness, 
N,as 

Boiler  covering,  mineral  wool 

Boltert,  N.O.  S „,..,.... 

Books,  K.  O.  &..  box«d 

Boot*  and  iihoeatp  boxed  ,.***. 

BotUtw,  gliuw,  N.O.  a.... 

Bottles^  to  iltmieruy  only 

Cable; 


C.L. 


L44 
1.06 
1.20 


i.as 

1.2fl 


1.19 


C**[*per  wirtn  reel*  or  colls  , 

Wj  TV     ' 


'Itv.  iron  or  steel  . 

Canned  viMxlK,  N,  O*  8  .,,,... 

Carpt'KN,  iXB ,. 

Clot  hlngn  n  e  w  or  second-  btud ,  boxed 
Coptier   bolt^,  nails,    rods,    rIv«tA, 

wojibers,  !(ht?«^tA,  plAte^.  blanks. 

and  KTtwe 

Copper  i  ngotJ"  *._,..,,..„.„„.*,.. 
Oomnge,  in  paekiiRea.^ClAHiB. ...... 

CrockL^ry,  N.0.9,,  fifth  claw 

Drugfi  and  medic Ine,-^.  K.  O.  8..  **, .. 
Pish,  dry,  pJckkd,  or  salt.  N.O.S... 
Fumlttirf,  new.  K.  D. ............. 

OlaRi.  ilftb  t'lMw..,,. , 

OlftiP.  witidow,  common,  O,  R.  B*».. 
GrocerIe*i: 

Cert^al  prod neis  or  preparations, 

N.0.8 ....r. 

Flour ,'in  barrels  or  cotton  sacks. 

Molasses 

Pease,  dried , 

Starch , 

Sugar.  N.  O.  S..  In  packages. 
Hardware: 

Bivtl,H,  Iron  or  steel.... 

Hammet^,  flle^^,  or  riMps . 

Hdtid  left.  nx. ...... . 

Hatchets 


LOt'kn  and  iiadlocka. , 
ScrewK,  NO.  8*...,.. 


^hrK-!^.  hi'T^f,  mulo.orox........ 

Hctme^. in  Ifk I .s  ur  boxes  * , , 

Iron  or  stf vl  f m  fltn  and  nuts 

Lead ,  whiti.* . . .  _ , 

Leath(,'r.  N.0.0... 

Mfttsund  mftUtng,  N*0. S». .».- 

Kails,  frbo« 

Oilcloth^  floor*  tablt.  carriage,  or 

<.'oatnelt?d . .................. 

Oil  K.  O.B.,  iitlh  i;ia«i- 

I'licklUj;  hoiiHe  product*  .....,,.„„ 

Paints  or  aiU  irst,  N.  O.  B.,  Cla«*  C 

FapfT.  bnildiiirr.  ruoflng,  wrapping. . 

Ralh  iiTid  fii?^i^'rilng>j , 

Rope  orcftfole.  N. 0,9  ......*..,*..., 

Saddlery,  N.O.S 

Salt ,, ,...,..,„... 

So&p  ....... , 

Soda,  rsustic,  nitrate  of.... ......... 

Stove».  N,O.S , 

Tinware.  K.  O.  S.,  oea*ed  ., * 

ToLjac^^M.  IcnJ,  T3tjm»nijlaclTin*A 

V^rhii^les.  wagon  or  fnrrfaffi%  wijod, 

in  ihii  w  hittr,  not  ironed 

Wire; 

Barbed,  fence 


1.17 

1.07 
1.19 
1.83 


l.i2 
1.21 

i.ia 

1.32 

i'ig" 

1.73 
1.11 


LSI 
1,00 
LLt4 
1.12 
L19 

i.oa 

1.28 
1.47 


h47 


L35 


.96 

1.36 

l.M 

1.43 
l.tl 
1.27 
l.ia 
l.lfl 

./« 
l.Jfl 
1.S2 

.S7 


L,C.L.    G,  L. 


S1.2fl 


91.93 


L40  ' 

1,77  I 
1.70  , 

1.7S  I 


1.35 
1,29 

LOfi 


1,91  '. 
2,11  ], 
1.02 


1,20 

Lie 


1.11 


ID    I 


Bnat  or  ooppcf . 


L2€ 
LSe  I 
1.24  j 

L1&  j 

.95 
Lite 


L7:  ' 
1.4S  , 

LW 
2.01  I 
2.ie  |, 

I 
L6B  ! 

L5G  I 


L67  , 
1.39  I 

l.W  1 
Le2  I 
1.48 


'2.K.  I 

L*t»  I 
L29  ' 


L7t 


L73 
L29 


LOS 
.93 
Lll 
1.67 


L.ar^ 


I 


2.01  '. 

Lsa  I 


L2R 
L12  I 
1.07  i 
L24  I 


Lll 
L64 
1.03 
1.03 


I 


I 


1.51  I 
L73  I 
1.44  j. 
1.73 
1.73  [. 

Lei 

1.34  I 

1.31  ' 
1.43  I 
1.91  ;' 
1.91  '. 
L61  I 

L^ 


L26 

.98  1 

Lie  I 

1.06  I 
L05 

LOO  ! 

1.16  ! 
1.38  . 


L23 
.86 


L03 
1.27 


1.17 


Lfi?  I 


1.31 
l.DO 
1.19 
L07 
LOH 

.Ti 
1.06 
Lfifi 

.81 


L17 
L27 

Lie 

L06 

.87 


11.79 


L2S 
1.46 

Lei 

l.«5 
1.61 


1.75 

i.y5 

l.fiO 


L&7 
1.36 
L43 
1.8ft 
2.00 


1.&4 
L44 


Orotrp^. 


All  rail. 


Rail  aod  wattf. 


C.  L. 


ILI9 


l.Zt 

1.20 

.«) 

>7* 

1.06 


1.12 
LC9 


1.02 
.«9 

1.00 

.90 

LO^i 

1.66 


L85 
L4S 


1.58 
L30 
L58 
1.45 
1.50 
L89 


1.2fi 
1.04 
,97 
L15 


59       L30 


1.39 

1.59 

1.85 

L. 

L59  ! 

L49 

1.25 

L^-i 

L22  ' 

L34  I 

L75 

L7ft 

L49 


1.02 
L66 
.95 
,»5 


L17 

1.07 
.96 
.97 

LU 
1.30 


1.69  I 


L4S  I 


2.00  , 
1.11 
1,74 
L20 


hm  I 


i.ei 


1.18 
.78 


I 


L.  C.  L. "  C.  L. 


fl.76 


.9& 

Lt9 

"iJot 

1.26 

.97 

1.10 

.w  ;. 

LOO  I 
.61  L 
.99  I., 

1.64 
,70  ' 

".'si'' 

1.09  |. 
1.19  \ 
1.07    . 


LM  i     .7a! 


.wi\     \.va\    .-ftX 


L2S 
L43  ' 
1.60  j. 
L62 

LS5' 


1.74 
L94  I 
L45 


SLIO 

1.18 

1.12 
.82 

iLfit 

.71 
.93 

1.M 
LOO 

.6ft 

Lll 
L29 
1.44 
L48 

Lll 

"""lm 

L7» 
LS 

L64  ' 
L31  , 

l.M\ 
L99 


.91 
.82 

L50 


L51 
L39 


L»4 
1.85 


LHI 
L23 
1.45 
1.39 
L45 
1.31 

1.34 
1.56 
1.28 
L5ti 
1.&6 
L44 
1.18 
L#4 
1.14 

Lie 

L74 
1.74 
Li4 


1.40  ' 


L99 
1.03 
1.71 
1.12 


Lfl2 


L59 

L12 
Lfii 


Lll 

.91 
LOf 


1.47 

.*7 


LOi 


,S0 
*«9 

.M 

,99 
L16 


L16 


L06 

.70 


.72 
.87 
LIO 


LOO 


L.aL. 


L»      L14 


1.193 


I  I., 


.itt  . 

.Aft  I 
1.48  ' 


.7S 
J. 00 
LIO 

.99 


I 


70  I 


L40 
Lt9 
L2C 
L« 
L« 


Ls: 

L27 


Lti8 
L2ft 


L41 
Lli 
LIS 
L27 
LS 
1.22 

L22 
L4Z 
L19 
L42 
L«t 
L32 
1.09 
IM 
L0» 
L17 
IM 

LSI 

LUC 


L2I 


L8S 

LA7 

1.09 


LIS 


L45 

L» 
L37 
Ltt 
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Table  No.  30. — Tariff  No.  2— New  York  to  Central  American  ports,     (Supersedes  con- 
fliding  rates  of  earlier  date. )     *  ^Panama  route.  * ' 

[Panama  Railroad  steamship  line,  Panama  Railroad,  and  connecting  steamer  lines.] 

Ck)mmencing  with  shipments  from  New  York,  September  1,  1905,  the  following 
rates  will  apply  per  cubic  foot  or  per  100  pounds  or  per  centum  ad  vidorem  (steamer's 
option)  except  otherwise  herein  provided. 


Classes. 


D. 


Punta  Arenas 

San  Juan  del  Sur. 

Corinto 

Amapala 

La  Union 

LaLibertad 

Acajutla 

San  Jose  deGuat. 
Champerico. 


$1.25  cu- 
bic foot. 
12.50100 

>    lbs. 


I 


94  cents 
c  u  bic 
foot. 
11.88100 
lbs.,  or 
2i  per 
cent. 


53  cents 
cu  bic 
foot, 
$1.06100 
lbs. 


I 


4(les»tban    ^  [^^^^ 
5-ton  lots),  ^pi^^;^) 


47  cents 
cu  bic 
foot,  94 
cents 
100  lbs. 


87  cents 
cu  bic 
foot,  74 
cen  ts  i 
100  lbs.    ! 


28  cents 
c  ubic 
foot,  56 
cents 
100  lbs. 


5  f5-ton 
lots  up- 
ward), a 


Mini- 
mum. 


25  cents 
cubic 
foot, 
dOcents 
100  lbs. 


$6.00 


aCIass  5.— Merchandise  under  this  class:  Bricks,  cement,  coal,  coke,  iron  and  steel  bars,  hoops, 
plates,  sheets  (including  galvanized),  pig,  rails,  fish  plates,  axles  and  wheels,  lead  (in  pigs),  salt  (in 
bags),  soda  (ash,  caustic,  nyposulphate,  and  silicate),  when  shipped  in  5-ton  lots  and  upward. 

Subject  to  the  following  exceptions: 

To  Punta  Arenas— 

Gunpowder 10  cents  per  pound. 

Refined  petroleum 26  cents  per  cubic  foot. 

Rosin 50  cents  per  100  pounds. 

Treasure  on  value 1|  P*'  cent. 

White  and  yellow  pine  lumber $2(r per  1.000  feet  B.  M. 

Parcels  not  exceeding  2  cubic  feet $2.60  each. 

To  other  Central  American  ports- 
Refined  petroleum 35  (;ents  per  cubic  foot. 

Rosin 50  cents  per  100  pounds. 

Treaxure  on  value 1|  per  cent. 

White  and  yellow  pine  lumber $24  per  1,000  feet  B.  M. 

Parcels  not  exceeding  2  cubic  feet $3  each. 

August  25,  1905. 


Mexican  freight  tariff  No.  2.  (SupcrKcding  conflicting  mtes  of  earlier  date.)  Panama  route. 
Panama  Railroad  Steamnhip  Line,  Panama  Railroad,  Pacific  Steam  Navigation  Company,  and 
Cia.  Sud-Americana  de  VaporcM.] 

Table  No.  31. — Tar  if  of  freight  rates  from  New  York  to  Mexican  porta  j  taking  effect 
April  16,  1901.     (Subject  to  change  without  notice.) 

Commencing  with  shipments  from  New  York,  April  16,  1901,  the  following  rates 
will  apply  per  ton  of  40  cubic  feet,  or  2,000  pounds,  at  steamer's  option,  to: 


Acapulco... 
Manzanillo. 
San  Bias 


1 

Classes. 

1 
D.       1 

1. 
$36.00 

2. 
$22.80 

3. 

4. 

Special  (on 
5-ton  lots  of     Mini- 
fourth-class    mum. 
freight).   | 

1    $60.00  ' 

i                i 

$20.40 

$16.80 

$13.20  1         $6.00 

Beer,  glassware  (except  cut),  oakum,  shooks per  ton . .  $12. 00 

Brushes,  boots  and  shoes,  refined  petroleum do 15.00 

Cotton  piece  goods • do 18. 00 

Parcels  not  exceeding  2  cubic  feet each. .  3.00 

Rates  to  Mazatlan  (on  a  weight  basis)  will  be  those  of  Transcontinental  We^-^^xaA 
Tariff  No.  I-G,  effective  Januarj'  18,  1904,  and  Bupp\emen\a  \\\^T%\;Ck. 
New  Yobk,  April  5,  1901. 
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Table  No.  32. — Tariff^  freight  rates  from  New  York  and  common  points  to  San  Fran- 
Cisco  J  taking  effed  Jwmary  g6y  1904  (suited  to  change  withotU  notice). 

[S.  F.  Rate  Circular  No.  7.    (Superaedes  conflicting  rates  of  earlier  date.)    Pananoa  route. 
Railroad  Steamship  Line,  Panama  Railroad.] 

[Class  rates,  subject  to  the  Western  classification,  in  cents  per  100  pounds.] 


1. 

180 

2. 
150 

3. 

4.   1   5. 

A. 

B. 

C. 

D. 

E. 
70 

130 

115  1   105 

i 

105 

85 

80 

80 

Commodity  rates  from  New  York  will  be  those  of  transcontinental  weet-bound 
tariffs  in  effect  at  time  of  shipment  less  the  following  discounts:  Carloads,  20  per 
cent,  less  carloads,  30  per  cent,  observing  minimum  of  40  cents  per  100  pounds. 

Minimum  cbare;e  for  any  single  shipment  will  be  $3. 

Subject  to  the  allowing  exceptions  from  New  York: 

Oil  (not  petroleum)  in  oarrels  or  cases  in  carloads,  minimum  weight  24,000  pounds 
(calculated  on  actual  gross  weight),  50  cents  per  100  t)ound8. 

When  through  rates  are  60  cents  per  100  pounds- or  over  via  the  Panama  route 
they  will  apply  from  interior  points,  provided  the  local  freight  charges  to  New  York 
plus  transfer  do  not  exceed  20  cents  per  100  pounds,  and  provided  further  that  all 
shipments  from  points  outside  of  New  York  City  are  consigned  to  the  care  of  Panama 
Rauroad  Steamship  Line,  24  State  street.  New  York. 

In  addition  to  the  regular  transportation  charges  provided  above  shipments  are 
subject  to  toll  levied  in  San  Francisco  by  the  State  of  California. 

New  York,  January  10,  1904. 


Table  No.  33. — Tariff  of  freight  rates  from  New  York  to  Nnih  Pacific  coast  points,  tiz, 
Portland,  Astoria^  Seattle,  tacotna,  Port  Townsend,  Everett,  Anacortes,  New  Whatcm 
(Betlingham  Bay),  Vancouver,  and  Victoria,  taking  effect  July  1,  1904  (subject  to 
change  without  notice), 

[Tariff  No.  6— N.  P.  C.  (Supersedes  conflicting  rates  of  earlier  date.)  Panama  route.  Panama  Rtfl- 
road  Steamship  Line,  Panama  Railroad,  Pacific  Mail  Steamship  Company,  connecting  in  San  Fran- 
cisco with  the  Oregon  Railroad  and  Navigation  Company  and  Pacific  Coast  Steamship  Company.] 

[Class  rates,  subject  to  the  Western  classification,  in  cents  per  100  pounds.] 


1. 

2. 

3. 

4. 

5. 

A.     B. 

C. 
80 

D. 

E. 

180 

160 

190 

115 

105 

105  j    86 

80 

70 

Commodity  rates  from  New  York  will  be  those  of  transcontinental  west-boond 
tariffs  in  effect  at  time  of  shipment  less  the  following  discounts:  Carloads,  20  per 
cent,  less  carloads^  30  per  cent,  observing  minimum  of  60  cents  per  100  pounds. 

Minimum  charge  for  any  single  shipment  will  be  $4. 

Charges  from  interior  points  plus  transfer  in  New  York  will  be  absorbed  out  of  the 
through  rates  when  not  in  excess  of  20  cents  per  100  pounds,  but  in  no  case  can  maxi-  • 
mum  absorption  leave  less  than  60  cents  per  100  pounds  from  New  York  to  Pacific 
coast  terminals  mentioned.  All  shipments  from  points  outside  of  New  York  City 
must  be  consigned  to  the  care  of  Panama  Railroad  Steamship  Line,  24  State  stroet, 
New  York. 

In  addition  to  the  regular  transportation  charges  provided  above  shipments  ar& 
subject  to  toll  levied  in  San  Francisco  by  the  State  of  California. 

New  York,  July  1,  1904. 
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[Tariff  No.  2~<:.  T.    (SapexBedesconflictingratesof  earlier  date.)    Panama  ronte.    Paoama  Railroad 
Steamship  Line,  Panama  Railroad,  and  connecting  steamer  lines.] 

Table  No.  34. — Tariff  of  freight  rates  from  New  York  and  common  povrUa  to  California 
terminals^  m,  Sacramento  and  StockUm^  taking  effect  January  tS^  1904  (subject  to  change 
unthout  notice). 

[Class  rates,  subject  to  the  Western  classiflcation,  in  cents  per  100  pounds.] 


L 

2. 

3. 

4. 

5. 
105 

A. 

B. 

C.   1   D. 

70 

180  i   150 

130 

115 

105 

85 

80  1    80 

Commodity  rates  from  New  York  will  be  those  of  "Sunset"  tariff,  No.  C  22. 
Effective  January  18,  1904,  and  supplements  thereto,  less  the  following  discounts: 
Carloads,  20  per  cent;  less  carloads,  30  per  cent;  observing  minimum  of  50  cents  per 
100  pounds. 

Minimum  charge  for  any  single  shipment  will  be  $3.50. 

When  through  rates  are  70  cents  per  100  pounds  or  over,  via  the  Panama  route^ 
they  will  applv  from  Boston,  Philadelphia,  Baltimore,  and  common  points,  provided 
the  local  freight  charses  to  New  York,  plus  transfer,  do  not  exceed  20  cents  per  lOO* 
pounds;  and  provided  further,  that  all  shipments  from  points  outside  of  New  York 
City  are  consigned  to  the  care  of  Panama  Railroad  Steamship  Line,  24  State  street^ 
New  York. 

In  addition  to  the  regular  trans];>ortation  charges  provided  above,  shipments  are 
subject  to  toll  levied  in  San  Francisco  by  the  State  of  California. 

New  York,  December  XS,  1903, 


[Tariff  No.  i—^.  C.    (Supersedes  conflicting  rates  of  earlier  date.)    Panama  route.    Panama  Railroad 
Steamship  Line,  Panama  Railroad,  and  connecting  steamer  lines.] 

Table  No.  35. — Tariff  of  freight  rates  from  New  York  and  common  points  to'southem 
California  points,  tir,  IjOs  Angeles,  San  Diego,  and  Santa  Barbara,  taking  effect  July 
1,  1904  (subject  to  change  without  notice), 

[Class  rates,  subject  to  the  Western  classification,  in  cents  per  100  pounds.] 


i  1. 

-  2. 

3. 

4. 

5.  ;  A. 

B. 

(;.    D. 

E. 

1   !«, 

150 

130 

116 

105  1   105 

85 

80  j    80 

__„_ 

Commodity  rates  from  New  York  will  be  those  of  transcontinental  west-bound 
tariffs  in  effect  at  time  of  shipments,  less  the  following  discounts:  Carloads,  20  per 
cent;  less  carloads,  30  per  cent;  observing  minimum  of  60  cents  per  100  jx)unds. 

Minimum  charge  for  any  single  shipment  will  be  $3.50. 

Charges  from  interior  points,  plus  transfer  in  New  York,  will  be  absorbed  out  of 
the  through  rates  when  (lot  in  excess  of  20  cents  per  100  pounds,  but  in  no  case  can 
maximum  absorption  leave  less  than  60  cents  per  100  pounds  from  New  York  to 
Pacific  coast  terminals  mentioned.  All  shipments  from  ooints  outside  of  New  York 
City  must  be  consigned  to  the  care  of  Panama  Railroaa  Steamship  Line,  24  State 
street.  New  York. 

In  addition  to  the  regular  transportation  charges  provided  above,  shipments  are 
subject  to  toll  levied  in  San  Francisco  by  the  State  of  California. 

New  York,  July  1,  1904, 
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Table  No.  3Q.— Tariff  of  freigfU  rates  from  New  York  to  Panama,  taking  effect  Jvly  fO, 
1906,  U  ^e  street,  New  York. 

[Tariff  No.  2— New  York  to  Panama.    (Supersedes  conflicting  rates  of  earlier  date.)    Panama  Bail- 
road  Company.    Panama  Railroad  Steamship  Line.] 

Commencing  with  shipments  trom  New  York,  July  20,  1905,  the  following  ratee 
will  apply  per  cubic  foot  or  per  100  pounds,  at  option  of  carriers: 

Classy. 


D. 

1. 

2. 

8. 

Minimum. 

4. 

$1.12  cubic  foot; 
12.24 100  pounds. 

56  cents  cubic 
foot;  11.12  100 
pounds. 

32  cento  cubic 
foot;  64  cents 
100  pounds. 

28  cente  cubic 
foot;  56  cents 
100  pounds. 

22  cento  cubic  |           $4.00 
foot;  44  cento 
100  pounda.     | 

Subject  to  the  following  exceptions: 

Beans,  flour,  onions,  peas,  potatoes,  rice,  soap,  on  weight  basis Glass  4. 

Flour  (in  10-ton  loto),  per  100  pounds 85  cents. 

Qunpowder,  in  metallic  kegs : Class  D. 

Lumoer  (notexceeding20  feet  in  length),  per  M  feetB.  M $16. 

Pitch,  tar,  roein,  cement,  per  100  pounds 80  cents. 

Reflned  petroleum,  in  lote  of  250  cases,  per  cubic  foot 22|  cents. 

Reflned  petroleum,  in  smaller  lote,  per  cubic  foot 40  cents. 

Parcels,  not  exceeding  2  cubic  feet,  each $2. 

Treasure,  on  value I  of  I  per  cent. 


RULBS  AND  CONDITIONS  OP  SHIPMBNT. 

All  freight  must  be  prepaid  in  United  States  gold. 

No  bill  of  lading  signed  for  less  than  minimum  chaige. 

All  packa^  of  unusual  bulk  or  weight  will  be  taken  only  by  special'agreement 

Owner's  nsk:  Oils  and  other  liquids  are  taken  only  at  owner's  risk  of  lealuwe. 
Glassware,  crockery,  and  all  fragile  property  concealed  in  packages,  only  at  owner's 
risk  of  breakage. 

All  perishable  property  only  at  owner's  risk  of  frost,  beat,  and  decay. 

Dynamite  and  nigh  explosives  of  any  kind  not  carried. 

Refined  petroleum  taken  only  when  put  up  in  tin  cans,  boxed,  and  marked  as 
required  by  United  States  law. 

Shippers  must  comply  with  all  consular  reflations  for  manifests,  invoices,  certi- 
fication, etc.,  and  any  fine  imposed  by  authorities  at  port  of  destination,  or  dama^ 
resulting  from  failure  in  this  respect,  or  for  errors  or  omissions  therein,  shall  be  at 
the  risk  and  expense  of  the  consignees  of  the  goods,  and  shall  be  paid  by  them. 

Steamers  sail  from  pier  57,  Norm  River,  New  York  City,  every  five  days  (Sundays 
excepted),  receiving  freight  up  till  noon  on  the  previous  day,  unless  sooner  full. 
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Table  No.  38. — Southerv  Pacific  Company^  Morgan  Steamship  Line^  in  cofinedioii  vrith 
the  United  Fruit  Company's  Steamship  Line.  Freight  tariff  S^o,  706,  corrected  {cancels 
tariff  No.  524) y  on  general  merchandise.  From  New  York,  N,  F.,  to  Puerto  Cortez^ 
Honduras;  Punta  (Jorda  and  Belize^  British  Hotiduras ;  Liiingston,  and  Puerto  Barrios^ 
Guatemala  J  Central  America.     Effective  January  12  ^  1906. 

Rate. 

Advertising  matter,  per  cubic  foot $0. 30 

Ale  and  beer,  bottled: 

In  casks,  per  cask 1.28 

In  cases,  per  cubic  foot 30 

Agricultural  implements,  per  cubic  foot 30 

Acids,  released: 

Per  carboy 4. 50 

Drums,  each 15. 00 

Axes,  anvils,  anchors,  per  100  pounds 60 

Apples,  onions,  jwtatoes,  per  barrel 1. 28 

Agateware,  per  cubic  foot 30 

Bacon  and  ^i-een  meats,  per  100  pounds tJO 

Beef  and  pork: 

Per  barrel 1.28 

Per  half  barrel 75 

Boots  and  shoes,  per  cubic  foot 30 

Butter  and  cheese,  per  100  pounds 60 

Brooms,  per  cul)ic  foot 30 

Bricks Spedal. 

Buckets  and  tubs: 

Galvanized,  per  cubic  foot 30 

Wooden,  per  cubic  foot 30 

Beans,  peas,  and  com,  per  100  pounds 60 

Bran  and  oats,  per  cubic  foot 30 

Barbed  wire,  per  100  pounds 60 

Blinds,  sash,  and  factory  work,  per  cubic  foot 30 

Boilers Special. 

Cabbage,  in  crates,  per  cubic  foot ! 30 

Cement,  per  barrel 1.28 

Crockery: 

In  crates  and  boxes,  per  cubic  foot 30 

In  barrels,  per  barrel 1.28 

Coal,  in  sacks  only Special. 

Canned  goods,  in  caaios,  per  cubic  foot .30 

Cordage  and  rope,  per  cubic  foot 30 

Cisterns  (wood),  K.  D.  and  packed,  per  cubic  foot 30 

Crai!kers: 

Per  barrel 1.28 

Per  half  barrel : 68 

In  boxes,  i)er  cubic  foot 30 

Carts,  hand,  per  cubic  foot 30 

Coffee,  per  100  pounds 60 

Cigars  and  ci^rettes,  i)er  cubic  foot 30 

Carriages,  children,  K.  D.  and  packed,  per  cubic  foot 30 

Carriages Special. 

Cots,  per  cubic  foot 30 

Castings,  per  100  pounds 60 

Corn  meal,  per  barrel 1.28 

Demijohns,  M.  T.  O.  R.,  per  gallon ^ 

Doors  and  factory  work,  per  cubic  foot 30 

Drugs,  per  cubic  foot 30 

Dry  goods,  per  cubic  foot 60 

Flour: 

Per  barrel 1.28 

Per  half  barrel 68 

Sacks,  per  100  pounds 60 

Fish: 

Per  kit 30 

Dry,  boxes  and  drums,  per  100  pounds 60 

Pickled,  per  barrel 1.28 

Pickled,  per  half  barrel ^ 
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ture:  Rate. 

'acked,  per  cubic  foot 10. 30 

'rommon,  packed,  per  cubic  foot 30 

ware: 

'acked,  cases,  O.  R.,  per  cubic  foot 30 

^rrel,  O.  R.,  per  barrel 1.28 

ine,  in  tanks Special. 

Istones,  per  100  pounds 00 

Ties,  N.  O.  S.,  per  cubic  foot 30 

ware,  heavy,  per  100  pounds .60 

bales,  per  100  pounds 60 

,  rakes,  shovels,  and  spades,  in  bundles,  per  cubic  foot 30 

',  per  100  pounds 60 

•wware,  per  cubic  foot 30 

per  cubic  foot 30 

ehold  ^ood.*»,  packed,  per  cubic  foot." 30 

►er  ho}?shead 3. 38 

sheet,  bar,  band,  and  rod,  per  100  pounds 60 

«afe8 Special. 

t,  per  barrel 1.28 

)er,  per  thousand 15. 00 

per  100  pounds 60 

and  zinc,  per  100  pounds 60 

,  per  barrel 1. 28 

ler,  per  cubic  foot 30 

3tock Special. 

le,  packed,  O.  R.  B.,  per  100  pounds 60 

inery : 

leavy Special. 

light,  boxed,  per  cubic  foot x 30 

•rs  and  glass,  framed,  boxed,  O.  R.,  per  cubic  foot 30 

»8es,  per  gallon 06 

iirement  freight,  N.  O.  8..  per  cubic  foot 30 

•esses,  packed,  per  cubic  foot ^. . . .       .30 

.  spikes,  and  horseshoes,  per  keg I . . .       .60 

,  boxes,  per  100  pounds 60 

>ws,  per  dozen 45 

►uming  and  lubricating,  per  gallon 06 

ni,  per  cubic  foot 30 

*,  wrapping,  per  cubic  foot 30 

n  barrels,  wet.  per  gallon 06 

ZegSy  cases,  and  cans,  per  100  pounds 60 

ry  in  coops,  per  cubic  foot 30 

ts Special. 

,  rosin,  and  tar,  per  100  pounds 60 

feet,  per  barrel 1. 28 

3r,  per  cubic  foot 30 

per  100  pounds 60 

s,  O.  R.,  per  cubic  foot 30 

trimmings,  per  cubic  foot 30 

glazed,  O.  R.,  jwr  cubic  foot 30 

rles,  i)er  thousand 4. 50 

',  per  100  pounds : 60 

S  per  cubic  foot 30 

ig  machines,  K.  D.,  and  packed,  per  cubic  foot 30 

per  100  pounds '. 60 

e,  i^er  cent,  American  value 01 

per  100  pounds 60 

cases,  packed,  O.  R.,  per  cubic  foot 30 

per  cubic  foot 30 

:rco: 

Mug,  i)er  100  pounds 60 

moking,  per  cubic  foot 30 

are,  per  cubic  foot SW\ 

3ntine,  i)er  gallon ^*^ 

tables,  packed,  barrel,  per  barrel ^'^^ 

^r,  per  gallon -^^ 
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Whisky  and  wine:  ^^ 

Barrel,  per  gallon $0.06 

Cases,  per  cubic  foot 30 

Wire,  spools,  wire  rope,  per  100  pounds 60 

Wooden  and  willow  ware,  per  cubic  foot 30 

Wheelbarrows,  K.  D.,  per  cubic  foot 30 

Wagons,  per  cubic  foot Spedal. 

Weight  goods,  N.  O.  S.,  per  100  pounds 60 

Yawls Special 

Ship's  option,  weight  or  measurement.  Freight  prepaid  in  United  States  currency. 
No  shipment  received  for  less  than  $3. 15.  A  Dove  rates  do  not  include  insurance. 
Primage  5  per  cent  additional. 

Note. — Kates  set  forth  herein  will  not  apply  on  heavy  pieces  weighing  1  ton  or 
over  each.    For  rates  on  heavy  pieces  weigh mg  1  ton  or  over  apply  for  rates. 

M.  J.  Dempsby, 
Traffic  Manager  United  Fruit  Company,  New  Orleann,  hi. 

C.  S.  Fay, 
General  Fi'eight  Agent,  New  OrfeanSy  lyi. 
Issued  by  L.  J.  Spence,  O.  E.  F.  A,y  Southern  Pacific  Company,  S49  Broadway,  Xev 
York, 
New  York,  January  11,  1905. 


Table  No.  39. — Red  **/>**  line  of  steamships.     Freight  tariff  to  La  Guaira  and  Puerto 

Cahello  from  New  1  ork. 

[Corrected  January  1, 1903.1 
Flour:  K»t*. 

Crackers,  meal  and.  v^tables,  in  fiour  barrels,  per  barrel |0. 50 

In  bags,  per  100  pounds 25 

Beef  and  pork : 

Per  barrel 75 

In  half  barrels,  per  half  barrel 40 

Kerosene: 

In  barrels,  per  barrel 1. 00 

In  cases  of  10  gallons,  per  case 25 

Lard: 

In  tierces  of  450  pounds,  per  100  pounds 25 

In  barrels  of  250  pounds,  jwr  100  pounds 25 

In  firkins  of  120  pounds,  per  100  ixjunds 30 

In  kegs  of  60  pounds,  per  100  pounds 30 

In  tins,  loose — 

20-25  pounds,  per  tin 20 

10-12  pounds,  i)er  tin 15 

5  pounds,  per  tin 10 

In  cases  or  crates,  per  cubic  foot 12 

Butter,  in  cases  or  crates,  per  cubic  foot 15 

Biscuits: 

In  tins  of  8-10  ix)und8,  loose,  per  tin 12 

In  cases,  crates,  or  bundles,  per  cubic  foot 15 

Corn,  in  bags  of  2  bushels,  per  bag 25 

Beans  and  pease,  in  bags  of  2  bushels,  per  bag 30 

Rosin,  rice,  cement,  and  tallow,  per  100  i)OUiid8 20 

Cloves,  pepper,  seeiis,  and  spices,  per  pound } 

Hams,  in  tierces,  per  pound J 

Rope,  i)er  100  pounds 30 

Brooms,  |H»r  dozen 40 

Shovels,  iK»r  cubic  foot 12 

Cassia,  per  cubic  foot 15 

Bran,  ikt  100  pounds 50 

BarlxKi  wire,  jier  1 00  rK)un(ls 30 

Dry  gO(j<ls,  per  cubic  loot 15 

Luml)er: 

Pifc)}  pint* — 

Flooring  Ixmrds,  per  M  ieel 12. 00 

?lHuk¥^,  even  lengths,  \>er  M  leet 10.00 

White  pine,  per  M  feet ^-^ 
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Beer:  R*t«. 

In  barrels,  9/2  c/f.  per  barrel $1.00 

In  cases,  per  cubic  foot 12 

Cigarettes  and  tobacco,  per  cubic  foot 16 

Oats,  per  100  pounds 56 

Paper,  per  cuoic  foot 16 

Specie,  gold,  net per  cent. .  J 

Imitation  jewelry do li 

Weight  goods,  not  specified,  per  100  pounds 36 

Measurement  goods,  not  specified,  per  cubic  foot 16 

All  with  5  per  cent  primage,  and  to  La  Guaira,  in  addition  4  cents  per  100  kilos 
wharf  dues.  Boilers,  machinery,  cartridges,  jewelry,  and  all  other  soods  of  a  dan- 
^rous  nature  or  of  unusual  weight,  bulk  or  value,  at  special  rates.  No  bills  of  lad- 
ing signed  for  less  than  $3.    Freight  payable  in  advance. 

BouLTON,  Bliss  &  Dallett, 
General  Manaffers^  136  Front  Street,  New  York. 


Table  No.  40.— Red  **/>' 


'  Line  of  steamships— freight  tariff  to  Curasao, 
La  lela  de  Corofrom  New  York. 

[Corrected  January  1, 1903.] 


Maracaibo,  and 


Curacao.  Maracaibo. 


Flour: 

Crackers,  meal,  and  vegetables,  In  flour  barrels,  per  barrel  . 


In  bags,  per  100  poundx  . 
'       '     >rK: 


Beef  and  pori 

Per  barrel 

In  half  barrels,  per  half  barrel 

Kenwene: 

In  barrels,  per  barrel 

In  cases  of  10  gallons,  per  ease 

Lard: 

In  tierces  of  450  pounds,  per  100  pouuds , 

In  barrels  of  250  pounds,  per  100  pounds 

In  tirkins  of  120  pounds,  per  100  pounds 

In  kegs  of  60  pounds,  per  100  pounds , 

In  tins,  loose— 

20-25  pounds,  per  tin , 

10-12  pounds,  per  tin , 

5  pounds,  per  tin 

In  cases  or  crates,  per  cubic  foot 

Butter,  in  cases  or  craten,  per  cubic  foot 

Biscuits: 

In  tins  of  8-10  pounds,  loose,  per  tin 

In  cases,  crates,  or  bundles,  per  cubic  foot 

Corn,  in  bags  of  2  bushels,  per  bag 

Beans  jind  peas,  in  bags  of  2  bushels,  per  bag 

Rosin,  rice,  cement,  and  tallow,  per  100  pounds 

Cloves,  pepper,  seeds,  and  spices,  per  ];K)und 

Haras,  in  tierces,  per  pound , 

Rope,  per  100  pounds , 

Brooms,  per  d(»zen 

Shovels,  per  cubic  foot 

Cassia,  per  cubic  foot , 

Bran,  iwr  100  pounds ' 

Barbed  wire,  per  100  pounds 

Dry  goods,  per  cubic  foot , 

LumlH>r: 

Pitch  pine- 
Flooring  boards,  per  M  feet 

Planks,  even  lengths,  per  M  feet , 

White  pine,  \yGT  M  feet 

Beer: 

In  barrels,  9/2  c/f .  per  barrel , 

In  crises,  per  cubic  foot 

Cigarettes  and  tobacco,  i>er  cubic  foot 

Oats,  per  100  pounds , 

Paper,  per  cubic  f(K)t 

Specie,  gold,  net per  cent. . 

Imitation  jewelr>' do. . . . 

Weight  goods,  not  specified,  per  100  pounds 

Measurement  goods,  not  specitled,  per  cubic  foot 


10.40 
.20 

.70 
.40 

1.00 
.10 

.20 
.20 
.25 
.25 

.20 
.12 
.07 
.10 
,10 

.10 
.10 
.25 
.25 
.20 
4 
k 
.25 
.40 
.10 
.10 
.40 
.20  I 
.15 


12.00 
10.00 

y.oo 

.95 
.10 
.12 
.30 
.10 
{ 
1 
.30 
.10 


to.  60 
.30 

.90 
.50 

1.25 
.80 


LaVeU. 


I 

.35* 

.40  I 
.15  I 
.15  I 
.(VO 
.35  I 


12.00  , 

10.00  I 

9.00  ' 

I 

1.25  1 

.15  , 

.20  I 

.tiO 

•'M 

u; 

.40  I 
.20  I 


to.  00 
.80 

.90 
.50 

1.25 
.80 

.80 
.80 
.40 
.40 

.90 
.15 
.10 
.15 
.15 

.15 
.15 
.80 
.85 
.30 
} 
ft 
.35. 
.40 
.15 
.15 
.60 
.35 
.20 


12.00 
10.00 
9.00 

1.25 
.15 
.20 
.60 
.15 
i 

u 

.40 
.20 


All  with  5  per  cent  primage.  Boilern,  machinery,  cartridges,  jewelry,  and  all  other 
goo<ls  of  a  dangerous  nature  or  of  unusual  wc^iu:ht,  bulk,  or  value, «.!  %>^tS»\  TaX«^. 
So  bills  of  lading  signed  for  lens  than  $3.     Freight  payaHo  \\\  aANWCve^. 

BoULTON,  ^\A^*^  &.  \>K\A-'«rci> 
General  Mamxgns^,  1S.3  Front  Strcel,  Kcw  \«tV. 
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Table  No.  32. — Tariff^  freight  rates  from  New  York  and  common  points  to  Scm  Fran- 
ciscOf  taking  effect  January  £6, 1904  (suJ^eti  to  change  withotU  notice), 

[8.  F.  Rate  Clrcul&r  No.  7.    (Supenedes  coDflicUng  rates  of  earlier  date.)    Panama  route. 
Railroad  Steamship  Line,  Panama  Railroad.] 

[Class  rates,  subject  to  the  WeHtem  classification,  in  cents  per  100  pounds.] 


1. 

2. 

3. 

4.   j   5.     A. 

j      1 

B. 

85 

C.     D. 

E. 

180 

150 

130 

115  I   105    105 

80     80 

70 

Ck>nimodity  rates  from  New  York  will  be  those  of  transcontinental  west-bound 
tariffo  in  effect  at  time  of  shipment  less  the  following  discounts:  Carloads,  20  per 
cent,  less  carloads,  30  per  cent,  observing  minimum  of  40  cents  per  100  pounds. 

Minimum  cbaive  for  any  single  shipment  will  be  $3. 

Subject  to  the  following  exceptions  from  New  York; 

Oil  (not  petroleum)  in  oarrels  or  cases  in  carloads,  minimum  weight  24,000 pounds 
(calculated  on  actual  gross  weight),  50  cents  per  100  pounds. 

When  through  rates  are  60  cents  per  100  pounds- or  over  via  the  Panama  route 
they  will  apply  from  interior  points,  provided  the  local  freight  charges  to  New  York 
plus  transfer  do  not  exceed  20  cents  per  100  pounds,  and  provided  further  that  all 
shipments  from  points  outside  of  New  York  City  are  consigned  to  the  care  of  Panama 
Rauroad  Steamship  Line,  24  State  street.  New  York. 

In  addition  to  the  regular  transportation  charges  provided  above  shipments  are 
subject  to  toll  levied  in  San  Francisco  by  the  State  of  California. 

New  York,  January  10,  1904, 


Table  No.  33. — Tariff  of  freight  rates  from  New  York  to  North  Pacific  coast  points,  viz, 
Portland,  Astoria,  Seattle,  tacoma.  Port  Townsend,  Everett,  Anacortes,  New  Whatcom 
{Bellingham  Bay),  Vancouver,  and  Victoria,  taking  effect  July  1,  1904  (subject  to 
change  without  notice ) . 

[Tariff  No.  6— N.  P.  C.  (Supersedes  conflicting  rates  of  earlier  date.)  Panama  route.  Panama  Rail- 
road Steamship  Line,  Panama  Railroad,  Pacific  Mail  Steamship  Ck>mpany,  connecting  in  San  Fran- 
cisco with  the  Oregon  Railroad  and  Navigation  Company  and  Pacific  Coast  Steamship  Company.] 

[Class  rates,  subject  to  the  Western  classiflcation.  in  cents  per  100  pounds.] 


1. 

2. 

3. 

4. 

5. 

A.  :  B. 

1 

106  1    86 

1 

C. 

D. 

E. 

180 

150 

190 

m 

106 

80 

80 

70 

Commodity  rates  from  New  Y'ork  will  be  those  of  transcontinental  west-bound 
tariffs  in  effei^t  at  time  of  shipment  less  the  following  discounts:  Carloads,  20  per 
cent,  less  carloads^  30  per  cent,  observing  minimum  of  60  cents  per  100  pounds. 

Minimum  charge  for  any  single  shipment  will  be  $4. 

Charges  from  interior  points  plus  transfer  in  New  York  will  be  absorbed  out  of  the 
through  rates  when  not  m  excess  of  20  cents  per  100  pounds,  but  in  no  case  can  maxi- 
mum absorption  leave  less  than  60  cents  per  100  pounds  from  New  York  to  Pacific 
coast  terminals  mentioned.  All  shipments  from  points  outside  of  New  York  City 
must  be  consigned  to  the  care  of  Panama  Railroad  Steamship  Line,  24  State  street^ 
New  York. 

In  addition  to  the  regular  transportation  charges  provided  above  shipments  are 
subject  to  toll  levied  in  San  Francisco  by  the  State  of  California. 

New  York,  July  1,  1904. 


DIGEST   OF   HEABINOS   ON   RAILWAY  BATES. 


52T 


[Tariff  No.  2— C.  T.    (Sapenedea  conflicting  rates  of  earlier  date.)    Panama  route.    Panama  Railroa<> 
Steamship  Line,  Panama  Railroad,  and  connecting  steamer  lines.] 

Table  No.  34. — Tariff  of  freight  rates  from  New  York  and  common  points  to  California 
terminaUf  vlZf  Sacramento  and  Stockton,  taking  effect  January  18, 1904  (subject  to  change 
without  notice). 

[Class  rates,  subject  to  the  Western  classification,  in  cents  per  100  pounds.] 


1 
1.     2. 

8. 

4. 

5. 
105 

A. 

B. 

C.   !   D. 

E. 

180    150 

1 

130 

115 

105 

85 

80  {    80 

70 

Commodity  rates  from  New  York  will  be  those  of  "Sunset"  tariff,  No.  C  22. 
Effective  January  18,  1904,  and  supplements  thereto,  less  the  following  discounts: 
Carloads,  20  per  cent;  less  carloads,  30  per  cent;  observing  minimum  of  60  cents  per 
100  pounds. 

Minimum  chaiige  for  any  single  shipment  will  be  $3.50. 

When  through  rates  are  70  cents  per  100  pounds  or  over,  via  the  Panama  route^. 
they  will  applv  from  Boston,  Philadelphia,  Baltimore,  and  common  points,  provided 
the  local  freight  charges  to  New  York,  plus  transfer,  do  not  exceed  20  cents  per  100- 
pounds;  and  provided  further,  that  all  shipments  from  points  outside  of  New  York 
City  are  consigned  to  the  care  of  Panama  Kailroad  Steamship  Line,  24  State  street^ 
New  York. 

In  addition  to  the  regular  transportation  charges  provided  above,  shipments  are 
subject  to  toll  levied  in  San  Francisco  by  the  State  of  California. 

New  York,  December  £S,  190S. 


[Tariff  No.  4— S.  C.    (Supersedes  conflictinf?  rates  of  earlier  date.)    Panama  route.    Panama  Railroad 
Steamship  Line,  Panama  Railroad,  and  connecting  steamer  lines.] 

Table  No.  35. — Tariff  of  freight  rates  from  New  York  and  common  points  to'souihem 
California  points,  nz,  JjOS  Angeles,  San  Diego,  and  Santa  Barbara,  taking  effect  July 
1,  1904  {subject  to  change  without  notice), 

[Class  rates,  subject  to  the  Western  classification,  in  cents  per  100  pounds.] 


1. 

-  2. 

3. 

4. 

5. 

:so 

150 

130 

115 

105 

A.     B. 

C.   I   D. 

E. 

105     85 

80  1    80 

70 

Commodity  rates  from  New  York  will  be  those  of  transcontinental  west-bound 
tariffs  in  effect  at  time  of  shipments,  less  the  following  discounts:  Carloads,  20  per 
cent;  less  carloads,  30  per  cent;  observing  minimum  of  60  cents  per  100  jjounds. 

Minimum  charge  for  any  single  shipment  will  be  $3.50. 

Charges  from  interior  points,  plus  transfer  in  New  York,  will  be  absorbed  out  of 
the  through  rates  when  pot  in  excess  of  20  cente  per  100  ]X)unds,  but  in  no  case  can 
maximum  absorption  leave  less  than  60  cents  per  100  pounds  from  New  York  to 
Pacific  coast  terminals  mentioned.  All  shipments  from  noints  outside  of  New  York 
City  must  be  consigned  to  the  care  of  Panama  Railroaa  Steamship  Line,  24  State 
street,  New  York. 

In  s[ddition  to  the  regular  transportation  charges  provideil  above,  shipments  are 
subject  to  toll  levied  in  San  Francisco  by  the  State  of  California. 

New  York,  July  1,  1904. 
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Table  No.  36.—  Tariff  of  frei/jfJU  rates  from  New  York  to  Panama,  taking  effect  July  tO, 
1905  J  U  State  street,  New  York. 

[Tariff  No.  2— New  York  to  Panama.    (Supersedes  conflicting  rates  of  earlier  date.)    Panama  Rail- 
road Company.    Panama  Railro«id  Steamship  Line.] 

Commencing  with  shipments  trom  New  York,  July  20,  1905,  the  following  rates 
will  apply  per  cubic  foot  or  per  100  pounds,  at  option  of  carriers: 

Classes. 


D. 

1. 

2. 

8. 

:  Minimum. 

4. 

$1.12  cubic  foot; 
12.24 100  pounds. 

56  cents  cubic 
foot;  11.12  100 
pounds. 

82  cents  cubic 
foot;  64  cents 
100  pounds. 

28  cents  cubic 
foot;  56  cents 
100  pounds. 

22  cents  cubic  ;           14.00 
foot;  44  cents  1 
100  pounds.     1 

Subject  to  the  following  exceptions: 

B^tns,  flour,  onions,  peas,  potatoes,  rice,  soap,  on  weight  basis Glass  4. 

Flour  (in  10-ton  lot8),  per  100  pounds 85  cents. 

Gunpowder,  in  metallic  kegs : Class  D. 

Lumoer  ( not  exceeding  20  leet  in  length ) ,  per  M  feet  B.  M fl5. 

Pitch,  tar,  rosin,  cement,  per  100  pounds 80  cents. 

Refined  petroleum,  in  lots  of  250  cases,  per  cubic  foot 22^  cents. 

Refined  petroleum,  in  smaller  lots,  percubic  foot 40ceuts. 

Parcels,  not  exceeaing  2  cubic  feet,  each 12. 

Treasure,  on  value I  of  1  per  cent. 


RULES  AND  CONDITIONS  OP  8HIPMSNT. 

All  freight  must  be  prepaid  in  United  States  gold. 

No  bill  of  lading  signed  for  less  than  minimum  charge. 

All  packa^  of  unusual  bulk  or  weight  will  be  taken  only  by  speciaKagreement 

Owner's  nsk:  Oils  and  other  liquids  are  taken  only  at  owners  risk  of  leakage. 
Glassware,  crockery,  and  all  fragile  property  concealed  in  packages,  only  at  owner's 
risk  of  breakage. 

All  perishable  property  only  at  owner's  risk  of  frost,  heat,  and  decay. 

Dynamite  and  nigh  explosives  of  any  kind  not  carried. 

Refined  petroleum  taken  only  when  put  up  in  tin  cans,  boxed,  and  marked  as 
required  by  United  States  law. 

Shippers  must  comply  with  all  consular  reflations  for  manifests,  invoicee,  certi- 
fication, etc.,  and  any  fine  imposed  by  authonties  at  port  of  destination,  or  damage 
resulting  from  failure  in  this  respect,  or  for  errors  or  omissions  therein,  shall  be  at 
the  risk  and  expense  of  the  consignees  of  the  goods,  and  shall  be  paid  by  them. 

Steamers  sail  from  pier  57,  Norm  River,  New  York  Gty,  every  five  days  ( Sundays 
excepted),  receiving  freight  up  till  noon  on  the  previous  day,  unless  sooner  full. 
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Table  No.  38. — Southern  Pacific  Company y  Morgan  Steamshin  Line^  in  connection  with 
the  United  Fruit  Company's  Steamship  Line.  Freight  tariff  No.  706,  corrected  {cancds 
tariff  No.  6S4)y  on  general  merchandise.  From  New  York,  N.  F.,  to  Puerto  CoriOy 
Honduras;  Puntn  Gorda  and  Belize^  British  Honduras ;  lAtingston,  and  Puerto  Barrim, 
Guatemala,  Central  America.     Effective  January  IJi,  1905. 

R&te. 

Advertieing  matter,  per  cubic  foot 10.30 

Ale  and  beer,  bottled: 

In  casks,  per  cask 1.28 

In  cases,  per  cubic  foot 30 

Agricultural  implements,  per  cubic  foot 30 

Acids,  released: 

Per  carboy 4. 50 

Drums,  each 15. 00 

Axes,  anvils,  anchors,  per  100  pounds 60 

Apples,  onions,  potatoes,  per  barrel 1. 28 

Agateware,  per  cubic  foot 30 

Bacon  and  green  meats,  per  100  pounds 60 

Beef  and  pork: 

Per  barrel 1.28 

Per  half  barrel 75 

Boots  and  shoes,  per  cubic  foot 30 

Butter  and  cheese,  per  100  j)ounds 60 

Brooms,  per  cubic  foot 30 

Bricks Spedal. 

Buckets  and  tubs: 

Galvanized,  per  cubic  foot 30 

Wooden,  per  cubic  foot 30 

Beans,  peas,  and  com,  per  100  pounds 60 

Bran  and  oats,  per  cubic  foot 30 

Barbed  wire,  per  100  pounds 60 

Blinds,  sash,  and  factory  work,  per  cubic  foot 30 

Boilers Special. 

Cabbage,  in  crates,  per  cubic  foot ! 30 

Cement,  per  barrel 1.28 

Crockery: 

In  crates  and  boxes,  per  cubic  foot 30 

In  barrels,  per  barrel 1.28 

Coal,  in  sacks  only Special. 

Canned  goods,  in  casjes,  per  cubic  foot 30 

Cordage  and  rope,  j>er  cubic  foot 30 

Cisterns  (wood),  K.  D.  and  packed,  per  cubic  foot 30 

Crackers: 

Per  barrel 1.28 

Per  half  barrel : 68 

In  boxes,  per  cubic  foot 30 

Carts,  hand,  per  cubic  foot 30 

Coffee,  per  100  pounds 60 

Cigars  and  cigarettes,  per  cubic  foot 30 

Carriages,  children,  K.  D.  and  packed,  per  cubic  foot 30 

Carriages Special. 

Cots,  per  cubic  foot 30 

Castings,  per  100  pounds 60 

Com  meal,  per  barrel 1. 28 

Demijohns,  M.  T.  O.  R.,  per  gallon 05 

Doors  and  factory  work,  per  cubic  foot 30 

Drugs,  per  cubic  foot 30 

Dry  goods,  per  cubic  foot 60 

Flour: 

Per  barrel 1.28 

Per  half  barrel 68 

Sacks,  per  100  pounds 60 

Fish: 

Per  kit 30 

Dry,  boxes  and  drams,  per  100  pounds 60 

Pickledy  per  barrel 1. 28 

Pickled,  per  half  barrel 75 
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Furniture:  Rate. 

Packed,  per  cubic  foot $0. 80 

Common,  packed,  per  cubic  foot 30 

Glassware: 

Packed,  cases,  O.  R.,  per  cubic  foot 30 

Barrel,  O.  R.,  per  barrel 1.28 

Gasoline,  in  tanks Special. 

Grindstones,  per  100  pounds 60 

Groceries,  N.  0.  S.,  per  cubic  foot 30 

Hanlware,  heavy,  per  100  pounds 60 

Hay,  bales,  per  100  pounds 60 

Hoes,  rakes,  shovels,  and  spades,  in  bundles,  per  cubic  foot 30 

Hams,  per  100  pounds 60 

Hollowware,  j)er  cubic  foot 30 

Hats,  per  cubic  foot 30 

Household  goods,  packed,  per  cubic  foot. 30 

Ice,  per  hogshead 3. 38 

Iron,  sheet,  bar,  band,  and  rod,  per  100  pounds 60 

Iron  safes Special. 

Kraut,  per  barrel 1. 28 

Lumber,  per  thousand 15. 00 

Lard,  per  100  pounds 60 

Lead  and  zinc,  per  100  pounds 60 

Lime,  per  barrel 1. 28 

Leather,  per  cubic  foot 30 

Live  stock Special. 

Marble,  packed,  O.  R.  B.,  per  100  pounds 60 

Machinery: 

Heavy Special. 

Light,  boxed,  per  cubic  foot <. 30 

Mirrors  and  glass,  framed,  boxed,  O.  R.,  per  cubic  foot 30 

Molasses,  per  gallon 06 

Measurement  freight,  N.  O.  S..  per  cubic  foot 30 

Mattresses,  packed,  per  cubic  foot ^.,.      .30 

Nails,  spikes,  and  horseshoes,  per  keg \...      .60 

Nails,  boxes,  per  100  pounds 60 

Ox  bows,  per  dozen 46 

Oil,  burning  and  lubricating,  per  gallon 06 

Oakum,  per  cubic  foot 30 

Paper,  wrapping,  per  cubic  foot 30 

Paint: 

In  barrels,  wet,  per  gallon 06 

Kegs,  cases,  and  cans,  per  100  pounds 60 

Poultry  in  coops,  per  cubic  foot 30 

Pickets Special. 

Pitch,  rosin,  and  tar,  per  100  pounds 60 

Pigs'  feet,  per  barrel 1.28 

Pepper,  per  cubic  foot 30 

Rice,  per  100  pounds 60 

Stoves,  0.  R.,  per  cubic  foot 30 

Stove  trimmings,  per  cubic  foot 30 

Sash,  glazed,  O.  R. ,  per  cubic  foot 30 

Shingles,  per  thousand 4. 50 

Sugar,  per  100  pounds : 60 

Scales,  per  cubic  foot 30 

Sewing  machines,  K.  D.,  and  pac^ked,  per  cubic  foot 30 

Salt,  per  1 00  pounds ". 60 

Specie,  per  cent,  American  value 01 

Shot,  per  100  pounds 60 

Showcases,  packed,  0.  R.,  per  cubic  foot 30 

Soap,  per  cubic  foot 30 

Tobacco: 

Plug,  per  100  pounds 60 

Smoking,  per  cubic  foot 30 

Tinware,  per  cubic  foot 30 

Turpentine,  per  gallon ^5>^ 

Vegetables,  pack^,  barrel,  per  barrel ^'^^?ix 

Vinegar,  per  gallon *^** 
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Whisky  and  wine:  R*^- 

Baml,  per  gallon |0. 06 

Caaee,  per  cubic  foot 30 

Wire,  spools,  wire  rope,  per  100  pounds 60 

Wooden  and  willow  ware,  per  cubic  foot 30 

Wheelbarrows,  K.  D.,  per  cubic  foot 30 

Wagons,  per  cubic  foot Special. 

Weight  goods,  N.  O.  8.,  per  100  pounds 60 

Yawis Special. 

Ship's  option,  weight  or  measurement.  Freight  prepaid  in  United  States  currency. 
No  shipment  received  for  less  than  $3.15.  Aoove  rates  do  not  include  insurance. 
Primage  5  per  cent  additional. 

Note. — Kates  set  forth  herein  will  not  apply  on  heavy  pieces  weighing  1  ton  or 
over  each.    For  rates  on  heavy  pieces  weighmg  1  ton  or  over  apply  for  rates. 

M.  J.  Dempsby, 
Traffic  Manager  United  Fruit  Company^  New  Orleans,  La. 

C.  S.  Fay, 
General  Freight  Agent,  New  Orleans,  I/i. 
Issued  by  L.  J.  Spence,  O.  E.  F,  A,,  Southern  Pacific  Comjniny,  S49  Broadu^y,  Xett 
York. 
New  Yobk,  January  11,  1905, 


Table  No.  39. — Red  **/>**  Inu  of  steamships.     Freight  tariff  to  La  Ouaira  and  Puerto 

Oabellofrom  New  York, 

[Corrected  January  1, 1903.1 
Flour:  R«t* 

Crackers,  meal  and.  vegetables,  in  flour  barrels,  per  barrel $0. 50 

In  bags,  per  100  pounds 25 

Beef  and  pork : 

Per  barrel 75 

In  half  barrels,  per  half  barrel 40 

Kerosene: 

In  barrels,  per  barrel 1. 00 

In  cases  of  10  gallons,  per  case 25 

Lard: 

In  tierces  of  450  pounds,  per  100  pounds 25 

In  barrels  of  250  pounds,  per  100  pounds 25 

In  firkins  of  120  pounds,  per  100  i)Ounds 30 

In  kegs  of  60  |X)unds,  per  100  pounds 30 

In  tins,  loose — 

20-25  pounds,  per  tin 20 

10-12  pounds,  i)er  tin 15 

5  pounds,  per  tin 10 

In  cases  or  crates,  per  cubic  foot 12 

Butter,  in  cases  or  crates,  per  cubic  foot 15 

Biscuits: 

In  tins  of  8-10  jwunds,  loose,  per  tin 12 

In  cases,  crates,  or  bundles,  per  cubic  foot 15 

Corn,  in  bags  of  2  bushels,  per  bag 25 

Beans  and  peaw,  in  bags  of  2  bushels,  per  bag 30 

Rosin,  rice,  cement,  and  tallow,  piT  100  iK)und8 20 

Cloves,  i>epi)er,  seeds',  and  spices,  per  pound } 

Hams,  in  tierces,  per  jwund J 

Rope,  i>er  100  pounds 30 

Brooms,  i)er  dozen 40 

Shovels,  i)er  cul)ic  foot 12 

C&<via,  per  cubic  foot 15 

Bran,  ikt  100  jwunds 50 

BarbcKl  wire,  i>er  100  pounds 30 

Dry  jroo<ls,  per  cubic  foot 15 

Luml)er: 

ViU'h  pine — 

Flooring  l>oards,  per  M  iei't 12. 00 

Pianks,  even  lengths,  \>er  M  ieel 10.00 

White  pine,  per  M  feet ^*^ 
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Beer  *  RAi8* 

in  barrels,  9/2  c/f.  per  barrel $1.00 

In  cases,  per  cubic  foot 12 

Cigarettes  and  tobacco,  per  cubic  foot 15 

Oats,  per  100  pounds 55 

Paper,  per  cubic  foot 15 

Specie,  gold,  net per  cent. .  J 

Imitation  jewelry do li 

Weight  gcKxls,  not  specified,  per  100  pounds 35 

Measurement  goods,  not  specified,  per  cubic  foot 15 

All  with  5  per  cent  prima^,  and  to  La  Guaira,  in  addition  4  cents  per  100  kilos 
wharf  dues.  Boilers,  machinery,  cartridges,  jewelry,  and  all  other  eoods  of  a  dan- 
^rouM  nature  or  of  unusual  weight,  bulk  or  value,  at  special  rates.  No  bills  of  lad- 
ing signed  for  less  than  $3.     Freight  payable  in  advance. 

BouLTON,  Bliss  &  Dallett, 
General  Manaffers,  136  Front  Street,  New  York. 


Table  No.  40. — Red  *'/>**  Line  of  steamships— freight  tariff  to  CuraqaOy  Maracaiio,  and 

La  lela  de  Coro/rom  New  York. 

[Corrected  January  1, 1903.] 


Flour: 

Cmckere.  meal,  and  vegetables,  In  flour  barrels,  per  barrel 

In  bags,  per  100  pounds 

Beef  and  porlc: 

Per  barrel 

In  half  barrels,  per  half  barrel 

Ken)»*ene: 

In  barrels,  per  barrel 

In  eases  of  10  gallons,  per  case 

Lard: 

In  tierces  of  450  pounds,  per  100  pounds 

In  barrels  of  250  pounds,  per  100  pounds 

In  tirkius  of  120  pounds,  per  100  pounds 

In  kegs  of  60  pounds,  per  lUO  pounds 

In  tins,  loose — 

20-25  pounds,  per  tin 

10-12  pounds,  per  tin 

5  pounds,  per  tin 

In  ea.Mes  or  crates,  per  cubic  foot 

Butter,  in  cases  or  crates,  per  cubic  foot 

Biscuits: 

In  tins  of  8-10  pounds,  loose,  per  tin 

In  cases,  crates,  or  bundles,  per  cubic  foot 

Com,  in  bags  of  2  bushels,  per  bag 

Beans  and  i>eas,  in  bags  of  2  bushels,  per  bag 

Rosin,  rice,  cement,  and  tallow,  per  100  pounds 

Cloves,  pepper,  seeds,  and  Hpices.  per  pound 

Hams,  in  tierces,  per  pound 

Ro|>e,  jKjr  100  pounds 

Brooms,  per  dozen 

Shovels,  per  cubic  f(K)t 

Cassia,  per  cubic  foot 

Bran,  per  100  pounds ' 

Barbea  wire,  per  100  pounds 

Dry  gcjods.  per  cubic  foot 

LumlM'r: 

Pitch  pine- 
Flooring  boards.  i>er  M  feet 

Planks,  even  lengths.  |»er  M  feet 10. 00 

WhiU'pine.  per  M  feet 9.00 

Beer: 

In  l>arrels,  9/2  c/f.  per  barrel .95 

In  C4i8es,  |)er  cubic  foot .10 

Cigarette's  and  tobacco.  |>er  oibic  foot .12 

Oats,  per  lOO  (lounds .  :w 

Paper,  per  cubic  foot .10 

Hpecie.  gold,  net per  cent . .  1  i 

Imitation  jewelr>' do 1 

Weight  goods,  not  specified,  per  100  pounds .30 

Measurement  goods,  not  specified,  jwr  cubic  foot .10 


!  Curacao. 

Maracaibo. 

La  Vela. 

1 

*       10.40 

10.60 

10.00 

.20 

.80 

.80 

.70 

.90 

.90 

.40 

.50 

.SO 

1          1.00 

1.26 

1.25 

.10 

.90 

.80 

j            .20 

.30 

.80 

.20 

.80 

.80 

;       .25 

.85 

.40 

1            .25 

.40 

.40 

.20 

.20 

.ao 

1           '^'^ 

.15 

.16 

'           .07 

.10 

.10 

.10 

.15 

.16 

,10 

.15 

.15 

.10 

.15 

.16 

.10 

.15 

.15 

.25 

.30 

.80 

.•25 

.35 

.35 

.20 

.80 

.30 

i 

1 

1 

k 

ft 

k 

.25 

.35 

.85. 

.40 

.40 

.40 

.10 

.15 

.15 

.10 

.15 

.16 

.40 

.GO 

.60 

.20 

.35 

.36 

.15 
V2  i\a 

.20 
l'i-00 

.20 
12.00 

12.00 

12.00 

10.00 

10.00 

9.00 

9.00 

1.25 

1.25 

.15  1 

.15 

.20 

.20 

.M  : 

.60 

.15  1 

.15 

1 

A 

Ul 

U 

.40  ! 

.40 

.20  . 

.20 

All  with  5  per  cent  primajje.  Boilern,  machinery,  cartrid^eH,  jewelry,  and  all  other 
ffOO<ls  of  a  dangerous  nature  or  of  unusual  weight,  bulk,  or  value,  at  sv'^ciftl  t«L\.^»». 
No  bills  of  lading  signed  for  lens  than  |3.     Freight  \mya\A^  \v\  av\\«LXvv:^. 

BOVI.TON,  ^\.\\»  &.  \iK\A.YXV^  ^ 

Oeiifral  3/aiuujeTs,  18.^)  Front  Sirfel,  'Ntcw  "^^^^^ 
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Table  No.  41. — Hamburg  American  Line^  Atlas  Line  service, 
from  New  Yctrk  to  Jamaica,  Colombia,  and  Central  America. 
{Subject  to  change  unthout  notice.) 


Freight  tariff  outuntrd 
In  effect  Jnltj  7,  1903. 


[Pim,  Forwood  &  Kellock,  agents,  17  State  street,  New  York.] 


Articles. 


Flour: 

Meal,  bread  and  feed,  in  flour  barrels— 

Per  barrel 

Per  half  barrel 

In  bags,  per  100  pounds 

Beef,  pork,  tongues,  and  fish: 

Per  barrel 

Per  half  barrel 

Per  Quarter  barrel . . . • 

Vegetables,  in  flour  barrels,  per  barrel 

Lard,  butter,  oleomargarine,  and  cheese,  per  100 

pounds 

Tallow,  grease,  parafln,  stearine,  caustic  soda, 

soda  ash,  and  mlex,  per  100  pounds 

Soap,  weight  or  measurement  at  ship's  option: 

Per  cubic  foot 

Per  100  pounds 

Fish,  codfish: 

In  dnuns,  per  quintal 

Herrings  and  bloaters,  in  boxes,  per  cubic 

foot 

Tar,  pitch,  rosin,  cement,  and  plaster:  lime  (on 

deck) ,  per  100  pounds 

Hay,  in  tMles,  compressed,  per  100  pounds  (lots of 

5  tons) 

Com: 

Per  100  pounds 


In  2-bu8hel  bags, per  bag. 
Dunds 


Oats  and  feed,  per  100  pounds 

Bran,  in  bags,  per  100  pounds 

Rice,  per  ICO  pounds 

Barb  wire,  per  100  pounds 

Brooms,  shovels,  boots  and  shoes,  candles,  furni- 
ture, bottled  beer,  carriages,  canned  goods, 
lamps,  glassware,  rope,  twine,  trunks,  paper, 

tea,  gunny  bags,  per  <!ubie  foot 

Beer  in  barrels,  per  cubic  foot 

Hardware,  weight  or  measurement  at  ship's  option : 

Per  cubic  foot 

Per  100  pounds 

Malt,  per  cubic  foot 

Beans  and  peas,  per  100  pounds 

Kerosene  in  casex,  per  cubic  foot 

Kerosene  and  cotton-seed  oil,  in  barrels,  per  barrel. 
Heavy  oils  in  barrels: 

Per  barrel 

Per  cubic  foot 


90.40 
.25 
.'20 

.50 
.30 
.20 
.50 

.25 

.20 

.07 
.18 


.20 
.40 

.a5  I 

.20  , 
.25; 
.45  ! 
.174 
.20  , 


Jamaica 
outports. 


90.60 
.36 
.30 

.75 
.40 
.25, 

.60  I 

.12  j 
.30  I 

.55, 

•12  I 

.3.  I 

.50 


.30 

.35  1 
.65  I 
.30, 
.80 


Colom- 
bia. 


Grey- 
town. 


90.60  I 
.35 
.21   . 

.75 
.45  , 


SO.  85  1 

.50 


1.00  I 


Port 
Limon. 


90.80 
.40 
.20* 

.90 

.50 


.30 


.12  ' 
.30  ■ 


.85  ' 

.42|! 
.42*, 
.17 

.42*; 


.12 
a.  76 
6.08 


al.OO 


.42* 


.50 


.12  , 


.12  I 
.30  I 


.12  I 
.12  I 


.42*1 
.35 


.17, 


.17  i 
.42i 


.20  I 

.06 

1.00  i 


.30  I 
.12 


.301 
.10  I 


.42* 
.17 


Sugar,  per  100  pounds 

Salt  in  barrels  and  sacks,  per  lOO  pounds., | . 

Marble  dust,  per  100  pounds 

Matches  (on  deck ),  per  cubic  foot , 

Measurement  goods,  not  enumerated,  per  cubic  | 

foot 

Weight  goods,  not  enumerated,  per  100  pounds ... 
Shooks:  I 

Puncheons  and  hogsheads,  per  shook 

Box  and  nhingles.  per  cubic  foot 

Barrel,  number  of  barrel  packages  make  up, 

per  cubic  foot 

Orange  barrels,  numt>er  of  barrel  packages 

make  up,  per  barrel 

Lumber  (ordinary),  per  1.000  feet 

Bricks,  per  1,000 

Fire-bricks,  per  1.000 

Safes  (small) .  per  100  jiounds 

Benzine,  gasoline,  and  naphtha,  in  5-gaIlon  cans 
(cased),  acids,  ammonia,  ether,  and  fireworks 

(all  on  deck ).  per  cubic  foot 

Gasoline  and  naphtha  in  lO-gtilloii drum.s  (cased) 

on  deck,  per  cubic  foot 

Powder,    dynamite,    explosives,    and   fuse,  per 

pound,  gross  weiKht 

Cartridges  ( for  firearms),  per  pound,  gross  weight. 
Acids  in  carboys  (on  <le<rk).  per  carboy 


.25  , 


.12  I 

.35 

.30 


.08 ; 


.08 
.20 


.40  > 
.07 


.07 


.05 
6.60  I 


.12  , 
.30 

.50  '. 
.12    . 

.12  I. 

I. 


.17    . 

.424 

.42*1 


.17 

.17' 
.42* 


8.50  ' 
*9.'56'|! 


10.00  I 


12.00  I 


.20  , 


(^) 


.03 

('•) 

.OOj 

(<•) 

2.50 

in 

.04  .M 

.001.  .001, 

2.50  2.50  I 


''Per  barrel. 

*  Per  cubic  foot.  .  .    „. 

'•  So  deck  cargo,  live  stock,  or  explosive* cat tVe^  Vw  iamaV^  w3^v«^J^'«^»^^^»«rtou. 


.40 


.16 
.40 


.16 
a.  95 


.40 


.16 
ci.iM) 

.16 
.40 
.40 
.40 
.16 


L50 


.40 
.21H 


.16 
.40 


12.00 


.25 


.01 
.OOi 
L50 
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Table  No.  41. — Hamburg  American  LinCj  Atlas  Line  service, 
from  New  York  to  Jamaica,  Colomhia,  and  Central  America, 
(Subject  to  change  without  notice) — Continued. 


Freight  tariff  outward 
In  effect  Jidy  i,  J903, 


Articlen. 


Acid  in  large  metal  drums  (on  deck),  per  drum.. 

Carbonic-acid  gas  (on  deck),  in  cylinders  not 
over  100  pounds  weight,  per  c vllnder 

Specie  and  valuables,  per  aa  valorem  (net) 
percent.. 

Machinery,  boilers,  etc 

Cattle,  per  head 

Horses,  per  bead 

Sheep,  per  head 

Hogs,  per  head 

Chickens  and  fowls  (in  crates  of  not  over  4  in  one 
crate) ,  per  crate 


King- 
ston. 


$10.00 


40.00  I 
50.00 
15.00  I 
20.00 

4.00 


Jamaica 
outports. 


(°) 


Colom- 
bia. 


Grey- 
lown. 


0910.00  0110.00 
C5.00  I  t'S.OO 
C2.50         C2.50 


f 


i  I: 

Special  agreement. 


C) 


75.00 
76.00 
25.00 
25.00 

5.00 


85.00 
85.00 
35.00 
85.00 

5.00 


Port 
Limon. 


btlO.OO 
C6.00 
C2.50 


1 

75.00, 
75.00 
25.00 
25.00 

5.00 


a  No  deck  cargo,  live  stock,  or  explosives  carried  to  Jamaica  outports  via  Kingston. 
0  Large, 
c  Smaller, 

All  rates  bear  10  per  cent  primage  additional  except  those  on  specie  and  live  stock. 

Kineston  freights  payable  at  New  York  or  at  destination,  at  shipper's  option;  all 
other  Freights  and  dues  must  be  prepaid  in  exchange  for  bill  of  lading. 

On  shipments  to  Colombian  ports,  following  clmrges  must  be  prepaid  with  the 
freight: 

Stamp  duty  on  each  set  of  bills  of  lading $2.00 

Light-house  dues,  per  1,000  kilos 60 

Tonnage  dues,  per  1,000  kilos 1.50 

Manifest  fee,  per  package 01 

Table  No.  42. — Tfie  New  York  and  Porto  Rico  Steamship  Company  freight  tariff, 

[Subject  to  chanffc  without  notice.  To  San  Juan,  Ponce,  and  Mayaguez,  and  when  sufficient  cargo 
offers  to  A^iadilla,  Arroyo,  Humacao,  Fajardo,  and  Arecibo.  Cargo  for  Arecibo  will  pay  10  per 
cent  in  addition  to  these  rates.  When  steamer  does  not  call  at  any  of  the  above  ports  goods  mar 
be  transshipped  by  coast  steamer  at  San  Juan.  (See  transshipment  rate).  Freight  must  be  prepaid. 
Five  per  cent  primage  on  all  freight.  No  freight  received  without  permit,  which  can  be  had  on 
application.] 

Acid:  R*te. 

In  carboys,  on  deck,  per  carboy $3. 00 

In  drums,  on  deck,  per  cubic  foot 20 

Beans  and  pease,  in  bags  or  barrels,  per  100  pounds 20 

Beer,  in  barrels,  per  barrel 75 

Bran  and  feed,  per  100  pounds 30 

Bacon,  butter  and  boxed  provisions,  per  cubic  foot 12 

Brooms,  per  cubic  foot 12 

Boots  ana  shoes,  per  cubic  foot 16 

Beef  and  tongue,  in  barrels  and  half  barrels,  per  100  pounds 20 

Box  shooks,  empty  boxes,  per  cubic  foot 08 

Commeal,  in  bags,  per  bag 30 

Com  and  oats,  per  bushel 10 

Crackers: 

In  barrels,  per  barrel 50 

Soda,  in  boxes,  per  cubic  foot 08 

Per  cubic  foot 12 

Chairs,  common,  per  cubic  foot 12 

Carriages,  per  cubic  foot 16 

Cement,  in  barrels,  per  1(X)  pounds 10 

Cots  and  wire  mattresses,  per  cubic  foot 10 

Carriage  woodwork,  wheeis,  etc. ,  per  cubic  foot 10 

Cheese  and  candles,  per  cubic  foot 12 

Cartridges,  per  pouna 03 

Coal,  in  bags,  per  ton \.^*^ 

Dry  goods,  cotton  goods,  notions,  etc. ,  per  cubic  foot ^^ 

Drugs,  druggjsts^  sundriep,  chemicraJs,  etc. ,  per  cubic  loot -^^ 
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Rate 

Flour,  in  customary  bags  or  barrels,  per  bag  or  barrel 10.30 

Fruit  and  vegetables,  per  barrel 50 

Fish: 

In  drums,  4  quintals  per  drum ^ 1.00 

In  boxes,  per  cubic  foot 08 

Pickled,  in  barrels,  per  100  pounds 20 

Fertilizer,  in  bags,  per  100  pounds 20 

Fire  clay,  per  100  pounds 20 

Fire  brick,  per  100  pounds 20 

Furniture,  per  cubic  foot 16 

Glassware,  crockery,  and  earthenware,  per  cubic  foot 10 

Grease,  per  100  pounds 30 

Grindstones,  per  100  pounds 25 

Hams,  per  cubic  foot 12 

Hay,  in  bales,  per  cubic  foot 08 

Hoops,  per  1,000  hoops 6  00 

Household  effects  in  use,  per  cubic  foot 12 

Hats,  per  cubic  foot 14 

Iron,  m  bars,  sheets,  per  100  pounds 30 

Iron  castings,  angle  iron,  etc.,  per  100  pounds 35 

Iron  corrugated  roofing,  in  sheets,  per  100  pounds 20 

Lard: 

In  tierces  and  barrels,  per  100  pounds 25 

In  cases,  per  cubic  foot 12 

Lampware,  per  cubic  foot 12 

Lumoer: 

White  pine,  per  1,000  feet 5.00 

Yellow  pine,  per  1,000  feet 8.00 

Matches,  in  tin-line<i  cases,  per  cubic  foot 12 

Match  splints,  in  cases,  strawboard,  per  cubic  foot 08 

Machinery: 

Pieces  or  packages  under  2,000  pounds,  i)er  100  pounds 35 

2,000  to  3,000  pounds  per  piece  or  package,  per  100  pounds 50 

3,000  to  4,000  pounds  per  piece  or  package,  per  100  pounds 60 

4,000  to  5,000  pounds  per  piece  or  package,  per  100  pounds 75 

5,000  to  6,000  pounds  per  piece  or  package,  per  100  pounds 1. 00 

Over  6,000  pounds Special. 

Measurement  rate  at  ship's  option,  per  cubic  foot 16 

Millinery,  ribbons,  etc.,  per  cubic  foot 16 

Nails,  per  100  pounds 25 

Nuts  and  bolti»,  per  100  pounds 85 

Oil,  lubricating,  per  cubic  foot V.\ 

Pork,  per  barrel 60 

Paper  (straw ),  in  bundles,  per  cubic  foot 08 

Paper  bags,  per  cubic  foot 08 

Paper,  news  print,  per  cubic  foot 12 

Pepper,  in  bags,  jHjr  cubic  foot 12 

Pamt,  per  100  i)oundH 25 

Petroleum,  per  cubic  foot 06 

Pipe: 

Iron,  per  100  pounds 30 

Spiral,  per  cubic  foot 12 

Platea  ware,  cheap  jewelry,  etc.,  i>er  cubic  foot 20 

Piles- 
Spruce,  per  running  foot 10 

Creosoted,  per  running  foot 15 

Rice,  in  bags,  jkt  100  pounds 20 

Rosin,  tar,  pitch,  plaster,  sand,  sulphur,  tallow,  marble,  per  100  pounds 25 

Rope  and  twine,  per  cubic  foot 16 

Rails,  per  100  pounds 30 

Stationerv,  per  cubic  foot 16 

Safes: 

Under  2,000  pounds,  per  100  pounds 35 

Over  2,000  pounds,  \^r  pound 01 

Starch,  maizena  and  miscellaneous  provisions,  \yer  cubic  foot 12 

Soup  paste,  /nacaroni,  in  Ivoxes,  per  cv\b\c  iool 10 

Starch,  in  bags,  per  100  pounds ^ 

Shoots  and  heads,  per  S.  &  H - -^ 
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Soap:  Rate. 

Laundry,  per  cubic  foot $0. 12 

Fancy,  per  cubic  foot 20 

Sewing  macninee,  per  cubic  foot 1ft 

Specie,  one-fourth  of  1  per  cent. 

Turpentine,  varnish,  etc.,  per  cubic  foot i:^ 

Transshipment  rate,  additional: 

Weight  ^oods,  per  100  pounds 10 

Measurement  goods,  per  cubic  foot 06- 

Per  ba^or  barrel  of  200  pounds,  each 15 

Whisky,  wmes,  etc.,  per  cubic  foot 12 

Wire,  barbed,  per  100  pounds 26 

Wooden  ware  and  light  hardware,  per  cubic  foot 1ft 

Measurement  rate  unclassified,  per  cubic  foot 1ft 

Weight  rate  unclassified,  per  100  pounds 36 

Minimum  bill  of  lading 3. 00 

Landing  charges  at  San  Juan,  prepaid,  2}  cents  per  100  pounds,  or  1  cent  per  cubic 
foot. 

Lighterage  charges  at  Ponce,  prepaid,  for  packages  under  2,000  pounds: 

Provisions 4  cents  per  100  pounds. 

Dry  goods,  iron,  hardware,  bags,  etc 8  cents  per  100  pounds. 

Lumber,  white  pine $1  per  M  feet. 

Yellow  pine $1.25  per  M  feet. 

Cement 12J  cents  per  barrel. 

lighterage  char^  at  other  ports  pavable  by  consignees  of  goods. 

Powder,  dynamite,  explosives  ana  nreworks  taken  on  steamers  that  do  not  carry 
passengers  and  under  special  permit. 

Coal  in  hogsheads,  lumber,  shooks,  hoops,  rosin,  tar,  pitch,  etc.,  at  steamer's 
option,  under  or  on  deck.  Locomotives,  machinery  and  other  heavy  goods  will  be 
taken  at  special  rates. 

Freight  must  be  prepaid  upon  signing  bills  of  lading. 

Goods  taken  by  weight,  measurement,  or  valuation  at  the  option  of  the  steamship 
company,  subject  to  all  the  conditions  in  its  bill  of  lading.  When  two  or  more 
classes  of  merchandise  are  contained  in  one  package  freight  will  be  charged  at  the 
rate  applicable  to  the  highest  class. 

New  York,  January  '2^  1905, 


Table  No.  43. — Tariff  of  freigld  rates  from  New  Orleans^  La,^  to  Colon  and  Panama 
and  ports  in  Costa  Rica^  Nicara^a^  Mexico,  Republic  of  Colombia,  Ecuadm\  Peru, 
and  Chile,  taking  effect  January  J,  1904  (subject  to  change  without  notice).  Steamers 
sail  from  Neiv  Orleans  ireeklp,  receiving  freight  up  to  noon  on  the  predous  day  of  sailing. 
United  Fruit  Company's  Steamship  Line,  S21  St.  Charles  street,  New  Orleans,  La.y 
M.  J.  Dempsey,  traffic  manager. 

[United  Fmit  Company's  steamship  line,  "Gulf  and  Panama  Route."    Pacific  Steam  Navigation 
Company.    Panama  Railroad.    Cia.  Sud-Americana  de  VaiK^re«.] 

Rates  op  Freight  to  Colon. 

Effective  January  1,  1904,  the  following  rates  will  apply  per  ton  of  40  cubic  feet^ 
or  2,000  pounds,  at  steamer's  option: 


D. 

Classes. 

vrintmiim 

1. 

810.00 

2. 

3. 

4.         1 

98.00 

96.00 

$5.00  1          $3.00 

1 

Subject  to  the  following  exceptions: 

Beer,  in  barrels,  each fO.  86 

Acids,  on  deck,  per  pound OS 

Gunoowder,  in  metallic  ke^.  per  pound 08 

Oola  or  silver  coin,  dust,  or  bars One-half  of  1  per  cent  <>wN^xaft. 

Oil,  refined  kerosene,  per  case  of  2  cubic  feet  each tf^.'fc 

Plated  ware,  silverware,  jewelry,  watches,  pistol.«<,  etc.,  1  per  cent.  oiv\«A\3l^  \tv  «A^\\.\q.tv,  v^^x 

cubit foo* :. :..:. ••^ 

Lumber,  per  1,000  feet  B.  M \8 

PiucelM  (not  exceeding  2  cubic  feet) ,  each '. 
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RULES  AND  CONDITIONS  OF  SHIPMENT. 

All  freight  must  be  prepaid  in  United  States  gold. 

No  bill  of  lading  signed  for  less  than  minimum  chaige. 

All  packa^  of  unusual  bulk  or  weight  will  be  taken  only  by  special  agreement 

Owner's  nsk:  Oils  and  other  liquids  are  taken  only  at  owner's  risk  of  leakage. 
Glassware,  crockery,  and  all  fragile  property  concealed  in  packages,  only  at  owner's 
risk  of  breakage. 

All  perishable  property  only  at  owner's  risk  of  frost,  heat,  and  decay. 

Dynamite  and  high  explosives  of  any  kind  not  carried. 

Refined  petroleum  taken  only  when  put  up  in  tin  cans,  boxed,  and  marked  u 
required  by  United  States  law. 

Shippers  must  comply  with  all  consular  regulations  for  manifests,  invoices,  certifi- 
cation,  etc.,  and  any  fine  imposed  by  authorities  at  port  of  destination,  or  damage 
resulting  from  failure  in  this  respect,  or  for  errors  or  omissions  therein,  shall  be  at 
the  risk  and  expense  of  consignees  of  the  goods,  and  shall  be  paid  by  them. 

Rates  of  Freight  to  Panama* 

Effective  January  1, 1904,  the  following  rates  will  apply  per  ton  of  40  cubic  feet,  or 
2,000  pounds,  at  steamer's  option: 


Clames. 

Special  (on 

10-ton  lote  of 

fourth-clam 

freight). 

Minimum. 
94.00 

D. 

1. 

2. 

3. 

4. 

948.00 

128.00 

924.00 

921.60 

814.40 

918.20 

Subject  to  the  following  exceptions: 

Beef  and  pork: 

In  barrels,  each 92.50 

In  half  barrels,  each 1.40 

In  quarter  barrels,  each •. 80 

Beans,  flour,  onions,  peas,  potatoes,  rice,  soap,  per  ton  weight 10.00 

Boots  and  shoes,  dry  goods,  per  ton  measurement 20.00 

Flour  (in  10-ton  lots)  per  ton  weight 7.00 

Gunpowder,  in  metallic  kegs,  per  pound 06 

Hams,  dried  and  salt  fish,  per  ton  measurement 12.00 

Lager  beer: 

In  barrels,  each 2.00 

In  cases,  candles,  per  ton  measurement 10. 00 

Lumber  (not  exceeding  20  feet  in  length): 

Per  M  feet  B.M 20.00 

Per  M  feet  B.  M..  in  lots  of  10,000  feel 16.00 

Pitch,  tar,  rosin,  cement,  per  ton  weight 6.00 

Refined  petroleum,  per  ton  measurement 16. 00 

Sugar,  refined,  per  ton  measurement 10. 00 

Parcels,  not  exceeding  2  cubic  feet,  each 2. 00 

Rules  and  conditions  of  shipment  same  as  to  Colon. 
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Effective  January  1, 1904,  the  following  rates  will  apply  per  ton  of  40  cubic  feet,  or 
2,000  pounds,  at  steamer's  option,  to: 


Punta  Arenas 

San  Juan  del  Sur. 

Ck)rinto 

Amalpala 

La  Union 

LaLibertad 

Aeajutla 

San  JoBedeGuat. 

Camperico 

OCOB 


Glajwes. 


D. 


948.00 


48.00  ; 


1. 

2. 

3. 

128.00 

sao.oo 

S20.00 

32.00 

20.00 

20.00 

Special  (on 
5-ton  lots 

on  fourth- 
class 
freight). 


I 


915.00  I 


15.00 


910.00 


12.40 


Mini- 
mum. 


95.00 


Subject  to  the  following  exceptions: 

To  Punta  Arenas— 

Flour 50  cents  per  100  pounds. 

Refined  petroleum 26  cents  per  cubic  toot. 

Bart>ed  wire 50  cents  per  100  pounds. 

Roflin 50  cents  per  100  pounds. 

White  and  yellow  pine  lumber 920  per  1.000  feet  B.  M. 

Parcels  not  exceeding  2  cubic  feet 92.50  each. 

To  other  Central  American  ports- 
Flour  45  cents  per  100  pounds. 

Retlned  petroleum 85  cents  per  cubic  foot. 

Rosin 50  cent*j  per  100  pounds. 

White  and  yellow  pine  lumber 924  per  1,000  feet  B.  M. 

Parcels  not  exceeding  2  cubic  feet 93  each. 

Rules  and  conditions  of  shipment  same  as  to  Colon. 

Rates  of  Freight  to  Mexican  Ports. 

Commencing  with  shipments  from  New  Orleans  January  1,  1904,  the  following 
rates  will  apply  per  ton  of  40  cubic  feet,  or  2,000  pounds,  at  steamer's  option,  to— 


Classes. 


I  I 

D.  1.  2. 

i 


Acapulco . . . 
Manzanillo . 
San  Bias 


950.00 


I  Special  (on : 
5-ton  lots  ,  w|_i 

I    freight). 


986.00  ,      922.80        920.40 


916.80  !         913.20  I      95.00 


Beer  glassware  (except  cut),  oakum,  shooks per  ton. .  912. 00 

Brushes,  boots  and  shoes,  retlned  petroleum do —  15. 00 

Cotton  piece  goods do —  18. 00 

Parcels  not  exceeding  2  cubic  feet each . .  3. 00 

New  Orleans,  January  /,  1904. 
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Rates  of  Freight  to  Ports  in  Republic  of  Colombia,  Ecuador,  Peru,  and  Chile. 


Ports  of— 


BaenaveDtura, 

Tumaco,  Ep- 

meralcla8,  Ba- 

hia,  Manta, 

Cayo,  Bal- 

lenita. 


Ouayaquil, 
Port  Bolivar. 


Tumbee,  Kton. 
i    Huanchuirj. 
■  Chimbotc,  Sh 
manco,  TiL-ima 

8upe,  Huut'hiN, 
j  TamlK>  <Jt! 
,  Mora,  l^mia^. 
I  Chala,  giillcu, 
'  Taltal,  ChanR- 
!  ral,  CarrlEiiK 
I 


I  PRVta.  Parae- 

M  rry.  i;«|]aD 
!  I '  rnt  Azul. 

■1-.    Ilo.  AritTI, 

ri.-jii^nn.l'rtleUn 

ToeopllU,  Co- 
bljA,  Antijfa- 

UuMjico,  Cd- 

quJmbo.  Vftl- 

pumlao,  TaIcA 

httano. 


General  merchandise  not  elsewhere  | 
enumerated. 


Aerated  waters,  a^cultural  imple- 
ments«  axes,  boots  and  shoes,  blan- 
kets, blacking,  bags  and  bagging, 
beer,  bicycles,  brooms,  brushes, 
buckets,  canned  goods,  canvas,  car- 
pets, candles,  carriages,  cotton 
waste,  copper,  cordage,  crackers, 
drugs,  edge  tools,  earthenware, 
electrical  goods,  furniture,  floor- 
cloth, glassware  (common),  hard- 
ware, nameas,  hats,  ink.  kettles 
(copper  and  iron),  lamps,  lanterns, 
leather,  musical  instruments  medi- 
cines, mucilage,  machinery  (pieces 
and  packages  under  2  tons),  oil- 
cloth, oil  (lubricating),  oakum, 
paper  (printing  or  wrapping),  pot- 
ash, provisions,  pumps,  rope,  sad- 
dlery, salt,  safes  (under  2  tons), 
sewing  machines,  scales,  sbooks, 
soap,  steel,  stovtr  castings,  sugar 
pans,  shovels,  sugar  mills,  tinware, 
toys,  trunks,  twine,  tools,  varnish, 
wax,  wine,  wooden  ware. 

Beef,  butter,  caustic  soda,  cheese, 
iron  (bar,  hoop,  sheet,  and  galvan- 
ized), iron  pipe  (under  6  inches  in 
diameter),  lard,  nails,  paints,  pork, 
rice,  wire  (iron,  brass,  copper,  or 
barbed). 

Matches  (in  tin-lined  cases) , 

Flour  (in  bags  or  barrels),  bricks, 

cement,  grease,  roHin,  tallow,  tar. 
Metallic  cartridges 

Refined  petroleum,  in  cans,  boxed... 

Acids 

Plated  ware  and  silverware,  jewelry, 
watches,  revolvers*. 


fiO  cents  per 
cubic  foot 
or  II  per  100  | 

r»unds.  ' 
cents  per  i 
cubic  foot  or ! 
75  cents  per 
100  pounds. 


Gold  and  silver  coin,  bars  or  dust, 

precious  stones,  etc. 
Parcels  (per  cubic  foot  or  fraction  of 

a  foot). 


76   cents  per 
100  pounds. 


50  cents  per 
cubic  foot. 

45  cents  per 
100  pounds. 

$1.50  per  100 
pounds. 

30  cents  per 
cubi(!  foot. 

$6  per  100 
pounds. 

60  cents  per  cu- 
bic foot  and 
1  per  cent 
on  value. 

li  per  cent  on 
value. 

f2.50 


37i  cents  per 
cubic  foot  or  j 
76  cents  per 
100  pounds.   , 

80  cents  per  | 
cubic  foot  or , 
60  cents  per  ; 
100  pounds.   I 


I 


50   t»ents   per  , 
cubic  foot  or 
91    per  100  I 
bounds.         ' 

87  ft  oents  per 
cubic  foot  or 
75  cents  per  ] 
100  pounds.   [ 


25  cents  percu- 
bic  foot  or  50 
cents  per  100 
pounds. 


60  cents  per  |  76  cents  per  i  50    cents    per 
100  pounds.        100  pounds.         100  pounds. 


37i  cents  per 
cubic  foot. 

45  cents  per 
100  pounds. 

$1  per  100 
pounds. 

25  cents  per 
cubic  foot. 

96  per  100 
pounds. 

60  cents  per  cu- 
bic foot  and 
1  per  cent 
on  value. 

li  per  cent  on 
value. 

12.50 


50  cents   per 

cubic  foot. 

45  cents  per 

100  pounds. 

81     per     100 

pounds. 

25  cents  per 

cubic  foot.    I 

86     per      100 

pounds. 

I  50cenupercu- 

1     bic  foot  and 

I     1  per  cent  on 

value. 
■  U  per  cent  on 
I      value. 
82.60 


30    cents    per 

cubic  foot. 

45    cents    per 

100  pounds. 
75    cents   per 

100  pounds. 
25    cents    per 

cubic  foot. 
86       per     100 

pounds. 
60  cents  per  CQ- 

bic  foot  and 

1  per  cent  on 

value. 
1ft  percent  on 

value. 
82.60. 


I 


Rules  and  conditions  of  shipment,  same  as  to  Colon. 

All  freight  must  be  prepaid  and  is  payable  in  United  States  gold. 

No  bill  of  lading  si^nea  for  less  than  $5. 

Goods  taken  by  weight  or  measurement,  at  carrier's  option,  unless  otherwise  stated. 

All  packajB^es  of  unusual  bulk  or  weight  will  be  taken  only  by  special  agreement 

Owner's  risk:  Oil  and  other  liquids  are  taken  only  at  owner*8  risk  of  leakage. 
Glassware,  crockery,  and  all  fragile  property  concerfleci  in  packages,  only  at  owner's 
risk  of  breakage. 
All perishAble  property  only  at  owner's  nak  ol  VTOfe\.,\i^V,  wv\ <ift«»v* 
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Le,  blue  powder,  or  high  explosives  of  any  kind  not  carried. 

petroleum  taken  only  when  put  up  in  tin  cans,  boxed  and  strapped,  and 

required  by  United  States  law. 

I  must  comply  with  all  consular  reflations,  for  manifests,  invoices,  certifi- 

. ;  and  any  fine  imposed  by  authorities  at  port  of  destination,  or  damage 

rom  failure  in  this  respect,  or  for  errors  or  omissions  therein,  shall  be  at 

id  expense  of  connigoees  of  the  goods,  and  shall  be  paid  by  them. 


44. — The  New  York  and  Cuba  MaU  Steamship  Company,  Ward  Line,  freight 
?M'  York  to  Veracruz  and  Tampico,  effective  October  i,  1903,  (Subject  to  change 
\otice. ) 

Rate. 

ys,  each $2. 00 

Q  drums,  per  100  pounds .60 

,  per  head 60.00 

8,  per  head 75. 00 

l)er  head 10.00 

>  in  crates,  per  cubic  foot .25 

in  crates,  per  cubic  foot .25 

•er  100  pounds .25 

tr  barrel 1. 25 

r  100  pounds .30 

or  {)orter,  bottled,  per  cubic  foot .  12i 

100  pounds .40 

or  common,  per  1,000 15. 00 

,  j'>er  100  pounds • 1. 50 

ia,  per  100  pounds .25 

er  100  pounds .25 

,  lamp,  per  cubic  foot .12^ 

r.)r  common,  per  100  pounds .25 

•  100  pounds .40 

?ots,  pigs  and  nheets,  per  100  pounds .30 

,  per  cubic  foot .  12J 

bushel .10 

T  1(X)  pounds .35 

in  Imrrels  or  cases,  per  cubic  foot .12 

ht,  N.  O.  S.,  per  cubic  foot .20 

rrels,  per  cubic  foot .09 

mrrels,  per  barrel .75 

K.  D.  lx)xed  or  in  bundles,  i)er  cubic  foot .12^ 

,  common,  })er  cubic  foot .  12J 

dow,  per  100  pounds .40 

:le,  per  100  pounds .30 

T  lOOpountfs .30 

es,  per  100  pounds .30 

3r,  per  pound .03 

bale 1.25 

press<»<l,  per  bale .70 

Drtable,  per  cubic  foot .10 

iteel,  band,  bar,  boiler,  rod,  and  tank,  bolts,  butts,  hinges,  nails, 

ets,  screws,  spikes  and  washers,  per  100  {wunds .30 

18  and  girders.     (See  Machinery. ) 

per  100  pounds .30 

httings,  per  100  pounds .30 

\)er  100  ])Ounds .25 

nterns  and  fixtures,  per  cubic  fcx)t .  12i 

shingles,  per  cubic  foot .10 

»igs  or  sheets,  per  100  pounds .30 

,  per  UK)  i)ounds .30 

5  pine,  per  1,000  feet %.^«^ 

k^ood,  i>er  1,000  feet ^.^ 

100  pounds -^^ 
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Machinery,  piece  or  pa(*kage:  R*^ 

Under  2,000  pounds,  per  100  pounds $0. 40 

2,000  to  4,000  pounds,  per  100  pounds .50 

4,000  to  6,000  pounds,  per  100  pounds .60 

6,000  to  8,000  pounds,  per  100  pounds .75 

8,000  to  12,000  pounds,  per  100  pounds 1.00 

12,000  to  20,000  pounds,  per  100  pounds 1.25 

Machinery,  lots  of  25  tons  and  up,  pieces  or  packages,  under  2,000  pounds, 

per  100 'pounds !..  .35 

Any  piece  or  package  of  the  above  subject  to  measurement  will  be 
charged  at  the  rate  of  15  cents  per  cubic  foot,  if  paying  ship  better  than 
weight  rate. 

Marble  dust,  per  100  pounds .30 

Meat,  per  barrel .75 

Measurement  goods,  per  cubic  foot .15 

Nails,  per  100  pounds .30 

Oil,  cotton -seed,   kerosene,  lubricating,  myrabane,  and  lard,  per  100 

pounds .30 

Oil,  n.  o.  8.,  per  100  pounds .40 

Paints,  per  100  pounds .30 

Paper  stock,  strawboard,  in  compressed  bales,  per  100  pounds .30 

Paper,  straw,  per  cubic  foot .12 

Paraffin  wax,  per  100  pounds .30 

Pianos  and  organs,  per  cubic  foot .20 

Pipe,  earthen  sewer,  o.  r.,  per  100  pounds .30 

Pitch,  per  100  pounds .30 

Plaster,  in  barrels,  per  100  pounds .30 

Potash,  per  100  pounds .30 

Rails  and  fishplates,  per  100  poundsi ^   .20 

Rice,  per  100  pounds .25 

Rosin,  per  100  pounds .30 

Safes: 

Under  2,000  pounds,  per  100  pounds .75 

From  2,000  to  5,000  pounds,  per  100  pounds 1.00 

Over  5,000  pounds,  per  100  pounds 1.50 

Salt,  per  100  pounds .25 

Sand,  in  barrels,  per  100  pounds .25 

Sewing  machines,  per  cubic  foot .12^ 

Shooks,  box,  per  cubic  toot .10 

Soap  stock,  per  100  pounds .30 

Soda,  ash,  per  100  pounds .25 

Specie: 

Under $10,000,  percent } 

$10,000  and  under  $50,000,  per  cent J 

$50,000and  under $100,000,  percent k 

$100,000  and  upward,  per  cent A 

Spikes,  per  100  pounds .«> 

Staples,  per  100  pounds .30 

Stearin,  per  100  pounds .30 

Sulphur,  per  100  pounds .30 

Tallow,  per  100  pounds .30 

Talcum,  j)er  100  pounds .30 

Tar,  per  100  pounds .30 

Tobacx'O,  per  100  pounds ,. .  .40 

Trunks,  per  cubic  foot .12 

Turpentine,  per  100  pounds .30 

Valuation,  per  cent 1 

Varnish,  jKjr  100  pounds .30 

Vegetables,  not  deck  freight,  per  100  pounds .50 

Weight  goods,  n.  o.  s.,  per  100  pounds .40 

Wheat,  whole  or  cTushed,  per  100  pounds .25 

Whiting,  per  100  pounds .30 

Wire,  barb,  fence,  and  telegraph,  per  100  pounds .30 

In  addition  to  alx>ve  rates,  5  per  cent  primage  to  be  added. 
Minimum  bill  of  lading,  $5.25  lor  V eiacTxiz. 
Minimum  hill  of  lading,  $5.25  lor  Tamp\co. 
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Tampico — jetty  dues,  for  account  consignees. 
Veracruz — lighterage,  if  any,  for  account  consignees. 
All  freights  prepayable. 


'able  No.  45. — Freight  tariff,  New  York  to  Progreso,  effective  January  2,  1906  {subject 

to  change  tvithout  notice). 

Lcids:  Rate. 

Carboys,  eac'h $2. 25 

In  iron  drums,  per  100  pounds .60 

Lnimals: 

Cattle  (net),  per  head 40.00 

Horses  (net),  per  head 75.00 

Dogs  (net),  per  head 10.00 

Calves,  in  crates,  per  cubic  foot .25 

Hogs,  in  crates,  per  cubic  foot .25 

8mall,  fowl,  in  crates,  per  cubic  foot ..25 

kpples,  per  barrel 1. 35 

Lsphalt,  per  100  pounds .30 

Immonia,  in  iron  drums,  each 2. 00 

Parley,  per  100  pounds .35 

Jeer,  ale,  or  porter,  bottled,  per  cubic  foot .15 

5ran,  per  100  pounds .45 

Jrick : 

Fire  or  common,  per  100  pounds .25    * 

Hollow,  per  100  pounds .40 

Cartridges,  per  100  pounds 1. 75 

Caustic  soda,  per  100  pounds .30 

Cement,  per  100  pounds .20 

Clay,  fire  or  common,  per  100  pounds .25 

Cocoa,  per  cubic  foot .17J 

Copper  ingots,  pigs  and  sheets,  per  100  pounds .35 

Corkwood,  per  cubic  foot .  12J 

Corn: 

5,000  bushels,  per  bushel .10 

Over  5,000  bushels,  per  bushel .09 

Cotton,  per  100  pounds .40 

Crackers,  in  barrels  or  cases,  per  cubic  foot .15 

Coke  ( net) ,  per  2,240  pounds 6. 00 

Coal  (net),  per  2,240  pounds 4.00 

Carbide,  per  pound .01 

)eck  freight,  N.  O.  S. ,  per  cubic  foqt .20 

)ynamite,  per  pound .01 

Cmpty  barrels,  per  cubic  foot .10 

Hour: 

In  barrels,  per  barrel .70 

In  half  barrels,  per  half  barrel .40 

•"umiture,  K.  D.,  per  cubic  foot .  12J 

rirew^orks,  per  cubic  foot .20 

jlassware,  common,  per  cubic  foot .  12^ 

7lass,  window,  per  100  pounds .45 

Jrease,  axle,  per  100  pounds .35 

jrease,  per  100  pounds .35 

jrindstones,  per  100  pounds .35 

Trapes,  per  cubic  foot .20 

lasoline,  per  100  pounds 1.50 

lay: 

Compressed  bales,  per  100  pounds .40 

** Lowry  '*  Imles,  per  100  pounds .30 

louses,  portable,  per  cubic  foot .  12J 

ron  and  steel: 

Band,  bar,  boiler,  rod  and  tank,  galvanized  and  corrugated .25 

Bolts,  nuts,  hinges,  nails,  butts,  rivets,  screws,  spikes,  and  washers, 

per  100  pounds .*^ 

Ton  beams  and  girders,  not  over  30  feet  or  2,000  pounds »^ 

ron  over  30  feet ^\«»^- 
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Rate. 

Iron  pipe,  per  100  pounds $0. 25 

Iron  pipe  nttings,  per  100  pounds .25 

Lamps,  lanterns,  and  fixtures,  per  cubic  foot .  12J 

Lath  and  shingles,  per  cubic  foot .  12| 

Lead,  in  pigs  or  sheets,  per  100  pounds .30 

Lead  pipe,  per  100  pounds .30 

Lumber: 

White  pine,  per  1,000  feet 8.00 

Hard  wood,  per  1,000  feet 9.00 

Lard,  per  100  pounds .30 

Machinery,  piece  or  package: 

Under  2,000  pounds,  per  100  pounds .45 

Under  2,000  to  4,000  pounds,  per  100  pounds .55 

Under  4,000  to  6,000  pounds,  per  100  pounds .70 

Under  6,000  to  8,000  pounds,  per  100  pounds .85 

Under  8,000  to  12,000  pounds,  per  100  pounds 1.10 

Under  12,000  to  20,000  pounds,  per  100  pounds 1.40 

Any  piece  or  package  of  the  above  subject  to  mdtisurement  will  be 
charged  at  the  rate  of  17}  cents  per  cubic  foot,  if  paying  ship  better  than 
weight  rate. 

Marble  dust,  per  100  pounds .25 

Meal,  per  barrel .85 

Measurement  goods,  per  cubic  foot .17} 

•   Mortar,  per  100  pounds .25 

Oil,  cotton  seed,  kerosene,  lubricating,  myrabane,  and  lard,  per  100  pounds.  .  30 

Oilj  N.  O.  S.,  per  100  pounds 45 

Onions,  per  100  pounds .55 

Potatoes,  per  100  pounds .55 

Paints,  per  100  pounds .35 

Paper  stock,  straw  board,  in  compressed  bales,  per  100  pounds .35 

Paper,  straw,  per  cubic  foot .12} 

Parafiin  wax,  per  100  pounds .35 

Pianos  and  organs,  per  cubic  foot .22} 

Pipe,  earthen  sewer: 

Not  over  12  inches,  per  100  pounds .25 

Over  12  inches,  per  100  pounds .30 

Pitch,  per  100  poumfs .30 

Plaster,  in  barrels,  per  100  pounds .25 

Potash,  per  100  pounds .35 

Rails  and  fish  plates,  per  100  pounds .20 

Rice,  per  100  ix)unds .25 

Rosin,  per  100  pounds .30 

Rails  ( portable) Special. 

Safes: 

Under  2,000  pounds  each,  per  100  pounds .75 

From  2,000  to  5,000  pounds  each,  per  100  pounds 1.00 

Over  5,000  pounds  each,  per  100  pounds 1. 50 

Salt,  per  100  pounds 30 

Sand  in  barrels,  per  100  pounds .25 

Sewing  machines,  per  cubic  foot .15 

Shooks,  box,  per  cubic  foot .12} 

Soap  stock,  per  100  pounds .30 

Soda  ash,  per  100  pounds .30 

Specie: 

Under  $10,000 per  cent. .  } 

$10,000  and  under  $50,000,  net do f 

$50,000  and  $100, 000,  net do } 

$100,000  and  upward,  net do f:. 

Stearin,  net .  3^ 

Tallow,  per  UX)  pounds .35 

Talcum,  per  100  poimds .35 

Tar,  i)er  100  pounds .30 

Tobacco,  pi»r  100  iH)un(l8 .45 

Trunks,  per  cubic  f<.M)t .15 

Tur]>entine,  per  100  pounds .30 

Valuation's  (percent) 1     , 
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Varnish,  per  100  pounds 10.86 

Ve^tables,  not  deck  freight,  per  100  pounds .56 

Weight  goods,  N.  O.  S.,  per  100  pounds .46 

Wheat,  whole  or  crushea,  per  100  pounds •  .30 

Whiting,  per  100  pounds .36 

Wire,  iMirb,  fence,  and  telegraph,  per  100  pounds .30 

Windmills,  weight  or  measure,  15  cents  per  cubic  foot  or  40  cents  per  100 
pounds. 

In  addition  to  above  rates,  5  per  cent  primage  to  be  added. 
Minimum  B/L,  $6. 


Table  No.  46. — The  New  York  and  Cuba  Mail  SUamBhip  Company ^  Ward  Line, 

[James  £.  Ward  &  Co.  (Incorporated),  agents,  90-96  Wall  street.] 

New  York,  February  S,  1906, 
Mr.  R.  L.  Walker, 

Traffic  Manager,  Panama  Railroad  Company, 

U  State  Street,  New  York,    * 
Dear  Sir:  Replying  to  yours  of  February  2,  I  would  advise  that  the  rates  from 
our  pier,  New  York,  to  Habana  and  Santiago,  Cuba,  are  as  follows: 

Boots  and  shoes,  canned  goods,  drucs,  dry  goods,  electric  material  (no  piece  or  • 
package  over  2,000  pounds),  glassware,  nardware,  lamps,  cigars  and  cigarettes,  tools, 
machinerv  (no  piece  or  package  over  2,000  pounds),  soap,  typewriting  machines,  com- 
mon jewelry  (with  no  valuation  specified),  revolvers  (no  valuation),  25  cents  per  100 
pounds,  subject  to  measurement  rate,  10  cents  per  cubic  foot. 
Barbed  wire,  20  cents  per  100  pounds. 
Lard  and  provisions,  20  cents  per  100  pounds. 
Cartridges,  $1.50  per  100  pounds. 
Flour,  in  bags,  25  cents  per  bag. 

Manufactured  iron,  if  structural,  not  over  30  feet  in  length,  21  cents  per  100 
pounds. 
Railroad  material,  such  as  rails,  etc.,  $4  per  gross  ton. 
Sewinff  machines,  8  cents  per  cubic  foot. 

Oil  in  barrels — To  Habana,  $1.10  per  barrel;  to  Santiago,  $1.30  per  barrel. 
I  beg  to  hand  you  herewith  cop>r  of  tariff  in  effect  at  the  present  time  to  Veracruz 
and  Tampico,  also  to  Progreso,  which  may  be  of  service  to  you. 
Yours,  very  truly, 

C.  H.  Pattengill,  General  Freight  Agent, 

S.  Doc.  244,  59-1 35 
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Table  No.  47. — New  freight  rate  schedule  to  Neiv  Yark  via  Panama y  which  will  go  into 
effect  on  September  15^  1902,  from  all  ports  between  Guayaquil  and  Valparaiso,  both 
indusive  (for  porta  between  Panama  and  Guayaquil  see  special  rate). 

[The  Pacific  Steam  Na\igation  Company,  Compania  Sud-Americana  de  Vapores  (South  American 
*  Steamship  Company),  and  Panama  Railroad  Steamship  Line.] 


Articles. 


How  freight 
should  be  calcu- 
lated 


Sulphur j  Ton  by  weight ... 

Cotton  ( pressed  bales)  I do 

Indigo do 

Anise j do 

Sugar I do 

Cascarilla do 

Coffee  and  cacao | do 

Cochineal do 

Cocoa  leaves j do 

Condurango I do ! 

Dry  salted  hides .' I do 

Dry  salted  hides  (in  bales) , do 

Fresh  salted  hides  (received  only  between  the  months  of  ' do 

November  and  A  pri  I ) .  j 

Rubber  (in  bulk) do 

Mother-of-pearl  shell ; do 

Commissions  and  samples '  Cubic  feet 

Grain '  Ton  by  weight ... 

Wool  of  alpaca  (in  pret»ed  bales) do 


Fast  freight 
from  ports 

between 
Guayaauil 
and  Valpa- 
raiso, both 

inclusive 

(American 

gold). 


Changes 
since 
tariff 

publica- 
tion. 


Wool  of  vicuna  (in  pressed  bales) 

Wool  of  sheep  (in  pressed  bales) 

Copper  and  tin  ore  and  barilla 

Silver  ore 

Matico 

General  merchandise  (not  mentioned  in  this  s<»hedule) . 


Orehilla 

Chinchilla  skins  .... 
Goatskins  (in  bales) . 
Calfskins  (in  bales)  . 

Lead  (in  pigs) 

Peruvian  Dark 


Ratany . 

Panama  hats 

Vegetable  ivory 

Tobacco  (in  baJes) 

Specie 

Iodine 

Zarzarpilla  and  piehi 

Minimum  freight  bill  (prepaid) 


do 

do 

do 

do 

do 

By     weight     or 
measure  at  op- 
tion   of    com- 
pany. 
Ton  by  weight . . . 

By  value 

Ton  by  weight . . . 

do 

do 

do 

do 

Measured  ton 

Ton  by  weight . . . 

do 

By  value 

Ton  by  weight . . . 
do 


I 


1 

$12.00  ,. 
25.00  I 
60.00  I. 
30.00  I. 
12.50  I 
30.00  I. 
15.00  i 
30.00  . 
40.00 
25.00  . 
30.00  I. 
35.00  ,. 
25.00  '. 

27.50  L 
24.00  t. 
3.00  I. 
25.00 
25.00 
40.00 
25.00 
15.00 
17. .» 
32.00 
80.00 


30.00 

30.00 
25.00 
12.00 
30.00 
30.00 
52.00 
12.00 
40.00 
(«) 
25.00 
30.00 
10.00 


I 


701. 


301. 


$17.00 


$30.00 


701. 


a  1^  per  cent. 


Freight  is  calculated  on  the  gross  weight  or  measure. 
A  measured  ton  equals  40  cubic  feet,  Enj^lish, 
A  ton  by  weight  equals  2,240  pounds  avoirdupois. 

A  charge  of  $1.25,  American  gold,  per  ton  is  cnarged  for  all  ports  not  on  the  direct 
line  to  pay  the  expenses  of  transshipment. 

Horace  Lyon, 
Manager  of  La  Compania  Sud'Americana  de  Vapores. 

Gborob  Sharps, 
Manager  of  the  Pacific  Steam  Navigation  Company. 
V'alfaraiso,  September  11,  1902, 


DIGEST  OF  HEASHTGS  ON  BAIIiWAY  BATES. 


547 


lo.  48. — Tariff  of  freights  under  through  bUla  of  lading  via  Panama  from  Chilean, 
'an,  Ecuadorian,  ana  Colombian  ports  to  Europe  {Liverpool,  London,  Havre, 
urg,  and  Bremen),  in  connection  mth  the  Royal  Mail  Steam  Packet  Company, 
urg-American  Line,  Compagnie  Generate  Transatlantique,  Frederick  Leyland  & 
900),  Harrison  Line,  Lavdoce  Navigazione  Italiana  a  Vapore,  Compania  Trans- 
ca  de  Barcelona  <S:  **  Cosulich**  Austro-American  Line. 

The  Pacific  Steam  Navigation  Company  and  Compania  Sud- Americana  de  Vapores.] 


Articles. 


From  Chilean 
and  Peru- 
vian ports. 


11a,  per  ton  weight  (see  below) 

lime,  per  ton  weight  (see  below) 

ton  weight  ( see  below ) 

I  bars  and  ingots,  per  ton  weight  (see  below) 

»ld)  and  brass,  per  ton  weight  (see  below) 

ed,  per  ton  weight  (see  below) 

ed  cake,  per  ton  weight  ^see  below) 

London,  Liverpool,  Havre,  Hamburg,  and  Bremen,  per  ton  weight  (see  below) . 

Antwerp,  Rotterdam,  and  Amsterdam,  per  ton  weight  (see  below) 

r  ton  weight  (see  below) 

igo,  per  ton  weight  (see  below', 

ves,  per  ton  weight  (see  below) 

1.  per  ton  weight  (see  below) 

value per  cent. . 

aerchandise,  per  ton  of  40  cubic  feet 

y,  per  ton  weight  (see  below) 

r,  per  ton  weight  (see  below) 

>ne8,  etc..  per  ton  weight  (see  below) 

er  ton  weight  (see  below) 

ton  of  40  cubic  feet 

er  ton  weight  (^ee  below) 

»ber.  per  tr)n  weight  (see  below) 

and  zinc,  in  bars,  per  ton  weight  (see  below)  over  £287  IDs.  per  ton  1  per  cent 


er  ton  weight  (see  below) 

I  bill  of  lading 

per  ton  weight  (see  below) 

er  ton  weight  (see  below) 

r  ton  weight  (see  below) 

sepand  goat,  per  ton  weight  (see  below) 

ilue percent. 

?  of  silver,  value,  per  cent,  or  £8  per  ton  weight  at  ship's  option | 

per  ton  weight  (see  below) j 

per  ton  weight  (see  below) 

ton  weight  (see  below) 

I  cotton,  per  ton  of  40  cubic  feet,  or  per  ton  weight,  whichever  is  found  more 
»le  to  ship: 

)  cubic  feet 

)n  weight 


5 
4 
5 
4 
4 
12 
5 
6 

2 
2 
2 
6 
3 
2 
4 


$.   d. 
0    0 


0    0 


6 
0 
0 
0 
0 
0 
0 

u 
li 

0    0 
0    0 


4  10    0 


15    0 
5    0    0 
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Table  No.  48. — Tariff  of  freights  under  through  bills  of  lading  via  Panama  from  Chilean^ 
Peruvian^  Ecuadorian,  and  Colombian  ports  to  Europe,  etc. — Continued. 


Bark,  per  ton  weight  (see  below) 

Copper,  In  bars  and  ingots,  per  ton  weight  (see  below}  , 

Cocoa  and  coffee  for  London,  Liverpool,  Havre,  Ilaraburg,  and  Bremen, 


per  ton  weight  (see  below) . 
■  *       rcna 


General  mercnandise,  per  ton  weight  (see  below)  , 
Hides,  drv,  per  ton  weight  fsee  belowK 
Horse  hair,  per  ton  weight  (see  below). 


Horns,  bones,  etc.,  per  ton  weight  (see  below) 

Hats,  per  ton  of  40  cubic  feet 

Ivory  nuts,  per  ton  weight  (see  below) 

India  rubber,  per  ton  weight  (see  below) 

Minimum  bill  of  lading 

Orchilla,  per  ton  weight  (see  below ) 

Plants,  per  ton  of  40  cubic  feet 

Sheep  and  goat  skins,  per  ton  weight  (see  below) 

Specie,  value per  cent. . 

Sulphides  of  silver,  value 

Tobacco,  per  ton  weight  (see  below) 

Wax,  per  ton  weight  (see  below) 


From 

Ecuadorian 

ports. 


£    8.  d. 

4    0    0 
a6    0    0 


From 

Colombian 

ports. 


£  M.  d. 

6    0  0 

o6    0  0 


oA    0 

10    0 
a5 
«6 

6 
a  12 

2 
ah 

2 

4 


a6    0 


o4 
a5 


0  I 

0  I 
0 

» 

n  \ 

0    0 
0    0 


04 
6 


0   0 

0   0 

0   0 

16    0   0 

a6    0   0 

a  12    0   0 

a2    5    0 

5 

2 

4    0   0 

a  12  10   0 

a6    0  0 

U 

li 

a5    0   0 

a6    0   0 


0   0 

2    0 


a  And  6  per  cent. 

Note.— The  ton  weight  is  calculated  at  2,240  pounds  for  United  Kingdom  ports,  and  1,000  kiloe  for 
continental  ports. 

Wharfage  at  Colon  to  be  paid  by  (consignees  at  the  rate  of  6d.  per  ton  on  shipments  for  British  and 
German  ports,  and  at  the  rate  of  1  franc  per  ton  for  French  and  all  Mediterranean  ports. 

For  cargo  shipped  at  intermediate  ports  with  transshipment  at  Callao  or  Valparaiso,  58.  per  ton 
extra  on  the  above  rates,  to  cover  the  expenses  incurred. 

Cargo  for  Pari.n,  £1  per  ton  extra  on  rates  as  per  this  tariff. 

Cargo  for  Antwerp,  Rotterdam,  and  Amsterdam,  10s.  per  ton  additional  to  be  charged  on  charge  for 
these  indirect  ports. 

Freight  on  plants  and  other  perishable  cargo  to  be  prepaid. 

Valparaiso,  March  1,  1904.  


Table  No.  49. — Tariff  of  special  rates  to  San  Francisco,  Cal.,from  points  as  imlicaJUd  bdov. 

Efective  August  iS6, 1903.    For  use  of  agents  only.    Supersedes  change  in  rate  slips  Not- 

BlSO,  145,  353,  354,  453,  483,  486,  500,  522,  523,  524,  525,  533,  540,  543,  547,  551, 580, 

584,  635,  636,  640,  642,  643,  652,  653,  662.     Subject  to  cancellation  on  ten  days^  notice. 

[Panama  Railroad  Company— Panama  Railroad  Steamship  Line.] 


For— 


American  Wire  and  Steel 
Co. 
Do 


Articles. 


Wire,  iron,  plain  or  barbed 

Wire,  insulated,  broom  and 
binding,  hay  and  shingle 
bands,  wire  springs,  cop- 
pered or  tinned,  wire  rojH.' 
and  cable  (no  piece  over 
4.000  pounds). 

Soap,  common  soap  powder, 
and  condensed  lye. 

General  merchandise 


Babbit,B.T 

Benjamin,  Geo.  P 

Blake,  Moffit  &  Towne J  Flat  paper  and  cardboard 

Bon estell^ Richardson  &  Co'  Book  paper,  N.  S.  C 

.  Cluett,  Peabody  d:  Co |  Collars,  cuffs,  and  shirts. . . 


Rate. 


From— 


C.  L.  45  cents  per  100    New  York. 

pounds. 
C.  L.  60  cente  per  100  Do. 

pounds. 


C.  L.  46  cents  per  100 

pounds. 
A.  Q.  C.  L.  rates 


Dinkelspeil,  L..  &  Sons. 
DollivcfikBro 


Dunham.  C/arrigan  d:  H.  Co 
Eastman  Kodak  Co 


Elkus-Brenner  Co.,  The  . . . 

Goldstone  Bros 

Holbrook  Merrill  &  S.  Co  . . 
Ide.Geo.P 


Lowenberg  &  Co 

Meyerstein  (k)..  The 

Roebling's,  J.  A.,  Sons'  Co. . 


Dry  goods 

General  merchandise. 


.do. 


Kodaks  and  photo  supplies. . . 


A.  Q.  76  cente  per  100 

pounds. 
A.  Q.  m  cento  per  100 

runds. 
cents  per  100 
pounds. 

40  per  cent  off  rail 

A.Q.C.L.rate 


.do. 


Do. 

New     York    and 
common  points" 
Do.e> 

Do.  a 

New  York. 

Do. 
New     York    ww 
common  pointi' 
Do.<i 


180  cents  per  100  j  New  York, 
pounds. 

Dry  goods I  40  per  cent  off  rail \ 

do ! do I 

Stamped  ware,  nested I  A.  Q.  C.  L.  rate ' 

Collars,  cuffs,  and  shirts 130  cents  per   100  ; 

I      pounds. 

Dry  goods •  40  j>er  cent  off  rail 

do I do 

Wire  (see  American  Wire  and     Same    as    American  | 
Steel  Co. ) .  Wire  and  Steel  Co. 


Do. 
Do. 
Do. 
Do. 

Do. 
Do. 
Do. 


u.    I 


«  Unless  otherwise  noted,  rates  applying  ttom  ^e\N  Xot^  wi^  ^^otsmvoTv  v^^'^^^^^'w^U.  be  subject  to 
ustukl  ateoiptlon  of  20  cents  per  100  pounds.  ^  MworvWoxv  A^  <i«OLMk\«t  V»  vjcsnft^ 
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'able  No.  50. — Rates  of  freight  under  through  bills  of  lading  from  San  Francisco  to  New 
York  pia  Panama  in  coyinection  with  Panama  Railroad  Company  and  Panama  RaUroad 
Steamship  Line. 

This  tariff  supersedes  all  previous  issues.    (Subject  to  chaure  without  notice. )    Pacific  Mail  Steam- 
ship Company.    Panama  route.    Freight  tariff  No.  60.] 

:;iass  rates,  subject  to  the  Western  classification,  in  cents  per  100  pounds,  United  States  gold  coin  or 

its  equivalent.] 


1.   ,   2. 

3. 

4. 

6. 

A. 

B. 

C. 

D. 

E. 

180  '        150 

1 

130  i   115 

105 

105 

85 

80 

80 

70 

Commodity  rates  to  New  York  will  be  those  of  transcontinental  freight  bureau  eaet- 
ound  tariff  No.  3-D,  effective  July  1,  1902,  and  supplements  thereto  or  subsequent 

«ue8  thereof,  less  the  following  discounts:  Carloads,  20  per  cent;  less  carloacb,  30 
•er  cent,  observing  minimum  of  40  cents  per  100  pounds. 
Special  exceptions  as  follows: 

Cents  per 
100  pounds. 

Lsphalt  (standard  **D") 40 

Jeans 66 

(eeswax 76 

(oneblack 40 

/anned  goods 66 

"ish,  in  barrels 60 

i'ruit,  dried,  in  cases,  strapped 66 

irlue 60 

trains:  Barley,  rice,  wheat 40 

f  rease 60 

lerbs,  including  cascara,  damiana,  sumac,  and  grape  root 76 

lides,  dry  (in  Sales) 70 

loney,  strained,  in  tin,  in  cases,  strapped 66 

lops,  in  compressed  bales 90 

unk,  including  bones  (bleached),  cattle  hair,  compressed  in  bales;  horns,  old 

rope,  rubber,  waste  in  compressed  bales;  scrap  leather,  old  metal 60 

/eatlier: 

Bellies,  collar,  heads,  latigo,  etc 60 

Buff,  finished  calf,  chamois,  etc 86 

jquors: 

Wine,  in  barrels 66 

Wine,  in  puncheons 66 

Brandy,  in  woo<l 60 

Wine  and  brandy,  in  tases,  strappeil 75 

iUuiber,  logs,  and  shingles: 

Cedar  logs 50 

Lumber  and  shingles 50 

Toa  and  other  hard  woods 60 

letals:  Antimony,  copper  matte,  rel.  to  value  of  $100  per  ton,  copper  cement, 

lead,  zinc  dross,  etc 40 

>il,  in  tin  ( boxed )  or  in  wood 50 

)re:  Chrome,  manganese,  or  antimony 46 

*ease '. 66 

Quicksilver 50 

tags 56 

eeds:  Alfalfa  and  mustard,  double  sacked 40 

hells,  sea,  in  sacks 60 

'allow 50 

V^ool,  in  grease,  compresses!  in  bales 65 

Through  rates  to  points  beyond  New  York  quoted  on  application. 
W^hen  *' class"  and  "commodity"  rates  conflict  the  lowest  will  govern. 
Minimum  bill  of  lading  to  New  York,  $3. 
San  Francisco,  December  16,  1902. 


550  DIGEST   OF   HEABINGS   ON   RAILWAY  KATES. 

Table  No.  51. — Rates  of  freiglU  under  through  bills  of  ladijig  from  San  Francisco  to 
Europe  tna  Panama^  in  connection  with  Panama  Railroad  Company  and  Atlantic 
steamship  lines  from  Colon  to  Barcelona^  Pauillac  (for  Bordeaux) y  CadiZf  Bremen, 
Genoa,  Hamburg,  Haired  Liverpool,  London,  Marseille,  iSantander,  Southampton,  and 
St,  Nazaire. 

[This  tariff  supersedes  all  previous  issues.    (Subject  to  change  without  notice.)    Pacific  Mail  Steam- 
ship Ck)mpany,  Panama  Line.    Freight  tariff  No.  40.] 

Rates  of  freight  on  general  merchandise  not  specified  under  caption  of  **  Special 
Rates,"  as  given  below,  will  be  taken  per  ton  of  2,240  pounds,  or  40  cubic  feet,  "car- 
rier's option,"  subject  to  **  Panama  route,"  European  classification,  viz: 


[In  shillings.] 



Class. 

D. 

1. 

2. 

3. 

4. 

Shillings,  per  ton 

100 

90 

75 

« 

60 

The  following  special  rates  will  apply  on  10-ton  lots  or  over,  shipped  under  one 
bill  of  lading.  Lc^  quantities  will  take  rates  20  per  cent  higher.  Toe  freight  on  a 
lot  of  less  than  10  tons,  however,  shall  not  exceed  that  for  l(Vton  lots. 

COMMODITIES. 

[In  shillings  per  ton  of  2,240  pounds.] 

Apricot  kernels 75 

Asphalt,  in  barrels 55 

Beans,  in  bags 60 

Beeswax 60 

Canned  goods 55 

Canned  salmon 50 

Fish,  in  barrels 60 

Fruit,  dried,  in  cases,  strapped 70 

Grains:  Barley,  wheat,  rye,  in  bags 50 

Herbs,  includmg  cascara,  damiana,  and  sumac 75 

Hides,  dry,  baled 80 

Honey,  straine<l,  in  tins,  in  cases,  strapped  ( freight  to  be  prepaid) 60 

Hops,  compresseil 110 

Horns 80 

Household  goo<l8  and  personal  effec^ts  per  40  cubic  feet,  or  2,240  pounds,  carrier's 

option  (freight  to  be  prepaid) 75 

Liquors: 

Brandy  and  whisky,  in  wood 70 

Brandy,  whisky,  and  wine,  in  strapped  cases 85 

Wine,  in  barrels  and  kegs 60 

Lumber  (30-foot  lengths  and  under),  per  1,000  feet  B.  M 100 

Logs,  cedar  or  toa,  and  other  hard  woods 60 

Metals:  Antimony,  copper  matte,    copper  cement,  black   copper,  lead,   lead 

dross,  etc 45 

Ore:  Low  grade,  base  bullion '. 40 

Pampas  plumes,  packed 160 

Peas,  in  oags 60 

Seeds:  Mustard  and  alfalfa,  in  double  bags 60 

Shells,  sea 70 

Tallow  or  grease 60 

Rates  on  other  commodities  or  to  other  ports  furnished  on  application.  Minimam 
charge  for  bill  of  lading,  20  shillings. 

Shipments  will  l>e  accepted  to  Amsterdam,  Antwerp,  and  Rotterdam  at  rate«  10 
shillings  per  ton  higher  than  those  above  given. 

San  Francisco,  December  15,  1902, 
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Fable  No.  52. — Rates  of  freight  under  through  bills  of  lading  from  Mexican  and  Central 
American  ports  to  Europe,  via  Panama,  in  connection  vnth  Panama  Railroad  Company 
and  Atlantic  steamship  lines. 

[This  tariff  supersedes  all  previous  issues.    Pacific  Mail  Steamship  Company,  Panama  Line.    Freight 

tariff  No.  80.] 

[In  United  States  gold  coin  or  its  equivalent.] 


Articles. 

How  taken. 

From  Central  Amer- 
ican ports. 

From  Mexican  ports. 

cvA^iA^    !  Ad  va- 
SPec*fi«^-    j   lorem. 

Specific 

Ad  va- 
lorem. 

Balsam 

Per  100  pounds 

do 

$1.80 

2.05 

.60 

.80 

Percent. 

$1.95 

2.25 

.60 

.90 

2.00 

Special. 
Special. 

Percent. 

Bark 

Cedar 

do 

Cigars 

Per  cubic  foot 

Per  100  pounds 

do 

........  . 

Cochineal 

1.75 

Special. 
Special. 

.65 

Coffee: 

Clean 

Shell 

do 

From  Puntarenas— 

Special,  clean 

do 

Special,  shell 

do 

.85 
.95 
.60 
.75 

i.ao 

1.05 

.95 

1.30 

Cotton,  in  bales,  compressed 

do 

1.05 
.60 
.85 
1.85 
1.05 
1.20 
1.80 
1.90 

Dyewoods 

do 

extract  of  dyewood 

do 

3um  arable 

do 

Hides 

do 

Soms 

do 

[ndia  rubber  a 

do 

[ndigo 

do 

1.75 

lewelry  and  silver  plate 

Ad  valorem 

11 

If 

Lead 

Per  100  pounds 

rPer  100  pounds  or  per 
\    cubic    foot,   ship's 
[    option. 

Per  100  pounds 

do 

.85 

.96 

1.40 
.70 

.50 
.65 
.65 
.65 
.65 

Merchandise,  not  otherwise  enu- 

1.25 
.62* 

.45 

merated. 





Oilcake 

^res: 

Value  $500  United  States  gold 
per  ton  or  less. 

Value  over  $500  and  not  ex- 
ceeding $1,000  per  ton. 

Value  over  $1,000  and  not  ex- 

.65 
.65 
.65 
.65 



Per  100  pounds  and 

ad  valorem. 
do 

1 

H 

1 
U 

J 
1 

ceeding  $2,000  per  ton.l» 
Value  over  $2,000  per  ton  b 

do 

?earl8 

Ad  valorem 

1* 

?earl  shells 

Per  100  pounds 

do 

.65 
2.35 
1.40 

.65 
2.35 
1.60 

Jarsaparilla 

)kinM  (deer  and  goat) 

....  do 

iilver  precipitates 

Ad  valorem 

U 

1* 

tole  leather 

Per  100  pounds 

Ad  valorem 

.95 

1.06 

Specie  and  bullion 

u 

1* 

(ngar 

Per  100  pounds 

do 

.50 
1.50 

.50 
3.80 

.60 
1.60 

.60 
3.60 

roBacco,  in  seroons  or  bales 

T^oods  (other  than  cedar) 

do 

Parcels 

Per  cubic  foot 

aShipDients  of  India  rubber  to  be  on  separate  bills  of  lading,  and  when  the  freight  at  tariff  rates 
imounts  to  less  than  the  minimum  charge  for  bill  of  lading,  the  actual  freight  at  the  tariff  rate  will 
)e  charged,  provided  the  shipper  has  other  goods  from  the  same  port,  on  the  same  steamer,  to  the 
ame  consignee,  sufficient  in  all  to  exceed  the  minimum  charge. 

f>  When  valued  at  $1,000  or  over  per  ton  to  be  shipped  on  treasure  bills  of  lading  as  ores  with 
leclared  value,  and  when  possible  to  be  stowed  in  treasure  tanks. 

Minimum  bill  of  lading,  $9.60.    IVlinimum  parcel  receipt,  $3.60. 

Values  ef  all  cargo  on  which  ad  valorem  charge  is  made  must  be  declared  in 
Jnited  States  gold  coin. 

Freight  on  perishable  goods  to  be  prepaid. 

Where  goods  are  consigned  to  ** Order,"  the  name  of  party  to  be  notified  must  be 
^ven  in  all  cases. 

No  explosives  or  combustible  cargo,  such  as  crude  petroleum,  nitroglycerin,  etc., 
vill  be  transported  by  this  line. 

San  Francisco,  November  8,  190iS, 
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Tablb  No.  53. — Special  rates  of  freight  from  San  Francisco  to  Mexican  and  Central 

American  ports. 

[Pacific  Mail  Steamship  Company,  Panama  line.    Special  rate  sheet  No.  4.] 

[Payable  in  United  States  gold  coin.    The  ton  weight  to  be  2,000  pounds  and  the  ton  measurement 

to  be  40  cubic  feet.] 


Articles. 


Mazatlan. 


San  Bias, 

Manza- 

nillo, 

Acapulco. 


Oco8,Cbam- 

perico.  San 

Joee  De  G. 

Acajulta^U 

Ubertad.U 

Union.  Ama- 

pala,Corinto. 

San  Juan  Del 

Sur,  Punta 

Arenas, 

Panama. 


Acid: 

Carboys  (on  deck),  weight  or  measure  S/0 

On  deck,  tanks,  weight  or  measure  S/0 

Beer  and  aerated  waters,  cases  or  barrels,  measure 

Boilers: 

Under  2,000  pounds,  weight  or  measure  S/0 

2,000  pounds  to  6,000  pounds,  weight  or  measure  S/0 

6,000  pounds  to  12,000  pounds,  weight  or  measure  S/0 

Bran,  weight 

Barley,  weight 

Beans  and  peas  (dried,  in  sacks),  weight 

Cattle  (installs),  each 

Com,  weight 

Cement,  weight 

Coal  (in  bags  in  lots  of  less  than  100  tons),  weight 

Doors,  sash,  and  blinds  (to  be  crated  or  boxed),  measure 

Flour  in  eau'.ks.  weight 

Firebrick,  weight 

Flooring, surfaced  boards  and  moldings  (to  be  crated),  measure. 

Horses  (installs},  each 

Hay,  compressed.  18  pounds  per  cubic  foot,  weight 


Iron: 

Bar.  rod,  hoop,  corrugated,  and  pipe  in  bundles,  weight I 

Nails  rivets,  bolts,  cases  or  kegs,  weight | 

Jewelry,  value per  cent. . 

Laths,  per  1.000 1 

Lumber:  ■ 

NotexceedingSby  8or6by  lObySO,  perl.OOO 1 

Exceeding  above  dimensions , 

Machinery,  weight  or  measure  8/0 ' 

Malt,  measure j 

Oats,  weight ! 

Oil  (coal,  on  deck),  measure j 

Opium,  value per  cent. . ' 

Potatoes,  weight i 

Powder,  black,  weight 

Rice,  weight I 

Sheep  (live),  each , 

Safes,  weight  or  measure  S/O I 

Salt,  weight i 

Shingles,  perl.OOO ! 

Silk  goods,  measure i 

ShooKN.  measure I 

Treasure,  value per  cent . .  j 

Window  and  door  frames,  measure I 


$15.00 
7.60 
5.00 

5.00 
7.60 

12.00 
7.60 
5.00 
5.00 

30.00 
5.00 
5.00  ! 
4.00  i 
5.00 
5.00 
5.00 
4.50 

40.00 

10.00 

5.00 

5.00 

U 

2.00 

8.00 


5.00 
7.50 
5.00 
U 
6.00 
30.00 
5.00 
4.00 


Wine  ^California,  in  cases  and  barrels),  measure 
Wire  (barbed) ,  measure 


Wheat,  weight. 

General  merchandise,  N.  O.  S.,  weight  or  measure  S/O. 


I 


5.00 
1.50 
12.00 
4.00 
1 
5.00 
5.00 
6.00 
5.00 
5.00 


$15.00 
10.00 
6.00 

6.00 
9.00 

15.00 
9.00 
7.00 
6.00 

40.00 
6.00 
6.00 
5.00 
6.00 
6.00 
6.00 
5.50 

60.00 

12.00 

7.00 

6.00 

U 

2.60 

10.00 

(«) 

6.00 
9.00 
7.00 
U 
6.00 
30.00 
6.00 
4.00 

6.00 
1.75 
15.00 
5.00 
1 
6.00 
6.00 
6.00 
6.00 
6.00 


$15.00 
15.00 
7.00 

8.00 
12.00 
20.00 
12.00 

laoo 

7.00 
60.00 
7.00 
7.00 
6.00 
8.00 
6.00 

1:8 

6a  00 

16.00 

9.00 
8.00 

u 

8.00 
12,00 


8.00 

12.00 

10.00 

U 

S.00 
80.00 

8.00 

6.00 


7.00 
.  100 
20.00 
6.00 
I 
8.00 
8.00 
7.00 
7.00 
8.00 


a  Special  agreement. 


b  Same  as  boilers. 


Minimum  bill  of  lading  to  Mazatlan,  $2.  To  San  Bias,  Manzanillo,  and  Acapulco, 
$2.50.     To  port8  south  of  Acapulco,  $3. 

This  special  rate  sheet  does  not  apply  to  articles  of  unusual  bulk  or  weight,  which 
are  taken  onlv  by  special  agreement.  Live  stock  taken  bv  written  contract  only, 
forms  of  whicfi  can  ue  obtained  at  the  company's  office,  ftreight  on  all  live  stock 
and  perishable  articles  must  be  prepaid;  also  all  freight  on  cargo  to  all  ports  except 
Mazatlan  and  Panama. 

Where  goods  are  consigneii  to  order,  the  name  of  party  to  be  notified  most  be 
givcD  in  an  cases. 

No  exploeives  or  combustible  cargo,  wxcYi  «a  v^XxoVevim,  mlTo^lyoerin.  adda,  etc, 
will  be  fnmsported  by  this  line.    Launchea,  \>08i.\a,  «X^.,  Va^««i  ^\.«v«2««l  T%x«&u\oa 
MppUctktion. 
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Parcel  tariffs  San  Francmo  to  CerUral  American  and  Mexican  ports. 

ackage:  R^te. 

1  pound  or  less $1. 50 

Over  1  pound  to  2  pounds 1.50 

Over  2  pounds  to  3  pounds 1. 50 

Over  3  pounds  to  4  pounds 1.50 

Over  4  pounds  to  5  pounds 1. 50 

Over  5  pounds  to  7  pounds 1.50 

Over  7  pounds  to  10  pounds 1. 50 

Over  10  pounds  to  15  pounds 2. 00 

Over  15  pounds  to  20  pounds 2.00 

Over  20  pounds  to  25  pounds 3. 00 

Over  25  pounds  to  30  pounds •.  3.00 

Over  30  pounds  to  35  pounds 4. 00 

Over  35  pounds  to  40  pounds 4. 00 

Over  40  pounds  to  45  pounds 5. 00 

Over  45  pounds  to  50  pounds 5. 00 

Exceeding  50  pounds per  pound. .  .  10 

ADDITIONAL  CHABOE   FOR  VALUE. 

Chaige. 

"rom  $51  to  $75 $1.00 

"rom  $76  to  $100 2.00 

Vom$101  to  $200 3.00 

'rom$201  to  $300 4.00 

'rem  $301  to  $400 5.00 

rom  $401  to  $500 6.00 

Vom  $501  to  $600 7.00 

rom  $601  to  $700 , 8.00 

'rom  $701  to  $800 9.00 

rom  $801  to  $900 10.00 

Vom$901  to  $1,000 10.00 

>ver  $1,000 percent..  1 

Alexander  Center, 
\  General  Agent,  San  Francisco, 

San  Francisco,  November  i,  1902,         \ 


'able  No.  54. — Rates  of  freight  under  through  bills  of  lading  from  Mexican  and  Central 
Americdn  ports  to  New  York,  via  Panama,  in  connection  with  Panama  Railroad  Com- 
pany and  Panama  Railroad  Steamship  Line. 

Effective  August  16, 1908.  (This  tariff  snperMMies  all  previous  tariffs  and  supplements,  and  is  subject 
to  change  without  notice.)  Pacific  Mail  Steamship  Company.  Panama  Line.  Freight  tariff 
No.  23.] 

[Payable  in  United  States  gold  coin.    Pounds,  when  mentioned  in  tariff,  are  English.] 


Articles. 

How  taken. 

Punta 

Arenas, 

San  Juan, 

Corinto. 

Amapala, 

Ocos, 
and  ports 
between. 

From 

Mexican 

ports. 

Spe-     Ad  va- 
ciHc.     lorem. 

Spe- 
cific. 

Ad  va- 
lorem. 

Spe-     Ad  va- 
cinc.     lorem. 

alsam 

Per  100  pounds 

do 

1  Per  ct. 

f2.00   

2.40   

1.15  1 

2.00    

1.80    

/      .76    

\    a.70    

.60 

•      Perct. 

$2.00   

2.60  j 

1.25; 

2.00  j 

1.40   

.75   

".70   

S3. 00 
2.80 

Perct. 

ark 

igars 

Per  cubic  foot 

Per  100  pounds 

do 

1.80 

ochineal 

2.26  1 

1.60  1 

off ee 

do 

.75   

offee  (special  from  Punta 
Arenas)  .a 

otton,  in  bales,  compressed, 
yewoods 

do             

a.  70 



do 

do 

.871 

.50' 

1.00    

1.60   

1.00  I 

.87* 

.50 

1.00 

.87* 

.60 

1.26 

inger 

do 

idea  (dry),  folded,  loose,  or 

in  bales. 

:oms j 

do 

do 

1    i.ao 

v:z 

Vl\;:.::... 

a  Changes  since  tariff  pubUahed. 


652 


DIGEST  OF  HEABING6   ON   RAILWAY  BATES. 


Tablb  No.  bS,— Special  rates  of  freight  from  San  Francisco  to  Mejncan  and  Central 

American  ports, 

[Pacific  Mail  Steamship  Company,  Panama  line.    Special  rate  sheet  No.  4.] 

[Payable  in  United  States  gold  coin.    The  ton  weight  to  be  2,000  pounds  and  the  ton  measurement 

to  be  40  cubic  feet.] 


Articles. 


Mazatlan. 


San  Bias, 

Mansa- 

nillo. 

Acapuloo. 


Ocos,  Cham- 

perioo.  Su 

Joae  DeO, 

Acajulta.  U 

Ubertad,U 

Union,  Ama- 

pala,OoiJnto. 

San  Juan  Del 

Sur,  Pnnta 

Arenas. 

Panama. 


Acid: 

Carboys  (on  deck),  weight  or  measure  S/0 

On  deck,  tanks,  weight  or  measure  S/0 

Beer  and  aerated  waters,  cases  or  barrels,  measure 

Boilers: 

Under  2,000  pounds,  weight  or  measure  S/0 

2,000  pounds  to  6,000  pounds,  weight  or  measure  S/0 

6,000  pounds  to  12,000  pounds,  weight  or  measure  S/0 

Bran,  weight 

Barley,  weight 

Beans  and  peas  (dried,  in  sacks) ,  weight 

Cattle  (in  stalls),  each 

Com,  weight 

Cement,  weight 

Coal  (in  bags  in  lots  of  less  than  100  tons),  weight 

Doors,  sash,  and  blinds  (to  be  crated  or  boxed),  measure 

Flour  in  sacks,  weight 

Firebrick,  weight 

Flooring,  surfaced  boards  and  moldings  (to  be  crated),  measure. 

Horses  (installs),  each 

Hay.  compressed.  18  pounds  per  cubic  foot,  weight 

Iron: 

Bar.  rod,  hoop,  corrugated,  and  pipe  in  bundles,  weight 

Nails  rivets,  bolts,  cases  or  kegs,  weight 

Jewelry,  value per  cent. . 

Laths,  per  1,000 

Lumber: 

Not  exceeding  8  by  8  or  6  by  10  by  80,  per  1,000 

Exceeding  above  dimensions , 

Machinery,  weight  or  measure  S/0 ' 


$15.00 
7.50 
5.00 

5.00 
7.50 

12,00 
7.60  1 
5.00  I 
5.00  ! 

30.00  I 
5.00  ' 
5.00  I 
4.00  I 
5.00 
5.00 
5.00 
4.50 

40.00 

10.00 

5.00 

5.00 

U 

2.00 

8.00 


Malt,  measure 

Oats,  weight 

Oil  (coal,  on  deck),  measure 

Opium,  value per  cent. 

Potatoes,  weight 

Powder,  black,  weight 

Rice,  weight 

Sheep  ( li  ve ) ,  each 

Safes,  weight  or  measure  8/0 

Sal t,  weight i 

Shingles,  per  1.000 

Silk  goods,  measure I 

ShooKs,  measure 

Treasure,  value per  cent. . I 

Window  and  door  frames,  measure 


5.00 
7.50 
5.00 
U 
6.00 
30.00 
5.00 
4.00 


Wine  (California,  in  cases  and  barrels),  measure 
Wire  (barbed) ,  measure 


Wheat,  weight. 

General  merchandise,  N.  O.  S.,  weight  or  measure  S/0. 


5.00 
1.50 
12.00 
4.00 
1 
5.00 
5.00 
5.00 
5.00 
5.00 


$15.00 
10.00 
6.00 

6.00 
9.00 

15.00 
9.00 
7.00 
6.00 

40.00 
6.00 
6.00 
5.00 
6.00 
6.00 
6.00 
5.50 

60.00 

12.00 

7.00 

6.00 

U 

2.50 

10.00 

(o) 

6.00 

9.00 

7.00 

li 

6.00 

30.00 

6.00 

4.00 

(«») 

6.00 

1.75 

15.00 

5.00 

1 

6.00 

6.00 

6.00 

6.00 

6.00 


$15.00 
l&OO 
7.00 

8.00 
12.00 
2a  00 
12.00 

laoo 

7.00 
60.00 
7.00 
7.00 
6.00 
8.00 
6.00 

^S 

6a  00 

16.00 

9.00 

8.00 

II 

8.00 

12.00 


8.00 

12.00 

10.00 

U 

8.00 

ao.00 

8.00 
5.00 


7.00 
•  2.00 
20.00 
6.00 
1 
8.00 
8.00 
7.00 
7.00 
8.00 


a  Special  agreement. 


b  Same  as  boilers. 


Minimam  bill  of  ladinc;  to  Mazatlan,  9^2.  To  San  Bias,  Manzanillo,  and^Acapulco, 
$2.50.     To  ports  pouth  of  Acapuloo,  $3. 

This  special  rate  sheet  does  not  apply  to  articles  of  unusual  bulk  or  weight,  which 
are  taken  only  by  special  agreement.  Live  stock  taken  by  written  contract  only, 
forms  of  which  can  be  obtained  at  the  company's  office.  Freight  on  all  live  stock 
and  perishable  articles  must  be  prepaid;  also  all  freight  on  cargo  to  all  ports  except 
Mazatlan  and  Panama. 

Where  goods  are  consigned  to  order,  the  name  of  party  to  be  notified  must  be 
^ven  in  all  cases. 

No  explosiveB  or  combustible  cargo,  sacYv  as  ipelxoV^wm,  wittogjycerin.  adds,  etc., 
will  be  transported  by  this  line,    launches,  \)o&\&,  ^\c.,  \a>^«ii  ^\.%\«dA  T%XKAM^aQ 
applicatioD. 
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558 


Parcel  tariffs  San  Francisco  to  Central  American  and  Mexican  porta, 

^ackage:  Rate. 

1  pound  or  less $1. 50 

Over  1  pound  to  2  pounds 1.50 

Over  2  pounds  to  3  pounds 1. 50 

Over  3  pounds  to  4  pounds 1.50 

Over  4  pounds  to  5  pounds 1.50 

Over  5  pounds  to  7  pounds 1. 50 

Over  7  pounds  to  10  pounds 1. 50 

Over  10  pounds  to  15  pounds 2. 00 

Over  15  pounds  to  20  pounds 2.00 

Over  20  pounds  to  25  pounds 3.00 

Over  25  pounds  to  30  pounds •.  3. 00 

Over  30  pounds  to  35  pounds 4. 00 

Over  35  pounds  to  40  pounds 4. 00 

Over  40  pounds  to  45  pounds 5. 00 

Over  45  pounds  to  50  pounds 5. 00 

Exceeding  50  pounds per  pound. .  .  10 

ADDITIONAL  CHARGE   FOR  VALUB. 

Chaige. 

?rom  $51  to  $75 $1.00 

?rom  $76  to  $100 2.00 

?rom$101  to  $200 3.00 

?rom$201  to  $300 4.00 

P'rom$30l  to  $400 5.00 

From  $401  to  $500 6.00 

From  $501  to  $600 7.00 

From  $601  to  $700 8.00 

?rom$701  to  $800 9.00 

?rom$801  to  $900 10.00 

PVom$901  to  $1,000 10.00 

)ver  $1,000 percent..  1 

Alexander  Center, 
X  General  Agent,  San  Francisco, 

San  Francisco,  November  i,  190^.        \ 


Cable  Xo.  54. — Rates  of  freight  under  through  bills  of  lading  from  Mexican  and  Central 
Americdn  ports  to  New  York,  via  Panama,  in  connection  with  Panama  Railroad  Com- 
pany and  Panama  Railroad  Steamship  Live. 

"Effective  August  15, 1908.    (This  tariff  supersedes  all  previous  tariffs  and  supplements,  and  is  subject 
'  to  change  without  notice.)    Tacific  Mail   Steamsnip  Company.    Panama  Line.    Freight  tariff 
No.  23.] 

[Payable  in  United  States  gold  coin.    Pounds,  when  mentioned  in  tariff,  are  Engliih.] 


Articles. 


Balsam  — 

Bark 

IMgars 

[kxshineal . 
3ocoa 

:k)ffee 


!X>ffee  (special  from  Punta 

Arenas)  .a 
Cotton,  in  bales,  compressed. 

Orewoods 

dinger 

3ide8  (dry),  folded,  loo^e,  or 

in  bales. 
3onui 


How  taken. 


Per  100  pounds . 

do 

Per  cubic  foot . . 
Per  100  pounds . 
do 


.do. 
.do. 

.do. 
.do. 
.do. 
.do. 

•do. 


Punta 

Arenas, 

San  Juan 

Corinto. 


From 

Mexican 

ports. 


a  Changes  since  tarifl  pubUshed. 
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Table  No.  54. — Rates  of  freight  under  through  bills  of  lading  from  Mexican  and  Central 
American  ports  to  New  YbrJb,  etc. — Continued. 


Articles. 


How  taken. 


Punta 

Arenas, 

San  Juan, 

Corinto. 


Spe- 
cific. 


Ad  va- 
lorem. 


Amapala, 

Ocoa, 
and  ports 
between. 


Spe- 
cific. 


Ad  va- 
lorem. 


From 

Mexican 

porta. 


Spe- 
cmc. 


Ad  va- 
lorem. 


India  rubbera 

Indigo 

Jewelry  and  silver  plate 

Merchandise,  not  otherwise 
specified. 


Orchilla 

Ores,  concentrates,  and  pre- 
cipitates (gold  value  to  be 
d^ared  on  bill  of  lading) : 
Value    not    exceeding 
$500  per  ton  of  2,000 
pounds. 
Value  over  $500  and  not 
exceeding  $1,000  per 
ton  of  2,000  pounds. 
Value  over  fl.OOO  and 
not  exceeding  $2,000 
per  ton  of  2,000  pounds.b 
Value  over  $2,000  and 
not  exceeding  $8,000 
per  ton  of  2,000  pound8.b 
Value  over  $8,000  and 
not  exceeding  $12,000 
per  ton  of  2,000  pounds.b 
Value  over  $12,000  per 
ton  of  2,000  pounds.  0 

Pearls 

Pearl  shells 

Plants   (at  shippers'    risk, 

freight  to  be  prepaid). 
Ramie  and  other  plant  fibers. 

Sarsaparilla 

Skins,  alligator 

Skins,  deer  and  goat 

Specie  and  bullion 

Sugar 

Tobacco,  in  seroons  or  bales. 
Wood,  in  logs: 

Cedar  pieces  not  exceed - 
ing  2  tons  weight. 

Cedar  pieces  over  2  tons 
and  not  exceeding  4 
tons. 

Cedar  pieces  over  4  tons 
and  not  exceeding  6 
tons. 

Othef  woods  (not  dye- 
woods)  not  exceeding 
2  tons  weight. 

Other  woods,  pieces  over 
2  tons  and  not  exceed- 
ing 4  tons. 

Other  woods,  pieces  over 
4  tons  and  not  exceed-  i 
ing  6  tons. 
Parcels  not    exceeding    2  i 
cubic  feet. 


Per  100  pounds 

do 

Ad  valorem 

Per  40  cubic  feet,  or 

2,000  pounds,  ship's 

option. 
Per  100  pounds 


$1.50 
2.00 


.do. 


Per  100  pounds  and 
ad  valorem. 


.do. 


do 

Ad  valorem  . 


30.00 
2.60 

.65 
.65 
.65 
.65 


Perd. 

ii 


$1.50 
2.00 


Ptrct. 


85.00 
2.60 

.65  1 


$1.50 
2.50 


.65  1 


.65! 


.65  i 


.do. 


.....do 

Per  100  pounds . 
Per  cubic  foot.. 

....do 

Per  100  pounds . 

do.rr. 

do 

Ad  valorem 

Per  100  pounds . 

....do 


.75 


.40 
2.50 
1.50 
2.00 


.75!. 


I 

I 

uj. 


40.00 
2.70 

.65 
.65 
.66 
.65 


IVrcr. 

ii 


do ,. 

....do 

do 

do 

do 

do 

Each 


I      .50 

\    C.43 

1.75 

.70 

1.05 

1.40 

.50 

.75 

1.00 

3.00 


.40  I. 
2.60  ,. 
l.fiO  I. 
2.00  |. 

;! 


u 


.76 
.69 

.45 
2.70 
1.60 
2.25 


I 
\ 

u 

u 

u 
u 


50! 60 

<'.43  I I      «.4S 

...:      2.00 


1.75  I 
.70  j 
I      1.05! 


1.40  ' 


.50 


.76  '. 

1.00 ;. 

8.00  ,. 


.i        .70 

.'      1.05 

I 

.!      1.40 

.1        .60 
i 

.90 

1.20 

.       3.00 


a  Shipments  of  India  rubber  to  be  on  separate  bills  of  lading,  and  when  the  freight  at  tariff  rat« 
amounts  to  less  than  the  minimum  charge  for  the  bill  of  lading,  the  actual  freight  at  the  tariff  nte 
will  »>e  charged,  provided  the  shipper  has  other  goodH  from  the  same  port  on  the  same  steamer  to  tbe 
same  connignee  sufficient  in  all  to  exceed  the  minimum  charge. 

b  When  valued  at  $1,000  or  over  per  ton,  to  be  shipped  on  treasure  bills  of  lading  with  declared 
value,  and  when  possible  to  be  stowed  in  treasure  tanks. 

•  Changes  since  tariff  published. 

Minimum  bill  of  lading  $6.     Freight  on  perishable  goods  to  be  prepaid. 
Values  of  all  cargo  on  whi(;h  ad  valorem  charge  is  made  must  oe  declared  in 
United  States  gold  coin. 

Where  ^ods  are  consigned  to  ** Order,"  the  name  of  party  to  be  notified  must  be 
given  in  tSl  cases. 

No  explosives  or  combustible  cargp,  aucYi  ae  crwd^  '^XxoXevim,  TsiVxQi^^<:»c\TL,«^^ 
will  be  ttansported  by  this  line. 
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Table  No.  55. — Rat€8  offreiglU  from  Panama  and  Central  American  and  Mexican  ports 

to  San  Francisco. 

f  Effective  August  15, 1908.  (This  tariff  supersedes  all  previous  tariffs  and  supplements,  and  is  subject 
to  change  without  notice.)  Pacific  Mail  Steamship  Ck)mpany.  Panama  Line.  Freight  tariff 
No.  53.]  K  F-  -*o 

[Payable  in  United  States  gold  coin.    Pounds,  when  mentioned  in  tariff,  are  English.] 


Articles. 


Panama  and 

Central 

American 

ports. 


Mexican  ports. 


Ports  south  of 
Acapulco. 


Beans,  dried,  in  sacks,  per  100 pounds 

Cigars,  per  cubic  foot 

Cocoa,  per  100  pounds 

Coffee,  per  100  pounds 

Fish,aned,in  sacks,  per  100 pounds. 
Fruits  and  vegetables,  green,  per 

cubic  foot 

Hides  and  pelts: 

Green,  per  100  pounds 

Dry,  loose,  per  100  pounds 

Dry,  bundles,  per  100  pounds . . 
erlOO 


India  rubber,  per  100  pounds 

Indigo,  per  100  pounds i 

Jewelry  and  silver  plate  

Leather  (sole,  in  bundles),  per  100  . 

pounds I 

Merchandise,  not  otherwise  speci-  , 
fled,  per  40  cubic  feet,  or  2,000  , 

pounds,  ship's  option ' 

Oil  cake,  per  100  pounds 

Ores,  concentrates,  and  precipitates 
(gold  value  to  be  declared  on  bill  ; 
of  lading): 
Value  not  exceeding  $100  per 
2.000  pounds,  per  lUO  pounds  . . 
Value  over  $100  and  not  exceed- 
ing 1200  per  2,000  pounds,  per 

100  pounds 

Value  over  S200  and  not  exceed- 
ing $500  per  2,000  pounds.  ^  er 

100  pounds I 

Value  over  $500  and  not  exceed- 
ing $l,000per  2,000  pounds,  per 

100  pounds 

Value    over    $1,000    and    not 
exceeding    $2,000   per   2,000 

pounds,  per  100  potindsu 

Value    over    $2,000    per   2,000 

pounds,  per  lOOpoundsa 1 

Peas,  dried,  in  sacks,  per  100  pounds. 

Salt,  in  bags,  per  100  pounds 

Shells,  pearl  and  others,  per  100  | 

pounds 

Shrimps,  dried,  in  sacks,  per  100  , 

pounds ! 

Skins: 

Alligator    and    boar,   per  100 

pounds 

Deer  and  goat,  dry.  in  bundles, 

per  100  pounds 

Specie  and  bullion  (gold  value  to 
be  declared  on  bill  of  lading): 

Value  under  $1,000 

Value  $1,000  and  under  $10,000. . 
Value  $10,000  and  under  $40,000. 

Value  $40,000  or  over 

Su^r,  raw,  in  bags,  per  100  pounds. 
Tobacco: 

In  bales,  per  100  pounds 

In  cases,  per  cubic  foot 

Wood,  in  logs: 

Cedar,  per  cubic  foot 

Lignum-vitae,  per  100  pounds  . . . 
Other  woods,  per  100  pounds  . . . 


Specific. 


$0.50 
.25 
.40 
.40 
.30 

.20 

.50 

.75 

1.00 

1.50 

1.50 


10.00 


Ad  va- 
lorem. 
Perct. 


.32* 
.37* 
.50 
.75 

.75 

.75 
.50 
.25 

.30 

.80 

.50 
1.00 


1.00 
.25 

.10 
.20 
.25 


U 


Specific. 


$0.50 
.25 
.50 
.50 


.25 

.50 

.75 

1.00 

L50 

1.50 


Ad  va- 
lorem. 
Perct. 


10.00  I 


.S24|. 

.37*|. 
.50  I. 

.75!. 

i 
.75 1 

.76 

.50  I. 
.25  ]. 

.30  ,. 

.30  I. 

.50  I. 
1.00  1. 


.25  1. 

1.00  I. 
.25  I. 

.121. 

.25  I. 
.30   . 


U 


Specific. 


$0.37* 
.25 
.40 
.40 
.30 

.20 

.874 

.60 

.75 

1.00 

1.50 


Acapulco, 

Manzanillo, 

San  Bias. 


8.00 
.30 


.2U 
.25 
.37* 
.50 

.50 

..50 
.37* 
.25 

.30 

.30 

.50 
LOO 


.25 

.75 
.20 

.10 
.20 
.25 


AdVOr 

lorem. 
Perct. 


Specific. 


$0.26 
.26 
.87* 
.87* 
.80 

.16 

.87* 

.60 

.76 

LOO 

L50 


Mazatlan. 


.60 


6.00 
.80 


.21* 
.26 
.87* 
.50 

.60 

.60 
.26 
.15 

.30 

.80 

.50 
.76 


.26 


.50 
.15 


.10 
.20 


Advor 
lorem. 
PercL 


1* 


a  To  be  declared  on  treasure  bills  of  lading  as  ores,  concenXrale*  01  vTw\v\X».\.ea,wcA,^^«svV**8^^^ 
to  be  stowed  in  treasure  tanks.  > 
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No  bill  of  lading  from  ports  south  of  Acapulco  signed  for  less  than  $2.50;  from 
Acapalco  and  ports  north  thereof,  $2. 

Freight  on  perishable  goods  to  be  prepaid. 

Values  of  all  cargo  on  which  ad  valorem  charge  is  made  must  be  declared  in  United 
States  gold  coin. 

Where  goods  are  consigned  to  "  order,'*  the  name  of  party  to  be  notified  must  be 
given  in  all  cases. 

No  explosives  or  combustible  cargo,  such  as  crude  petroleum,  nitroglycerin,  etc. , 
will  be  transported  by  this  line. 

Pared  tariffs  Panama  and  Central  American  and  Mexican  ports  to  San  FrancUro. 

Rate. 

Package  of  10  pounds  or  lees |1. 50 

Package  over  10  pounds  to  20  pounds 2. 00 

Package  over  20  pounds  to  30  pounds 3. 00 

Package  over  30  pounds  to  40  pounds 4. 00 

Package  over  40  pounds  to  60  pounds 5. 00 

Pack^e  exceeding  50  pounds per  pound . .       .10 

ADDITIONAL  CHARGE  FOR   VALUE. 

Valued  atr-  chanfe. 

From  $51  to  $75 $1.00 

From  $76  to  $100 2.00 

From  $101  to  $200 3.00 

From  $201  to  $300 4.00 

From  $301  to  $400 5.00 

From  $401  to  $500 6.00 

From  $501  to  $600 7.00 

From  $601  to  $700 8.00 

From  $701  to  $800 9.00 

From  $801  to  $1,000 10.00 

Over  $1,000 percent..         1 

San  Francisco,  Jidy  15^  190S, 


Table  No.  56. — Rates  of  freight  from  Liverpool  to  South  Pacific  ports  ria  Colon- Pattama. 
[Frederick  Leyland  &  Co.  (1900),  Limited.] 

These  rates  apply  only  to  packages  and  pieces  not  exceeding  2  tons  weight,  and  are 
payable  in  exchange  for  bills  of  lading. 

Through  bills  of  lading  issued  and  through  rates  of  froight  quoted  from  most  towns 
in  the  United  Kingdom  and  European  ports. 

The  through  rates  of  freight,  etc.,  anci  classification  of  goods  are  subject  to  revision 
without  notice.     Cargo  taken  by  special  agreement  only. 

Bills  of  lading,  showing  the  conaitions  on  which  goods  are  carried  by  the  Leyland 
Line  and  its  connections,  can  be  obtained  only  from  the  printers  (James  Mawdsley 
&  Son),  32  Castle  street,  Liverpool,  or  from  tlie  agents  of  the  line. 

Three  plain  copies  of  bill  of  lading  required  for  all  Pacific  ports  except  Ecuador,  for 
which  four  are  nec^essary. 

All  goods  (except  Cla.s8  D  and  those  paying  freight  ad  valorem)  of  £200  and  upwanl 
in  value  per  freight  ton  will  be  charged  as  valuable. 

Heavy  lifts:  Pieces  and  packages  weighing  over  2  tons  will  be  charged  the  follow- 
ing rates,  in  shillings,  in  addition: 


Tons. 

Measure- 
ment 
goods. 

2to3  ... 

10 
15 
20 
25 

8  to4 

4to6 

5to6 

gooSs.     I                      Tons.                      I  ment    ,  ^^ 

is'ieto? I          30  I  » 

25|'7to8 1             86  ^ 

30!|8to9 1             40  I  70 

45|'9tol0 45'  75 

II  I 
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Dangerous  goods  in  packages  not  exceeding  10  kilos  weight  when  shipped  with 
other  goods  may  he  accepted  at  one-half  the  minimum  charge,  but  no  bill  of  lading 
containing  dangerous  goods  will  be  signed  for  less  than  63  shillings.  Packages  (3 
goods  in  Class  D  must  not  exceed  112  pounds  each. 

Goods  Class  D  D  pay  200  shillings  x>er  ton  to  all  ports. 

[Values  giyen  in  shillings  and  pence.] 


I  Per  freight  Con  of  40  i  ubiq  feet,  or  2,24i0 
pouudv  sr^jm  weight  or  per  cent  nd  valo- 
rem (fteamcr'n  option). 


Mtntmtims, 


Mftjof  port*. 


BuenBvtintura  U^  I   .mj. 

TnmACO, P^  I   ^^ 

£«uera1dBj4. 

Brthlii 

MantA 

Puerto  Bolivar 
Guayaq^iil.... 

Pa1f*„ 

Eton 

Salaverry..,,. 

Piflto 

MuJJondo,..., 

Ilo 

Arkii  *,.,..... 

Plsfllfua 

Iifulque  ,..,„ 
TcMNmUla..... 

Tttltal 

Caldew. ,...,, 

Ciiquimbo 

Vftfpiimlwi  ... 


Additional 
ch&rges. 


»  Cla«8  special:  Puertos  Menores:  The  goods  under  this  class  arc  as  follows:  Bricks,  cement,  coal, 
colce.  iron  and  steel  bars,  hoopa.  plates,  sheets  (including  galvanized),  pig,  rails,  fish  plates,  axles 
and  wheels,  lead  (in  pigs),  salt  (in  bags),  soda  (ash,  caustic,  nyposulphate,  and  silicate). 

^  Eight  shillings  per  cent  ad  valorem,  minimum  2  shillings. 

Puertos  Menores:  Goods  may  also  be  accepted  on  through  bills  of  lading  to  the 
minor  ports  at  rates  of  freight  to  be  charged  to  the  nearest  major  port  and  subject  to 

the  following  clause:  **G<XKis  to  be  cleared  at by  Messrs. and 

local  freight  and  expenses  to  destination  to  be  paid  at  this  port." 

Frederick  Leyland  &  Co.  (1900)  (Limited), 

^  James  Street ^  LiverpooL 
(Tariffs  of  other  English  lines  to  Colon  practically  the  same.) 
Liverpool,  Xoveynber  i,  1904. 

[Translation.] 

[Issue  No.  20.  January,  1905.  Herewith  all  former  issues  are  annulled.  Hamburg- America  Line. 
The  West  Indies-Mexico- Panama  route.  Via  Colon  and  Panama,  in  connection  with  the  Panama 
Railroad  Company,  the  Pacific  Mail  Steanu^hip  Company,  the  Pacific  Steam  Navigation  Company, 
La  Compafiia  Sud-Amcricana  de  Vapores.  and  other  lines.] 
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Freight  rates  for  goods  shipped  from  Hamburg^  Bremen^  and  Antwerp  to  South  American 

ports. 

Every  freightac^  is  to  be  paid  on  delivery  of  the  invoices,  without  any  reimburee- 
ment,  not  even  if  the  ship  or  the  goods  should  be  lost. 

Every  parcel  must  be  packed  safely,  and  is  to  be  furnished  with  a  clearly  visible 
mark,  as  well  as  with  a  number  and  the  full  name  of  the  port  for  which  it  is  designed. 

"C.  O.  D."  (cash  on  delivery)  is  not  allowed. 

For  invoices,  the  formula  issued  by  our  company  is  to  be  used  only. 

Ck)mbustibies,  explosive  goods,  and  other  goods  dangerous  to  the  ship  or  its  car^, 
as  well  as  rails,  weapon  or  war  material,  and  packs  of  more  than  2,000  kilos  require 
a  soecial  agreement. 

Freight  rates  for  shipment  from  Grimsby  and  Havre,  according  to  special  tariffs 
of  the  agents  of  those  places. 

An  extra  rate  of  78.  6d.  per  40  cubic  feet,  respectively,  1,000  kilos  is  to  be  paid  for 
through  invoices  for  Amsterdam  and  Rotterdam,  additional  to  the  Hamburg  rates. 

FREIGHT  RATES  FOR   PACKS   OF   MORE  THAN   2,000   KILOS* 

1.  To  Panama  and  ports  north  of  it: 

More  than  2,000,  to  4,000  kilos — one  and  a  half  times  the  usual  rate. 
More  than  4,000,  to  6,000  kilos — twice  the  usual  rate. 
More  than  6,000,  to  8,000  kilos — twice  and  a  half  the  usual  rate. 
More  than  8,000,  to  10,000  kilos — thrice  the  usual  rate. 

2.  To  the  South  Pacific.  The  following  rates,  in  shillings  per  ton,  are  to  be  paid 
beyond  the  usual  ones: 


Weight. 


Over  2  to  3  tons  . . 
Over  3  to  4  tons . . 
Over  4  to  6  tons , . 
Over  5  to  6  tons . . 
Over  6  to  7  tons . . 
Over  7  to  8  tons  . . 
Over  8  to  9  tons  . . 
Over  9  to  10  tons . 


If  by 

If  by 
weight. 

measure. 

10 

15 

15  , 

25 

20 

» 

•25  1 

40 

80  ' 

50 

35  ' 

66 

^0  . 

70 

45 

75 

For  packs  of  more  than  10  tons  a  special  agreement  is  required* 
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Table  No.  57.— Rates  of  freight  from  Liverpool  to  AUaiUic  purt^,  farmthtd  hy  Frederick 
Leyland  &  Co.  {1900),  limited j  WeH  India  and  Frwific  dt^partment 

[Per  ton  ^ross*  wiiiKttt  irf  mtia>!irt[iu-iit,  fti  t'teami^T'i^  opUon,  with  10  per  rent  primage;.  Through  miea 
of  frtigbi  lire  also  nuottnl  fn>m  tnluiHl  ti>wiiK  und  portw  in  tbe  (Jiiit^ed  Klni^anm.  The*e  ratesi,  effet;- 
dve  pt?r*((eiitiijihip  LoHifkmmn,  tK»\]\ng  Su\y  X  apply  only  to  p&ekaeosj  and  pieces  not  rxcptH:line2 
tons  weiirhl,  unci  ure  s^nb>ti.it  Uj  revision  witlirtiit  node*.  €*rxo  taken  by  sjjctiiftl  nirreemi>nt  ouiy. 
P^fkagee  and  pi£*;cs  exc-eeiling  2  Utna  and  not  exouedinK  3  tons  weliftateach  will  berhatved  oac- 
a.nd-a-bftU  i\mes  firdLnary-  freight;  overS  Umw  and  not  ovet  4  trttiH,  t(*ice  ordinary  freiftht;  over  4 
ttiriM  ^nd  not  over  e  tons,  two-aad-a-half  times  ttrdinary  ff  eight :  over  G  toijw  anil  not  over  H  tona, 
tbre<*  times  ordinary  freight;  orer  8  tons  »nd  not  over  da  Urns,  thn^e^ind  a-balf  times  ordinary 
freight;  over  10  tone,  by  specie.]  agreement.] 


Fr«l«bt'-»CIaw, 


Pttrta, 


Barb«diOfl  . 


bndoH  (liiDding  ' 
ehargeK.  &  per  cent) 

St.  Lucia,  etc.,  via 
BivrbitdOA  (Inndlng 
(!bariires,&  tolOper 
L-ent). 

Trinidad...... »,,.... 

Cludad  Bolivar,  via 
Trinidad. 

L*Oualm*.. 


Puerto  Cabello. 


1,  VaL 


Claw  2  plutt  1 
per  cent  »4 
valorem. 

....do. ., 


Cntnu^Ro 

MftraenllKj  and  CofO^ 

viii  Cnrattto. 
Fanm  Martha **.„**. 


ftavanUla  .,, 

Ci^niMiceutt 

Barninquilla^vla  EiO.- 
vantlfn  (freight 
goods  6  shiUIng* 
per  ton  extra ). 

Calanur,  via  Cmrta- 
geiia. 

Colon  tf,  ,,,,»,.,*.,,,. 


Bt.Thomaa..  „.,,.*, 
St    Croix,  via  Bt. 

Tbomflji, 
Kiiigwton  ,„.., 


J  «ninlea  ovitports,  via 

Klngitou. 
Vemcnu..**,.- 


Tuaplco , 


Mexico  City.  Mon  to- 
re y,  8*n  Lille  Pu- 
toflil.    etc.    (speclBl 


m 


m 


120 
SO 

m 

100 
60 

m\ 

fiO 

m 
m 


...do. 


-do. 

.do. 


«0  ».  or  1  per 
cent  ad  valo- 
rem. 

50  A.  or  I  per 
cent. 

do... 

70  «►  Of  If  pel 
eent. 

60  !<,  or  1  per 
cent. 

.....dn.,... 

do 

70  s.  or  U  per 
cent. 


80  B.  or  U  P«r 

cetit. 
€0   H.  or   1  per 

cent. 

do..... 

70  B.  or  It  per 

cent. 
«0   s,  or  1  per 

cent, 
70  H.  or  11  per 

cent. 
00  «.  or  1  per 

cent. 

....,do 

70   ■.  or    1  per 

cent. 


».  a. 
36    f 

3d  a 

40    0 


35    0 
40    0 


35    a  3&    0 
50    0   50    0 


45    (h  3&   0 


46  0 

45  0 

47  6 

45  0 

ao  0 

30  Q 

40  0 


CO    0 
36    0 


4&    0 
55    0 


35  0 

S5  D 

S7  6 

35  0 

30  0 

30  0 

40  0 


50  0 
35  0 
3ft   a 


w 
(a) 

b2h  0 
b30    0 

30    0 

ft2fi  0 
*25  0 
635    0 

t4b    0 

22    ft 

625    H 


45    0>S5    0 


Br  iipeclol  agref.*- 

ment. 
.,,.<lo 


<26    0 

25    0 
10    0 


Mlnlmnln. 


Dangerons 
guoda. 


5 


«,  d.\s.  d 
10    6  10    G 


10    6 
10  e 


10  e 


10    ft  31    0 

ID    ft  21    0 


6  to    ft 

15    6 


10  «  10  ft  n  0   1  « 


to    fl^  10    6 


10 


13    0  21 

10    ftl  10 


10    6 
to    ft: 


13    0  15 


IS  0| 

10  6 

10  6 

21  0 

10  6 

10  6 

10  6 


25    0     17    ft 

X^    0     17    ft 

30    0'    2S    ft  10    ft 


10 


Oiber  eJurg^, 


0     Z 

."J 

M 


H 


3:5  ^'*-* 


0.  d,  «.  d. 
21    0...... 


n  0 

21  0 

»1  5 

n  0 

Zl  0 

21  0 

2G  0 


8    0 


^i 


tf5 

2 

2 
2 
2 


2 

to 


a  Various. 


Note.— For  footnotes  b,  c,  and  d  see  p.  560, 
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Table  No.  58. — Comparison  of  rales. 


From  New  York— 

Articles. 

To  Colon. 

To  Habana  and 
Santiago. 

To  Livingston.             To  San  Juan. 

Kerosene  oil.. 
Flour 

25cents  per  case 

81i  cents  per  barrel. 
do 

15  cents  per  case — 
66cpnts  per  barrel.. 
do 

1 
60  cents  per  case....   12  centa  per  case. 

91.28  per  barrel i  30  centa  per  barrel. 

do                       i  50  cents  per  barrel 

Potatoes 

Salt 

26    centa    per    100 

pounds. 
12*  centa  per  cubic 

foot. 

tlO  per  M  feet 

87i  cents  per  barrel. 
121  cents  per  cubic 

foot. 
26    cents    per   100 

pounds. 

25    centa    per    100 

poundH. 
10  cents  per  cubic 

foot. 

$4  per  M  foot 

70  centH  per  barrel. . 

60    cents    per    lOO    35     cents     per   ioo 

Dry  goods 

Lumber 

Pork 

pounds.                  1      pounda. 
60  cents  per  cubic  '  14  cents  per  cubic 
foot.                       ,     foot. 

SI  .28  Der  barrel 60  c^nta  oer  barrel. 

Furniture 

Lard 

10  cents  per  cubic  ,  30  cents  per  cubic     16  centa  per  cubic 

foot.                             foot.                       1      foot. 
20    centa    per    100  '  fiO    centft    ner   100     "ih     centa     oer    100 

pounds. 

pounds.                  1      pounda,  or  12  cents 
per  cubic  foot. 

Articlea. 


To  Kingston. 


To  Veracruz. 


From  New  York — 

I        To  Progreso. 


To  La  Quaint. 


Kerosene  oil 

Flour 

Potatoes 

Salt 

Dry  goods... 

Lumber 

Pork 

Furniture... 

Lard 


16cents  per  case... 
40  cents  per  barrel. 
60  cents  per  barrel . . 
20    cents    per   100 

pounds. 
8  cents  per  cubic 

foot. 

96.60  per  M  feet. 


60  centa  per  barrel . . 
8  cents  per  cubic 

foot. 
25    centa   per    100 

pounds. 


.  26  cents  per  case 

I  75 cents  per  barrel.. 
;  88 cents  per  barrel.. 
j  25    centa    per    100 

pounds. 
,  15  cents  per  cubic 
foot. 

1)98  per  M  feet 

i\99perM  feet 

I  90 centa  per  barrel.. 
,  124  cent**  per  cubic 
I      foot. 

30    centa    per  100 
'      pounds. 


26  cents  per  case 

70  cents  per  barrel . . 
88  centa  per  barrel . . 
80    cents    per    100 

r>unds. 
cents  per  cubic 
foot. 

98  per  M  feet 

99  per  M  feet 

91.40  per  barrel 

124  centa  per  cubic 

foot. 
30    cents    per    100 
pounds. 


:  25  centa  per  case. 

60  cents  per  barrel. 
I         Do. 
'  35     cents    per  100 

pounds. 
1  16  centa   per  cubic 

foot. 
1  99  per  M  feet. 
912  per  M  feet 
i  75  centa  per  barrel. 
15  centa  per  cubic 
I      foot. 
26   to  80  cents  per 
100  pounds. 


February  6,  1905. 


Note.— Footnotes  to  Table  No.  67,  p.  659. 

^Special  rates  (with  tutual  additions). 


La  Guaira, 

Puerto  Cabello, 

Curasao, 

St.  Thomas. 


^calto.*'*'    I    SavanUla,  Carthagens. 


-L 


Beer Per  40  cubic  feet 

Bottles  ( empty )  .demi- 
johns (empty), 
earthenware    and 

glassware  (com- 1|^ do. 

mon). 

Paper  (packinff,  print- 
ing, wood  andstraw ) 

Coal  and  coke  in  sacks;    Per  20  cwt.  gross, 
iron  and  steel  wire. 

Cement  in  casics do. 


20s.  net . 


27s.  6d.  net I  20b.  and  10  per  cent 


.do. 


.do I  266.  and  10  per  cent 


I 


Iron    pots,   stoves, 

grates,  and  ovens. 
Rice  In  bags 


do. 

do. 


18«.  net 

17s.  6d.  and  10 
per  cent. 

50s.  and  10  per 
cent. 

188.  net 


25s.  net . 
do.. 


Do. 
20b.  and  10  per  cent 


60s.  and  10  per  ■  60s.  and  10  per  cent. 

cent  I 

256.net {  20b.  and  10  per  c^it 


With  usual  additions  for  BarranquiUa  and  Calamar. 

cCoRo:  Cost  of  consular  vLs6  to  be  divided  among  shippers 

d  Light-house  dues,  1  shilling  per  ton;  tonnage  tax,  7  shillings  per  ton. 

27  James  Street,  Liverpool,  ISth  June,  1901. 
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Table  No.  bd.—Freight  rates  from  Hamburg^  Bremen^  and  Antwerp  via  Colon  and 

Panama. 

[For  1,000  kilos,  40  cubic  feet  (Engliah),  or  according  to  the  value,  at  the  ship's  option.  All  goocU 
of  aoo  shillings  value  and  more  pay  first-class  to  Panama  and  the  ports  north  of  it.  and  V  class  to  the 
South  Pacific,  except  extra  goods  and  goods  which  pay  according  to  their  value.] 


To— 

!       1 

^\^  j  Claw  1.'  CliiM  2.  Claw  3.  aM84." 

] 

Class 
D. 

r - 

8. 

200 
100 

100 

Oaa 

Pre- 
cious 
metal. 
coin> 
and 
Jewels. 

Com- 
mon 
goods. 

Panama,  extra  rates  below  b 

8.        »,    d.\    i.    d. 
0120    0     100    0 

8.    d.     8.    d. 
90    0    <«  60    0 

9. 

wo 
wo 

200 

P.rf. 
1 

8.  d. 
21    0 

Buenaventura.  Tumaco 

C150  1    75    0  ,    60    0 

e  150  1     76    0  '    60    0 
c  100  1    60    0  i    46    0 
clOO      60    0  I    52    6 
c  100  1    57    6       60    0 

1               i 

c  100  1    50    0       42    6 

56    0      52    6 
56    0      52    6 

r  31  6 

Esmeraldas,  Bahia  (Caraques), 
Manta  

81    9 

Puerto  Bolivar,  Guayaquil 

Paita,  Eten,  PacajBmayo,Salaverr>' . 

Callao,  Pisco,  MoUendo,  Ilo,  Arica . 

Pisagua,  Iqulque.  Toeapilla,  An- 
tofagasta,  Taltal.  Cafdera,  Co- 
auimbo.  Valnaraiso 

40    0      32    6  i    100 
45    0  1    32    6  1     100 
87    6  1    30    0  j    100 

35    0  1    30    0  ,     100 

81    6 
31    6 
31    6 

31    6 





To- 


I  Minimum  rates, 
dangerous  goods; 

I  maximum  50  kilos 
a  uack,  if  forward- 
ed on  one  invoitre; ' 

1     together     with 

I  other  goodx.  per 
kilo. 


I  ruder 
Kilos. ;     10 
kilos. 


8.  d.  I  8.  d. 
Panama,  extra  rates  l>elow  b ,  21    0     10    « 


Buenaventura,  Tumaco. 


Sepa- 
rate. 


Pri- 
mage. 


P.rt. 


Wharf— national  or  municipal- 
duties,  etc. 


Esmeraldas.    Bahia   (Caraques),  ,31    6     15    9  i 
Manta. 


Puerto  Bolivar,  Guayaquil . 


31    6     15    9  ' 


42  I ,  88.  per  100  packs  or  less  as  consular 

duty;  58.  per  ton  for  taxes,  etc.:  6d. 
per  ton  Colon  wharf  duty:  min.  6d. 
per  invoice;  8s.  per  series  of  invoices 
stamp  duty. 

63   5h.  per  series  of  invo  ces  as  consulai 

I      duty;  6d.  per  freight  ton  as  Color, 
wharf  duty:  min.  6d.  per  invoice. 

63 6d.  per  freight  ton  Colon  wharf  duty: 

mm.  6d.  per  invoice:   2s.  6d.  per 

i  freight  ton  municipal  duty:  20  per 

'  cent  of  consular  duty  for  te^lizlng 

invoices:  min.  mark  1  per  invoice 

I  (as  consular  duty ) . 

63  '       10    20  per  cent  of  the  consular  duty  for 

legalizing  invoices;  min.  mark  1  per 

I  invoice  (as  consular  dutv):  6d.  per 

freight  ton  as  Colon  wnurf  duty; 

min.  6d.  per  invoice. 

63  1       10     6<1.  per  freight  ton  Colon  wharf  duty: 

mm.  6d.  per  invoice. 
63  !       10  ,  2s.  per  series  of  Invoices  as  consulsr 

I  duty.    Arica.  nothing. 

63  10     6d.  i»er  freight  ton  Colon  wharf  duty; 

;  min.  f " 


.  6d.  per  invoice. 


Paita,£ten,Paca.«imayo.Salaverry.j  31    6     15    9  i 

Callao,  Pisco,  Mollendo,Ilo.Arica.   31    6     15    9  ' 

!  ■  I 

Pisagua.  Iquique.  Toeapilla.  .\n-    81    6  i  15    9 

tofagasU.  Taltal,  Caldera.  Co-  ,  | 

quimbo,  Valparaiso.  ' 

"Contrary  to  the  general  classification,  the  following  k<kx1h  bi'long  to  class  4:  Buenaventura. 
Tumaco,  Esmeraldas,  Bahia,  and  Manta:  Bricks,  cement,  ciml.  coke,  salt  (in  bags),  soda  (ash,  caustic, 
hj'posulphate.  and  silicate),  wheels  without  axles. 

Callao,  Iquique,  Antofagasta.  Taltal,  C-oouimbo,  and  ValparaiMo:  Bags,  bagging  (jute),  bricks,  buck- 
ets, cement,  coke  (50  tons  and  over),  corks,  deals.  dcmijohn.H  (empty),  earthenware,  glass  (hollow), 
glass  lx)ttl&s.  lamp  glasses,  paper  (common  and  packing),  sacks  (old  and  new),  salt,  shovels,  straw- 
envelopes,  sugar  (in  bagstor  barrels),  threshers,  wire  (barbed  and  black  varnished),  safety  matches. 

ft  Extra  rates  for  Panama.    Additional  to  taxes  named  a)x)ve. 

Beans,  onions,  peas,  potatoes,  soap 41s.  Jjid.  weight  ton. 

Beer,  in  cases  and  barrels,  candles,  sugar,  refined 41s.  8d.  measured  ton. 

Flour,  rice,  less  than  10-ton  lots 41s.  8d.  weight  ton. 

Flour,  10-ton  lots  and  upwards  . .  .• 328.  8d.  weight  ton. 

Rice.  10-ton  lots  and  upwards 36s.        weight  ton. 

Boots,  shoes,  lampblack 88s.  4d.  measured  ton. 

Bricks  (common  building) 35s.        weight  ton. 

Cement,  pitch,  resin,  tar 28a.        weight  ton. 

Fish,  dried  and  salt,  hams 60s.        measured  ton. 

Petroleum,  refined 66s.  8d.  measured  ton. 

Gunpowder,  in  approved  packs 3d.  per  pound,  net. 

«Or24  percent. 

(f  Ten-ton  lots,  55  shillings. 

Parcels:  The  entire  west  shore— 7s.  tfd.  for  cverv  cubic  fiH>t  or  varX  o\  W. 

Alteiutiotu  without  publicAtioB  reserved. 

8.  Doc,  2U,  59-1 36 
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Table  No.  60.— Freight  rnte^for  the  Pairfic  ports,  mil Ing  from  Havre,  St.  Xaz<iirey  Bor- 
deauxy  MarseiVe,  amt  Santander,  in  connection  with  the  Panama  Railroad  Contpany, 
Colon- Panama;  the  Pacific  Mail  iSteaniMhip  Company ,  Panama-San  Francisco;  Com- 
pania  Slid- Americana  de  Vaporea  and  Pacific  Steam  Xavigation  Company ^  Panama- 
I  'alparaiso. 

[Freight  rates,  corrected  for  Panama-San  FranciRco.    French  General  TranP-Atlantie  Tac^kct  Steam- 
ship Company.    April  1,  1905.] 


[All  values  In  francs.] 


DateM  of  ixailing. 


To  be  paid  by  francM  per  ton  of  < 
40  cubic  feet,  per  1,000  kilos  or  I 
ad  valorem,  at  the  option  of  i 
the  company;  pie<>efl  exceed-  ' 
ing  1.000  kilos  or  of  great  vol-  ' 
ume,  the  rate  to  be  agreed  1 
uiK>n  prior  to  shipment.  | 


I 


I 


Class  I  Class  Class  Class 


I  Class  4,, 

per  10  I 
tons 


S  a)   ' 


1. 


2. 


3, 


and  for :  a  ^ 

I  every  ,  .-  ^ 

In-     '  -x  jj 

voice.  I  ^  a. 


i  Insurance, 
minimum. 
I     1  franc. 


Without  any  primage. 


From  St.  Nazaire,9th:  Havre,  22d; 

Bordeaux,  26th:  Marseille.  8th, 

to—  1 

Panama  b rl55  '    130'    120  |      »0 

South Paclfic:rf  Buenaventura.;  With  10  per  cent  prl- 


Tumaco  (Col.),  E-Hmeraldas.^ 

Bahia,'  Manta«  (Rcuador)..'/190  i 
l*uerto     Bolivar.     Guaya<)uil     ♦ 

(Ecuador) /190  i 

Payta.    Eten    (Peru),    Pacas-  • 

mayo,  Salaverry ,  / 130  i 

Callao,(7  Pisco,  Mollendo,  Ilo, 

Arica /130  1 

Pisagua,    Iquique.    Tocapilla  I 

(Ch.),  Ant<ifagasta.A  Taltal 

(Ch.),Caldera.Carrizal.  Bajo 


mage. 
\*6       : 


I  Ch. ),  Coquimbo,  Valparaiso 
(Ch.) 


/i:30  I 


60 
70 
65 


50 


45 


75.00 

Class  6. 
67.50 

45.00 

46.00 

40.00 

1 


40.00 


U       37.50  j      01  I       01 


u 

2i 

1} 

2i 

11 

2* 

u 

24 

If 

2i 

53.00  I 
.53.00  ' 
53.00 


53.00 


53.00 


Samples  and  small  parcels  not  exceeding  100  francs  of  value,  12..50  francs  per  cubic  foot. 

a  Precious  stones  and  jewelry:  Rates  of  merchandise  less  20  per  cent. 

ft  Wharf  taxes  and  duties,  7  francs  per  ton:  minimum,  7  francs.  Stamp  duty.  5  francs  per  series  of 
invoices. 

<?  Or  2  per  cent. 

''Every  port  except  Panama:  Colon,  wharf  duty,  1  franc  per  ton;  minimum,  1  franc. 

f  Municipal  taxes,  4  francs  per  ton. 

/Or2i  percent. 

9  Opium  may  be  imported  into  Peru  by  the  port  of  Callao  only.  The  same  is  the  fact  with  war 
material,  ammunitions  of  all  kinds  and  military  equipment  requiring  an  authorization  from  the 
Peruvian  Government. 

*  To  iHi  indicated  on  the  invoices  if  the  goods  are  for  the  Chilean  territory  or  in  transit  for  Bolivia. 

Consular  manifests:  The  cost  of  the  vis4^  of  the  consular  manifest  will  be  at  the  sender's  expense, 
independently  of  that  of  the  consular  invoices  for  all  the  ports  submitted  to  the  consular  formalities, 
whether  at  the  "pro  rata"  of  the  charges,  whether  by  tne  application  of  taxes  fixed  by  series  of 
invoices  or  for  bills  of  lading,  at  the  option  of  the  company,  and  in  this  case  as  followii:  Panama, 
12.60  francs:  Colombia,  9  francs:  Ecuador,  20  per  cent  of  the  bills  vis4  cost:  Peru,  2  francs;  Chile  (Ti?^ 
of  the  invoice),  5  francs. 


Table  No.  61. — Hates  of  freight  from  Hamburg,  Bremen,  and  Antwerp;  Hamburg- 
American  Line  in  connection  with  the  Panama  Railroad  Company,  the  Pacific  Mail 
Steamship  Company,  (he  Pacific  Steam  Xatigation  Company,  the  Compaflia  Sud- 
Americana  de  Vaporex,  or  any  otlur  steamer  line. 

•[Alterations  since  the  preC'^ding  edition  are  italicized.] 
[Edition  Xo.  17.     Ift  yot^embcr,  J90£,] 

Rates  of  freight  for  goods  from  Hamburg,  Bremen,  and  Antwerp  via  Colon  to  port? 
on  the  west  coast  of  America,  liates  froni  Grimsby  and  Havre  as  per  special  tariff 
of  the  company's  agencies.  All  freight  rates  are  *'in  full,'*  no  primaee  being 
charge<l.  All  freights  must  be  prepaid  on  delivery  of  the  bills  of  lading  ana  will  not 
be  returned,  whip  or  goods  lost  or  not  lost  at  any  stage  of  the  entire  traDsit.  All 
packages  iwust  he  strongly  packed,  distinctly  marked  and  numbered,  and  the  port 
of  defftination  must  \)e  plainly  marked  on  tYi^  «a.\ii^.  C\\m^  taken  forward  on  bill 
of  lading  will  not  be  admitted,    ^o  UWft  oi  \aA\T^t,m\\\3fc%v«g«^«.^\XwM^^ 
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made  out  on  the  company's  forms.  Goods  of  an  inflammable  or  otherwise  danger- 
ous or  damaging  nature,  arms  and  war  material,  also  heavy  and  voluminous  pack- 
i  and  rails  are  admissible  only  upon  special  agreement. 


To- 


F&QAmai * ,. 

Ccntnil  America: 

PtiiitA  Arcumt ,...,». 

gun  JiiAi)  (3 el  Rur,  Cnrlntii. 
AmnpfLlii,  tjL  TuJon.  El  TH- 
uiifo,  l4i  Uberyid,  AenjtitJit. 
Biiti    .\nm    de    Guntemttl^, 

MaztttUin . 
Bail    Belli  I II,    Tofuilii,   Suilim 

Cniz,  Puerto  Aneol 
OlifDmla:  Snn  FrancJjico 

Victoria 

VAiit-onvcT    . ^ 

Honohila ..,,.., 

dOUth  F!l(?!fll!T 

Biie nfl Villi nitH ,  ff     Tumjico.  a 

EtKiiic^rHldjiK.a 
Bah  inn  ^CHraque*^),  Mantua.,, 
Put»rE4:i  BnJiviir.  Guayaquil . »,, 
Paytft.   Mraentel,*!  Eten,  Pa- 

i^ajimayu,  Salavtsiry* 
OklUo,  liK.u,  Moileudo,  Jlo, 

Arlca. 
Ptftt^na,      Iqufqiie.      Antofa- 

KBstA,  TalliiL  DLfdeni, 
C«rri/aJ  Baio.  Coqulmbo,  Val- 


ctUl^''.  ].    iUtis^^^JtUiuaa. 


Fer  ton  weiglUof  l,UO0  kilcw  or  ' 
per  ton  of  40  cubit'  (vi^t  En^linh 
men.'iUfejnRnt  at  coin  pan  y'l  I 
option.  Sugar  And  rice  In  ' 
l*(tps  Hiid  petntnt  iti  bairels,  I 
per  ton  VT(!i^ht.  ' 

All  ftfM>48  iti  iL  value  of  £300  and  | 
above  per  /rel^bt  ton  will  b« 
eharKt'd  »?*  cliw^  No.  I,  exempt 
tliii^e  pnyinp  freJsrhi  ad  valo- 
wm  and  exetptiontii  gixidfi. 


If  shipped  on 
one  bill  of 
UdioK  In 
lot*  of— 


Specie,  bail  ion. 
jewel  rjn  uTirt 
vaiuablei*  on 
valne. 


Minimum  ciiarge  for  freigiit:  Panama  21s.,  all  other  ports  3l8.  6d.  per  bill  of  lading. 

a  Additional  charges. 

AD  ports:  6d.  per  freight  ton  for  wharfage  at  Colon;  minimum  charge  6d..  per  bill  of  lading. 

Panama,  Bwaai^entitra,  Tumaa}:  6s.  6d.  per  1,000  kiloe  for  tonnage  tax. 

Esmeraldas.  Bahla  (Caraques),  and  Manta:  28.  6d.  per  ton  for  municipal  tax. 

Pimentel:  iw.  per  ton  for  tran.sshipping  on  lots  of  less  than  10  tons,  per  bill  of  lading;  nothing  to  be 
collected  for  minimum  bills  of  lading. 

Ecuadorian  ports:  1  per  cent  of  the  value  of  the  shipments;  minimum  M  1,  per  bill  of  lading  for 
oonaular  vis^. 

Colombian  ports  (except  Panama  lOs.) :  4s.  per  set  of  bills  of  lading  for  consular  vis^. 

Mexican  and  PeruviAn  ports:  2^.  per  set  of  Sills  of  lading  for  consular  vis4. 

Pieces  and  pcurkages  over  2  tons  weight: 
Over  2  tons  up  to  4  tons  rate  and  a  half. 
Over  4  tons  up  to  6  tons  double  rate. 
Over  6  tons  special  arrangement. 

Rates  and  clatwification  of  the  goods  subject  to  change  without  notice. 

*Or  2  per  cent  on  value,  at  ship's  option. 

e  Or  2k  per  cent  on  value,  at  ship's  option. 

d  Five  ton  lots  of  iron  and  steel:  Fish  plates,  hoops,  pigs,  plates,  rails,  sheets,  and  beddes  pig  lead 
and  salt  in  bags  for  Central  America  and  Mexico  4as.  per  ton. 

«  See  special  tariff. 

/Iron  or  steel:  Axles,  bar,  fish  plates,  hoop,  plates,  rail.**,  sheets,  wheels  (without  axles)  for  Buena- 
ventura, Tumaco,  Esmeraldas,  a  Bahia.aand  Manta  a  528. 6d.  and  for  Guayaquil  35s.  per  ton  weight. 


Parcels. 


I  Half  cubic 
foot. 


Panama,  South  Pacific,  Central  America.  North  Pacific \ A 


Up  to  1  cu- 
bic foot. 


Each  addi- 
tional cu- 
bic foot 
or  part 
thereof. 


1    A 


For  shipments  on  through  hill  of  lading  from  Amsterdam  and  Bjottet^&m  V^rta.  YksaoXsvw^  ot1&.vrMJS 
TsbiUings  and  6  pence  sterling  per  ton  \dll  be  added  to  the  taiVfl  T«XeH. 
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Table  No.  Q2,— Freight  rates  per  t(yii— March  11,  1905, 

Panama  Steamship  Company,  New  York  to  Colon:  l*«r  «on- 

First  claas $20.00 

Second  class 1 0. 00 

Third  class 8.00 

Fourth  class 6.00 

Fifth  class  (I.  C.C.) 5.00 

Panama  Railroad  Company,  Colon  to  Panama: 

First  class 15.00 

Second  class 13. 00 

Third  class 10.00 

Fourth  class 7. 00 

Fifth  class 5.00 

Pacific  Mail  Steamship  Company,  San  Francisco  to  Panama: 

Freight .' 8.00 

Royal  Mail  Steamship  Company,  Liverpool  to  Colon  (shillings): 

Dangerous .-.  80 

Firat  class 60 

Second  class  (fine) 35 

Third  class  (coarse) 35 

Fourth  class  (rough) 25 

With  6d.  per  ton  added  for  wharfage  and  5s.  per  ton  for  lighterage  dues. 
Note. — Light  articles  are  measured  and  40  cubic  feet  charged  as  1  ton. 

CARGO  BAST  BOUND. 

[£1=»4.84.] 


I    Av«»niiro  mtP     '    I'acific  Mail 
I    A\erage  rate,    j  steamship  Co. 


Between  San  Francisco  and  New 
York 

Between  San  Francisco  and  Ca- 
ribbean ports 

Between  Mexico    and    Central 
America  and  Caribbean  ports  . . 

Between  San  Francisco  and  Eu- 
rope, 100  8 

Between  San  Francisco  and  Eu- 
rope, 90  8 

Between  San  Francisco  and  Eu- 
rope, 75  s 

Between  San  Franclwo  and  Eu- 
rope, 66  8 

Between  San  Francisco  and  Eu- 
rope, 60  8 

Between  Mexico  and  New  York. . 

Between   Mexico  and    Europe, 
1208 

Between  Central   America  and 
New  York,  $30 

Between   Central   America  and 
New  York,  $35 

Between  Central   America  and 
Europe.  115  8 

Coffee; 

From    Mexico  and   Central 
America  to  New  York 

Indigo: 

From  Mexico  to  New  York  . . , 
FromCTentral  America  to  New- 
York 


Quan- 
tity. 


Lb$. 


I  Amount,  i  ^^^  '  Amount. 


2.240 

2,000 
2,240 

2,000 

2,240 

2,000 
2,000 
2,000 


''^SSiTcH.'^M  Atlantic  Une. 


cint.  I  Amount.  I  ^P^^  I  Amount. 


2,000  I      SU.OO  I  50 
2.000  I        15.00  ;  45 


al8.87i    401 


632.50  '  40 

I 


27.83     35 


15.50 
6.75 


7.67 


"  Average  78  Hhilliiigs. 
'» Average. 


:l. 


40.00  .  40      I      16.00 
29.04     37.5         10.89 


13.00 


9.74 


14.00  ■  40.0  5.60 

60.00  !  40.0        20.00 
40.00  I  40.0        16.00 


241 


20  ' 
26  I 

20l 

I 
23i« 

I 
20.0 
20.0  ' 
20.0  i 


I 


I 


17i        $1.92li  321     I       t3.57i 
25,         3.75  I  80      I         4.50 

1 


8.00 
7.26 

6.60 
6.49 


35 


40      : 
37.5  I 

40  I 
41|' 


I 
2.80  ,  40.0  . 

10.00  I  40.0  ' 

8.00     40.0 


6.d0i 

16.00 
10.89 

13.00 

11.60 

5.60 
20.00 

16.00 
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Table  No.  62,'-'Prei^hi  rales  per  ton—March  11,  7^5--Continued. 


Coffee: 

From  Mexico  to  Europe,  70  s. . 

From  Mexico  to  Europe,  95  8. . 

From  Central  America  to  Eu 
rope.  $68 

From  Central  America  to  Eu 
rope,  90  8 

Puntarenaa  to  Europe.  60  8. . . 

Puntarenas  to  Europe,  80  8 

Indigro: 

From  Mexico  to  Enrope,  175  s. 

From  C-entral  America  to  Eu- 
rope. 165  8 

Coffee: 

Mexico  and  Central  America 
to  New  Orleans 

From  Puntarenas  to  New  Or- 
leans   , 


Average  rate. 


Pacific  MaU 
Steamship  Co. 


^dt>"'l^'"'^^"^-  c^t  ^««'^*- 


2,204 
2,204 

2,204 

2,204 
2,204 
2,204 

2,240 

2,240 

2.000  I 
2,000  I 


916.94     87.5 
22.99  I  87.6 


15.78     85.0 


21.78 
14.62 
19.86 

42.85 

39.98 


85.0 
35.0 
85.0 

37.5 

85.0 


14.00  I  45.0 
10.00  i  45.0 


t6.855 
8.625 

5.505 

7.625 

5.0» 

6.77 

15.88 

18.97 

6.30 
4.60 


Panama  Rail- 
road Co. 


Per 


25.0 
26.0 

28* 

28* 
23* 
231 


Amount. 


Atlantic  Line. 


94.235 
6.746 

3.67 

6.08 
3.89 
4.62 


25.0 

10.69 

23* 

9.32 

25.0 

3.50 

25.0 

2.50 

Per 


37.5 
37.6 

4U 

4U 
411 
<1| 

37.5 
411 

30.0 
30.0 


Amount. 


96.85 
8.62 

6.666 

9.075 

6.05 

8.07 

15.88 

16.64 

4.20 
8. 00 


N.  B.— From  above  Pacific  Mail  Steamnhip  Company's  proportion  deduct  80  cents  for  wharfage  and 
10  centK  for  cranage  at  La  Boca. 

APPROXIMATE  RATES   ON   CARGO    WESTBOUND. 


Average  rate. 


Quan- 
tity. 


From  New  York  to  Central  Amer- 
ica   

From  New  York  to  Mexico 

From  New  York  to  San  Franciimo. 

From  Europe  to  Central  America. 

Fn)m  Europe  to  Mexico 

From  Europe  to  San  Francinco 
via  Royal  Mail  Steam  Packet 
Co.,66«.8d 

From  Europe  to  San  Francisco 
via  Leyland  Line 


2,000 
2,000 
2,000 
2.240 
2,240 


2,240 
2,240 


Amount. 


Pacific  Mail       Panama  R.  R.  ! 
Steamship  Co. 


c^m.;  Amount. -^«',, 


915.00 
16.80 
12.00 
19.70 
27.57 


40.0 
40.0 
60.0 
35.0 
37.5 


16. 13  '  401    I 
21.70     40i    ! 


96.00  .  20.0 
6.72  I  20.0 
6.00  17.5 
6. 90  ;  23* 

10.34  I  25.0 


6.56  I  24| 
8.81  ,  24* 


Co. 

Atlai 

Amount. 

Per 
cent. 

93.00 

40.0 

3.36 

40.0 

2.10 

32.5 

4.60 

411 

6.89 

37.5 

4.03 

35.0 

5.29 

35.0 

Atlantic  Line. 
Amount 


96.00 
6.72 
8.90 
8.20 

10.84 


5. 64 


N.  B.— From  above  Pacific  Mail  Steamship  Company's  proportion  deduct  80  cents  for  wharfage  and 
10  cents  for  cranage  at  La  Boca. 


LIST  OF   APPROXIMATE   RATEB   ON   FREIGHT. 

Forwarded  from  Panama  to  Central  America,  Mexico,  and  San  Francisco: 
From —  PC  ton. 

New  York  to  Central  America $6. 50 

New  York  to  Mexico 7. 00 

New  York  to  San  Francisco 6. 00 

From  Europe  via  Royal  Mail  Steam  Packet  Company — 

Central  America 6. 50 

Mexico 7. 50 

San  Francipco 10. 00 

From  Europe  via  Hamburg- American  Line,  Leyland  Line,  Harrison  Line, 

Compagnie   Transatlantique,   Compafifa  Transathtntica  de  Barcelona,   1^ 

Veloce  Line,  Auatro- American  Line — 

Central  America 5. 50 

Mexico 6.00 

San  Francisco 9. 00 

Specne:  All  lines,  }  per  cent. 

Parcels:  All  lines,  %\  per  cubic  foot;  each  additional  foot,  50  cents  per  cubic  tty^l* 

Approved: 
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Table  No.  GS.^ Freight  rateafi'om  New  York  to  San  Francisco  by  American  and  Canadian 
transcontinental  rail  routes^  1870  to  1904^  inchisive. 

[Per  100  pounds.] 


Yearly  averag 

'e  rates. 

Less  than  carloads. 

Regardless  of  quantity. 

Years. 

goods 

Cotton 
piece 
goods. 

$4.86 
5.08 

Drags. 

Hard- 
ware. 

Stoves. 

».71 
2.95 

Glass- 
ware. 

95.74 
4.32 

Starch. 

93.71 
2.74 

Crockery 
and 

earthen- 
ware.   1 

Nails. 

1870  to  1873 

$5.74 
5.79 

.    i 

1874  to  1878 

92.84 

92.84 

92.37  1 

tL42 

1879 

6.00 
6.00 
6.00 
6.00 
6.00 

5.50 
5.00 
5.00 
5.00 
5.00 

3.00 
4.00 
4.00 
4.00 
4.00 

3.00 
4.00 
4.00 
4.00 
4.00 

2.00 
2.00 
2.00 
2.00 
2.00 

2.50 
2.50 
2.50 
2.50 
2.50 

1.60 
1.50 
1.50 
1.50 
1.50 

2.60  i 
2.60  ; 
2.50 
2.50 
2.60  1 

1.50 

1880 

1.60 

1881 

1.50 

1882 

LfiO 

1883 

1.60 

Average 5 years  .... 

6.00 

5.10 

3.80 

3.30 

2.00 

2.50 

1.50 

2.50  1 

1.50 

1884 

1886 

1886 

1887 

6.00 
5.00 
5.00 
3.64 
3.82 

5.00 
2. 50 
2.50 
1.82 
1.75 

4.00 
3.00 
3.00 
2.32 
2.68 

4.00 
2.50 
2.50 
1.82 
1.76 

2.00 
2.50 
2.50 
1.82 
1.81 

2.50 
1.50 
1.50 
1.23 
1.36 

1.50 
1.25 
1.25 
1.15 
1.25 

2.60  ! 
1.50 
1.60 
1.-23  , 
1.80  1 

L50 
1.25 
1.25 
1.15 

1888 

L25 

Average 5 years  .... 

4.69 

2.71 

2.98 

2.61 

2.13 

1.62 

1.28 

1.61  ; 

1.28 

1889 

4.20 
4.20 
4.20 
4.20 
3.97 

2.16 
2.15 
2.34 
2.35 
2.25 

3.30 
3.30 
3.64 
3.66 
3.63 

2. 15 
2.15 
2.34 
2.35 
2.30 

2.00 
2.00 
2.00 
2.00 

2.«4 

i:.50 
1.50 
1.64 
1.65 
1.31 

1.70 
1.70 
1.84 
1.85 
1.82 

1.70  i 

1.70 

1.84 

1.86 

1.71 

1.70 

1890 

1.70 

1891 

1.84 

1892 

t.86 

1893 

1.78 

Average  5  years 

4.15 

2.25 

3.50 

2.26 

2.19 

1.52 

1.38 

1.76 

1.77 

1894 

1896 

1896 

1897 

1898 

3.90 
3.90 
2.96 
2.29 
2.05 

1.74 
1.33 
1.25 
1.25 
1.25 

2.79 
1.80 
1.26 
1.25 

1.48 

1.86 
1.41 
1.01 
1.00 
1.26 

2. 67 
2.11 
2.11 
2. 11 
2.10 

1.47 
1.52 
1.04 
1.00 
1.25 

1.60 
1.29 
1.01 
1.00 
1.25 

1.49 
1.29 
1.30 
1.30  , 
1.30  ' 

1.58 
1.29 
LOl 
1.00 
1.13 

Average  6  years 

3.02 

1.36 

1.72 

1.31 

2.22 

1.26 

1.23 

1.54 

1.19 

1899 

1900 

1901 ; 

1902 

1908 

2.60 
2.60 
2.60 
2.60 
2.60 

1.50 
1.50 
1.50 

(«) 

1.70 
1.70 
1.70 

(") 

1.50 
1.50 
1.50 
1.63 
1.75 

2.20 
2.20 
2  20 
2.20 
2.20 

1.50 
1.50 
1.50 
1.50 
1.50 

1.60 
1.50 
1.50 
1.50 
1.50 

1.80 
1.30 
1.30 
1.80 
1.80  1 

1.25 
1.25 
1.25 
1.25 
1.25 

Average  6  years 

2.60 

1.58 

2.20 

1.50 

1.50 

1.30 

1.25 

1904 

2.60 

(") 

— 

1.75^ 

2.20 

1.60 

1.50 

1.30 

1 

1.25 

«0n  April  1, 1902.  a  rate  on  cotton  piece  goods  of  $1.50  per  100  pounds,  L.  C.  L.,  be<'ami»  effective: 
and  on  July  l,  1903.  a  carload  rate  of  $1  per  100  pounds  wa.*i  also  published. 

bOn  April  1. 1902,  the  rates  on  drags  became  91.70  in  less  than  carload  lots  and  $1.25  in  cnrloud  \o\». 
On  Januar>'  18, 1904.  these  rates  were  incren.sed  to  91.90  and  $1.40,  respectively. 
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ABLE  No.  63. — Freight  rates  from  New  York  to  San  Francisco  by  American  and  Canadian 
transcontinetital  rail  rotUeSf  1S70  to  1904,  inclusive — Continued. 


Years. 


70  to  1873 

74  to  1878 

79 

80 

81 

82 

88 

Average  5  years 

84 

85 

86 

87 

88 

Average  6  years 

89 

90 

n 

W 

W 

Average  5  years 

H 

» 

W 

J7 

» 

Average  6  years 

» 

» 

)1 

tt I 

« I 

Average  5  years 

H I         1.34  ; 


i 

stoves. 

Glafl»- 
ware. 

Yearly  av 
Carlo 

Starch. 

13.71 
2.74 

erage  rates, 
•ads. 
Crockery! 

earthen-      ^*"''- 
ware. 

1 

i  Agricul- 
tural im- 
plements. 

1 

13.71 

15.74 
4.32 

$3.63 

2.96 

$2.34 

$1.42 

8.06 

2.00 

.1         2.00  i 

1         2.00 

2.00 

r        2.00 

2.50 
2.50 
2.50 
2.50 
2.60 

1         1.50 
'          1.60 
1.60 
;          1.50 
1          1.50 

2.60 
2.50 
2.60 
2.50 
2.50 

1.50 
1.60 
1.60 
1.60 
1.50 

2.60 
2.50 
2.60 
2.60 
j           2.50 

2. 00 

2.60 

1.50 

2.60 

1.60 

2.60 

'          2.00 

2.50 
1.50 
1.50 
1.23 
1.86 

1.50 

1.25 

1.26 

1          1.08 

1          1.05 

i         2.50 
1.60 
1.60 
1.23 
1.13 

1.60 
1.26 
1.26 
1.08 
1.06 

1           2.60 

1.25 
1.25  ; 
1.06 
1.78  i 

1           1.75 
1.76 
1.37 
1.28 

1  46  , 

1.62 

1          1.26 

1.67 

1.25 

1  72 

1.20 
1.20 
1.49 
1.50 
1.51 

1.50 
l.TiO 
1.64 
1.66 
1.60 

1          1.20 
1.20 
1          1.30 
I          1.30 
;          1.27 

1.20 
1.20 
1.20 
1.20 
1.12 

1.70 
1.70 
1.84 
1.85 
1.75 

1.80 
1.80 
1.44 
1.45 
•  1.42 

1.88 

1.68 

!          1.25 

1.18 

1.77 

1.88 

1.46 

1.36 

I          1.11 

1          1.10  1 

1.18 

1.46 

1.26 

.86 

.85 

.93 

1.29 
,          1.21 
1          1.01 
1          1.00 

1.00 

1.18 
1.10 
.96 
.96 
.95 

1.17 
•.66 
.75 
.75 
.76 

1.41 
1.41 
1.16 
1.16 
1.15 

'        1.24  : 

1.07 

i          1.10 

1.03 

.79 

1.26 

!          1.25 
1.25 
'          1.25  . 

1.00 
1.00 
1.00 
1.00 
1.00 

.    1.00 
1.00 
1.00 
1.00 
1.00 

.95 
.95 
.96 
.96 
.95 

.76 
.76 
.76 
.76 
.76 

1.16 
1.16 
1.15 

,          1.18 
1          1.15 

1.15 
1.16 

1.22  * 

1.00 

1.00 

.96, 

.76 

1.16 

1.09 


1.00 


.96 
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Table  No.  63A. — Compariion  of  rateg  from  Neiv  York  to  San  Francisco,  an  charged  by 
the  transcontinenial  routes j  the  Panama  route,  and  Hie  aUrwater  route  of  t?ie  Atnerican 
and  Hawaiian  Steamship  Company. 

[Per  100  pounds.] 


Articles. 


Alum * 

ABbestos 

Axle  grease 

Babbit  metal 

Baskets 

Blacking 

Boiler,  range 

Books...... 

Brass  goods 

Candles 

Canned  goods 

Carpet  lining 

Bicarbonate  of  soda. , 

Caustic  soda 

Clothes  wringerH 

Earthenware 

Glassware,  heavy  ... 

Glucose  

Iron,*bar 

Safes,  iron 

Nails 

Paper,  printing 

Pipe,  wrought 

Wire 

Wire,  barbed 


Rates. 


Via  American  trans- 
continental routes, 
Canadian  tiansoon- 
tinental  routes,  Gulf 
transeon  tinen  tal 
routes. 


L.  C.  L. 


11.25 
1.50 


1.50 
3.00 
1.60 


2.00 
1.75 
1.60 
1.50 
1.75 
1.60 
1.00 
1.75 

i.ao ; 

1.60 


1.25 
2.00 
1.25 
1.10 
1.25 
1.25 
1.25 


1 


C.  L. 


$0.75 

1.00 

.85 

1.00 

1.00 

1.10 

1.35 

1.40 

l.a5 

1.00 

.95 

1. 00 

1.10 

.75 

1.25 

1.00 

1.10 

.85 

.75 

1.75 

.80 

.75 

.70 

.80 

.80 


Via  Panama  route. 


I 


Via  American  and 
Hawaiian  Steam- 
ship Co.  all  -  water 
route. 


L.C.L. 


$0.87 
1.05 


1.05 
2.10 
1.12 


1.40 
1.22 
1.05 
1.05 
1.22 
1.12 

.70 
1.-22 

.91 
1.12 


.87 
1.40 
.87 
.77 
.87 
.87 
.87 


C.  L. 


L.  C.  L. 


10.60  I 


.80 
.80 
.88  i 
1.08  I 
1.12  , 
1.08  . 
.80  I 
.76 
.80  , 
.88 
.60 
1.00  I 
.80  I 
.88 
.68  1 
.60  I. 
1.40  ,. 
.64  , 
.60  I 
.56  ' 
.64  i 
.64 


C.  L. 


$0.85 
.90 

.70 

.65 

2.25  I 

.85  I 

1.10  , 

1.90  I 

.90 

.80  i 

.66  ; 

.85 

1.00  ! 

.70  ' 

.85  I 
1.25  ! 

,90 
1.00 


a. 70 
.85 
.65 
.80 
.75 


$I.K 

.W 
.» 
.50 
2.25 
.75 
.95 
1.00 
.75 
.60 
.60 
.75 
.TO 
.40 
.70 
LOO 
.70 
.60 
.45 
LW 
a. 50 
.65 
.45 
.60 
.60 


n  Per  keg,  106  pounds. 


DIGEST   OF   HEABINOS   ON   RAILWAY  RATES. 


569 


Table  No.  03B. — Compariwn  of  through  freight  rates  from  New  York  and  common  sea* 
board  points  to  North  Pacific  coast  points  lia  transcontinentai  aU-rail  and  rail-and-lake 
routes  and  via  the  Panama  route, 

[Per  100  pounds.] 


can  trans- 
tal  routes, 
1  transcon- 
routes. 

Ral 

Via  rail-an 
transco 
routes. 

tes. 

ClaifseM  and  articles. 

Via  Amerl 
continen 
Canadiai 
tinental 

dlake  and 
Dtinental 

Via  Panama  route. 

L.  C.  L.           C.  L. 

L.C.L.     1       C.L. 

L.C.L. 

C.L. 

First  class 

13.00 
2.60 
2.20 
1.90 

.1.66 
1.60 

$2,75 
2.88 
2.00 

$1.80 

1.60 

1.80 

1.16 

1.06 

1.06 

.86 

.80 

.80 

.70 

i.itt' 

1.88 
1.12 
1.12 
1.06 
.87 

S6oond  clasH 

Third  clasH 

Fourth  claas 

1.78 
1.60 
1.46 
1.14 

Fifth  clam 

A 

B 

1.26 

1.00 

1.00 

.95 



c 

.91 

.91 

.86 

2.75 

1.86 

1.78 

D 

E 

Dry  goods 

3.00 
1.50 
1.90 
1.60 
1.60 



io'9i' 

1.27 

Cotton  piece  goods 

$1.00 
1.40 
1.26 
1.10 

$0.80 

Drugs 

1.12 

Hardware 

1.45               1.14 
1.45  1             1.00 
1.36  1               .91 
1.14                  -74 

1.00 

Glassware 

.88 

Starch 

1.50  :             1.66 
1.25                 .«0 

.80 

Nails , 

.64 

Axle  grease •. . . 

.85 
1.00 
1.00 
1.25 
1.35 
1.00 
1.00 
1.10 

.75 
1.00 

.75 
1.00 

.65 
1.10 

.80 

.78 
.91 
.91 
1.14 
1.28 
.91 
.91 
1.00 
.70 
.91 

.70 
.91 
.66 
1.00 
.91 

.68 

Babbit  metal 

1.50 
1.60 
1.75 
1.75 
1.50 
1.50 
1.60 
1.00 
l.SO 

1.25 

1.36 
1.45 
1.69 
1.59 
1.36 
1.86 
1.46 
.91 
1.18 

1.14 

1.06 
1.12 
1.22 
1.22 
1.06 
1.06 
1.12 
.70 
.91 

.87 

.80 

Blackinir 

.80 

Books 

Bxass  goods 

1.00 
1.06 

Candles 

Canned  goods 

.80 
.80 

Bicarbonate  of  soda 

.88 

Caustic  soda 

.60 

Earthenware 

:» 

Iron: 

Bar 

.60 

structural 

.80 

Fii»e.  wrought 

i.25 
1.65 
1.25 

1.14 
1.50 
1.36 

.87 

1.15 

.87 

.52 

wire...  .^...::::::. .::.:::: 

.86 

WIre.barbed 

.M 

670 
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Table  No.  64. — Freight  rates  from   Sau    Franciftco  to  Xew   York  by   American 
Canadian  trans-corUinenial  rail  routes,  1870  to  1904,  inclusive. 

[Per  100  pounds.] 


and 


Yearly  average  ratea. 


Years. 


'  Canned  I   Fruito, 
goods.       dried. 


Less  than  earloadfi. 
':    Nata. 


1870tolS7S. 
1874  to  1S78. 


1879. 
1880. 
1881. 


Average  5  years. 


1884. 
1885. 
1886. 
1887. 


Average  5  years. 


1889. 
1890. 
1891. 
1892. 
1893. 


Average  5  years. 


1894. 
1896. 
1896. 
1897. 
1896. 


Average  5  years., 


1899. 
1900. 
1901. 
1902. 
1908. 


Average  5  years.. 


1904. 


13.71  : 
3.88  i 


4.20  ' 

4.20 ; 

2.54  I 
1.50: 
1.50  I 


2.79 


1.52 


1.90 


$3.71 
3.88 


$4.86 
5.08 


Ruisins  '  Wine,  in 
^^^^-  1    wood.    I 


13.71  j 
3.88  I 


4.20  I 
4.20 
8.13  ! 
2.50  I 
2.50 


5.50 
5.50 
4.58 
4.00 
•4.00 


3.31 


4.72 


4.20  ' 
4.20  I 
3.15 
2.50  , 
2.50  I 


3.31  ! 


1.50' 

2.50  1 

4.00  ' 

1.50  , 

2.46  ' 

3.92  , 

1.18 

1.55  ' 

2.28  1 

1.55  1 

2.25  , 

2.70  1 

1.89  1 

1.96 

2.67  1 

2.14  I 


8.11 


2.10 


2.20 


»4.86  ' 
5.08 


5.30 
5.50 
3.19 
1.76 
1.76 


3.64  , 


2.00 


Hope. 


$3.71 
3.t« 


1.59  i 


4.2» 

4.30 
3.46 
3.00 
3.00 


3.57 


2.50  ! 

1.75. 

3.00 

2.50 

1.75 

3-00 

1.91  1 

.84 

1.67 

2.54 

1.40 

1.80 

2.06 

2.21  ; 

1.96 

2.29 


2.30 

2.00  , 

3.00 

3.70 

3:84 

LOa 

2.30 

2.00 

3.00 

"3.70 

•2.06 

2.19 

2.30 

2.19  i 

3.66 

3.70 

2.24 

•2.3) 

2.80 

2. -20  ! 

3.70 

3.70 

2.25 

2.3» 

2.30 

2.20  ■ 

3.30  1 

3.70 

2. -25 

•2.30 

2.80 

2.12} 

3.33 

1 

3.70 

2.53 

2.16 

2.30 

2.20  . 

3.30 

2.65 

2.25 

2. -20 

2.30 

2.20  ! 

3.30  > 

2.20 

2.25 

2.30 

1.91 

;2.20  ' 

3.30  , 

2.20 

•2.01 

1.S2 

1.90 

2.20  , 

3.30 

2  20 

2.00 

l.flO 

1.90 

2.20 

3.30 

2. -20 

2.00 

1.7S 

2.06 

2.20  ; 

3.30  i 

2.29 

2.10 

i.n 

1.90 

2.20' 

3.30 

2. '20 

2.00 

2.00 

1.90 

2.20  1 

3.30 

2,20 

2.00 

l.iW 

1.90 

2.20  ' 

3.30 

2.20 

2.00 

1.50 

1.90 

2.20  , 

3.30 

2.20 

2.00 

1.8« 

1.90 

2.20  1 

3.30 

2.20 

2.00 

2.00 

1.90 

2.20  1 

3.30 

2. -20 

2.00 

l.Tri 

2.01) 
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iBLE  No.  64. — Freight  rates  from  Sun   FraucUtco  to  New   York  by  American   and 
Canadian  trans-continental  rail  routes^  JS70  to  1904,  inclusive— Continued. 


Canned 
goodfl. 

$3.71 
3.88 

PruitM. 
dried. 

8:171 

3.88 

Carloads. 

Years. 

XutB. 

$4.86 
5.08 

Raisins. 

Wine.m' 
wood. 

Hoi>s. 

70  to  1873 

$3.71 
3.88 

$4.86  • 
5.06 

$3.71 

74  to  1878 

3.88 

79 

4.20 
4. 20 
2.54 
1.50 
l.SO 

4.20 
4.20 
2.?2 
1.50 
1.50 

5.50 
5.60 
3.34 
2.00 
2.00 

4.20 
4.20 
2.54 
1.50 
1.50 

5.60 
5.50 
3.03  ; 
1.50 
1.50, 

4.20 

W 

4.20 

81 

3.46 

S2 

3.00 

83 

3.00 

Average  5  vears 

2.79 

2.82 

3.67 

2.79 

3.41 

3.67 

84 

1.41 
1.25 
1.01^ 
1.20 

1.68 
1.96 
1.18 
1.60 
1.47 

2.00 
2.00 
1.54 
2.12 
2.31 

1.50 
1.50 
1.18 
1.89 
1.47 

1.60  i 
1.60  : 
.75  1 
1.26  1 
1.12  , 

3.00 

36 

36 

37 

38 

3.00 
1.67 
1.80 
1.96 

Average  5  years 

1.20 

1.69 

1.99 

1.51 

1.28  ' 

2.2 

89 

1.06 
1.00 
1.09 
1.05 
1.00 

1.34 
1.40 
1.53 
1.45 
1.40 

1.60 
1.60 
1.74 
1.75 
1.75 

2.95 
2.95 
2.95 
2.95 
2.95 

8.30  1 
1.00  1 
1.00 
1.00 
1.00 

2.00 

90 

2.19 

M 

W 

93 

2.20 
2.20 
2.20 

Average  5  vear» 

1.04 

1.42 

1.69 

2.95 

1.46  j 

2.16 

M 

1.00 
1.00 
.91 
.90 
.75 

1.40 
1.40 
1.01 
1.00 
1.00 

1.75 
1.75 
1.31 
1.30 
1.30 

2.96 
2.95 
1.05 
1.00 
1.00 

1.00  ' 

1.00 ; 

.76  ! 
.76  i 

.75  j 

2.20 

95 

2,20 

96 

1.62 

97 

1.60 

98 

1.78 

Average  5  years 

.91 

1.16 

1.48 

1.79 

.86, 

1.88 

99 

.75 
.75 
.75 
.75 

.75 

1.00 
1.00 
1.00 
1.00 
LOO 

1.30 
1.30 
l.SO 
1.30 
1.30 

1.00 
1.00 
1.00 
1.00 
1.00 

.75  1 

.75 
.25  1 
.75 

2.00 

oo 

1.60 

01 

1.60 

02 

1.88 

08 

2.00 

Average  5  vears 

.75 

1.00 

1.30 

1.00 

.75  1 

1.78 

94 

.75 

1.00 

1.30 

1.00 

~"^l" 

2.00 
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Table  No.  65. — Joint  through  rate*  from  interior  United  Slates  points,  also  from  Paeife 
coast  ports  named  to  ports  in  China  and  Japan,  as  in  efect  March  4t  1905. 

[In  cent«J  per  100  pounds.] 


Rates. 


Commoiiitieii. 


From  interior  United  ' 
States     points     to 
Yokoliama,    Kob«,  I 
Xaxaftaki.      Shang-  , 
hai.  and  Hongkong. 


From  Portljind,  Po»t 
Sound,  aDd  Brimh 
Columbia  coasit 
pointA— 


L.  C.  L. 


Agricultural  implements , 

Beef  and  pork,  pickled  or  me.«w 

Beer  and  malt  extract 

Boots  and  shoM 

Canned  goods 

Cotton  knit  underwear 

Cotton  piece  goods , 

Flour,  in  barrels 

General  merchandise 

Grain,  not  otherwise  specilied , 

Horseshoes  and  nails  (old) , 

Iron  or  steel,  bar  or  hoop 

Lard 

Liquors,  including  alcohol  and  whisky  and  New 
England  rum  not  over  30  days  old 


225 
150 


M75 


Lead,  in  pies. 

Leather,  rol  Is 

Milk,  condensed,  malted 

Nails,  in  kegs 

Oil,  in  barrels 

l*acking-house  products  (no  fresh  meat ) . 
Paint,  white  lead  or  zinc*,  dry  or  in  oil  . . . 
Salt: 

In  barrels 

In  sacks 

Soap t 

Starch,  in  boxes 

Sugar: 

In  bags 

In  barrels  or  boxes 

Tobacco  (unmanufactured ) 

Wheat,  in  sacks 

Wine,  California: 

In  wood 

In  glass 

Wire,  iron,  plain,  galvanized  or  tinned. . . 


150 


C.  L. 


I  ToYoko- 
I     hama. 
Kob^,Na- 

'  B/oSrand 
'  Hongkong. 


100  . 

«90  I. 

70  '. 
176  |. 

90  > 

160  ,. 

bllO  ;. 


80 


175 


76 


80 
100 


120 


70 
126 


110 


d35 


SO 


40 
25 

40 


25 

30 

40 

*30 


To  Shang- 
hai. 


82.  .S 


82.5 


42.5 
27.5 

42.0 


22.5 
77.5 


27.5 
47.5 


S2.5 

32.5 
27.5 
27.5 


32.5 
42.5 


27.5 

42,5 
^82.5 


n  Chicago  and  defined  territoricH  went  only. 

b  All  points  except  New  York,  Boston,  and  common  points  on  and  north  of  main  line  of  Norfolk 
and  Western  Railway. 
c  Rod  or  wrought  iron  only. 

dNew  York,  N.  Y.  (via  SuuMet-Gulf  Route  only),  and  Cleveland. 
*  Barbed  wire  in  rolls  only. 

Note.— Rates  as  published  effective  March  4.  1905.  under  joint  arrangements  of  the  transconti- 
nental roadi*  and  eastern  carriers  and  the  hteaniMhip  \\\\i»  operating  from  Pacific  coast.  Unless  the 
rates  are  specified  as  appli<*able  from  iwrtirular  {joints  they  will  apply  from  all  points  in  Canada  and 
the  United  States. 


DIGEST   OF   UEABIKGS   ON    RAILWAY   BATES. 


573 


Table  No.  66. — Ocean  freight  rates  jointly  established  by  the  Pacific  Mail  Steamship  Com- 
pany, Occidental  and  Oriental  Sieaniship  Company,  and  the  Toyo  Kisen  Kaisha  from 
San  Francisco  to  Japan,  Korea,  etc. 


Articlej*. 


How 
taken. 


Barley,  in  bagR • 

Beans  and  pease  (dried,  in  sacks) ' 

Canned  goods,  viz..  meatn,  flsh,  fruit^i,  vegetables.  I 
and  condensed  milk,  in  cases.  | 

Cement,  in  barrels | 

Fire  clay,  brick,  terra  cotta,  sewer  pipe i 

Fi.sh:  J 

Dried,  in  boxes  or  barrels,  not  otherwise  specified . ; 


Per  2,000 

pounds. 

.....do.... 

do. 


.do., 
.do.. 


Salted,  in  boxes  or  barrels  . 
Pickled,  in  barrels 


Iron  (rod  or  wmught,  in  bars  or  bundles) . 
Lard,  in  tierces  or  cases 

Lead,  in  pigs 


Leather,  rolls  (compressed  to  18  pounds  per  cubic 

foot  or  over). 
Meats,  in  barrels 


Merchandise,  general  (not  otherwise  speiUtii*d) . 

Nails,  in  kegs .•. 

Oil.  in  barrels 

Do 


Paint,  white  lead  or  zinc,  dr>' or  in  oil. . 

Pease,  dried,  In  sacks 

Salt: 

In  sacks 

In  barrels 

Strawboard  and  binder  board,  in  cases . 

Sugar: 

In  bags 


Per  40  cu- 
bic feet. 

do.... 

Per  2.000 
pounds. 

do..., 

Per  40  cu- 
bic  feet. 

Per  2.000 
pounds. 

do.... 

Per  40  cu- 
bic feet, 
er  2.000 
pounds. 

do 

Per  gallon 

Per  2.000 

pounds. 

do 

do.... 


In  effect 

July  18, 

1901. 


In  effect  since  Mar.  20, 
1908. 


To  Yoko- 


To  Yoko- 
hama.    I     j^ 

Hongkong.  Hongkong. 


In  barrels  or  boxes. 
Soap,  in  boxes 

Wheat,  in  sacks... 


Wine.  California: 
In  wood 


In  glass 

Wire.  l>arbed.  in  rolls 

Wool,  in  bales  (compress<Hi  to  18  i)Ounds  per  cubic 
foot  or  over). 


do.... 

do.... 

Per40cu-  j. 
bic  feet. 

Per   2.000 

pounds. 

do 

Per  40  cu- 
bic feet. 

Per  2,000 
pound.««. 

Per  40  cu- 
bic feet. 

do.... 

do... 

Per  2.000 
pounds. 


S8.00 


8.00  ' 
6.00 


6.00  , 
8.00 


6.00 

8.00 

0.00  I 

15.00  \ 

6.00  I 

8.00 

6.00  , 
.04 


6.00  I 


6.00  ; 
8.00 


"8.00  i 
6.00  ' 


6.00 


6.00 

8.00 
G.Ot^ 
1.3.00 


98.00  : 


8.00 
6.00 


6.00 
6.00 


To  Shang- 
hai. 


98.60 

8.  SO 
6.50 

6.50 
6.50 


6.50 
6.50 

5.00 
8.00 

4.00 

15.00 

6.00 

8.00 

5.00  , 


8.00 

6.00 
8.00  , 

5.00 
6.00  , 
6.00 


6.00  ' 


8.00 
5.00 


6.00 

8.00 ; 

6.00 
15.00  , 


7.00 
7.00 

5.50 
8.50 

4.50 

15.50 

6.50 

8.50 

5.50 

"s-'so 

6.50 
8.50 

5.60 
6.60 
6.50 

6.50 

8.50 
5.50 

6.50 


6.50 

8.50 
6.50 
15.50 


a  Per  40  cubic  feet. 


No  l)ill  of  ladinj?  signed  for  less  than  $5. 

Prepayment  of  freight  required  upon  all  shipments'. 

The  c»ompanies  issuing  these  rates  will  undertake  to  furnish  through  hills  of  lading 
from  San  h  rancisco  to  interior  i)oint«  beyond  the  oriental  porb*,  the  charges  there- 
under being  computed  on  the  ocean  rates  to  the  ports  above  given  plus  the  rates 
from  such  ports  obtainable  from  time  to  time. 
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Table  No.  67. — Joint  through  freight  taU*  from  ports  in  China  and  Japan  to  Padfo 
coast  ports  and  interior  j/olnts  in  thr  United  States  and  Canada, 


Commodities. 


<  From  Nagasaki.  Moji.  Kobe,  and  Yokohama, 

'  To  interior  United  State.  I  T"  ''""l^nd.  Puget 


points. 


hkiimd.  and  British  Co- 
lumbia coaft  ports. 


As  per  tariff. 


_ ,- 

,  Per  100 
poundH I 


Ah  per  tariff. 


!  Per  100 
pounds 


To  San  Francisco. 


Beans ,  U   cents  peri 

pound. 
Camphor '■■  2centsper  pound  I 

CasHia  . 


11.25  I  Sti   per    'i.OOO  ,    W.30 

1      pounds. 
2.00  I  $10  per  40  cubic    

:      feet. 

i..^  i  ib  per  40  cubic  ! $5  pef  40  cubic 

!      feet.  I      feet.  ; 


As  per  tariff. 


$6    per   2.000  , 

pounds. 
$10  per  40  cubic  I 

feet. 


Per  100 
pounds 

9a» 


Chillies Ik    cents  per 

!      pound.  I 

Cocoa  beans 


Cotton  .seed i ; . 

Desiccated  cocoa-     1  cent  per  pound . 
nuts.  i 

Fern  balls  (dried)...    U   cents    per 

{      pound. 
Gambler: 

Cube ;. 


1.00  j 
1.50  I 


•1- 


$8  per  40  cubic   '  S8  per  40  cubic 


feet. 


feet. 


Block 

Ginger  (dry) li    cents  per 

pound.  ' 

Hats  (common) { 

Indian  condiments ' 

Indigo I 


1.25     $8  per  40  cubic  , i  $8  per  40  cubic  \ 

feet.  '  feot. 


.1. 


.  I 


$15  per  40  cubic   i  $15  per  40  cubic  '. 

I     feet.  I  feet. 

Matting  (in  rolls)...   li    cents    per  |      1.25    $5  per  40  cubic  i ,  $5  per  40  cubic  1. 

pound.               i              I      feet.                   i  '      feet. 

Menthol  (dry) ]  2  cents  per  pound  j     2.00    $10  per  40  cubic  , $10  per  40  cubic  i 


Oil  ( peppermint  and  I do 

menthol). 

Opium 

Paper  lanterns 

Pepper  (in  bags). 
Preserved  ginger 


.00 


Rice. 
Rattans  . 


Rush  straw  fiber. 


Silk  (raw). 
Silk  goods. 


Straw  braid . 


Tapioca  . 
Tea 


Cargo  ( not  otherwise 
specified) . 


2  cents  per  pound ; 


IJ  cents  per  j 
pounds.  ' 

75  cents  per  100  ! 
pounds.  j 


2.00 

'i."25 

.75 


1.25 


li   cents    per 

pound. 
0  cents  per  pound 
$20  per  cubic  foot 
plus  1  per  cent 
ad  valorem. 


2cents  per  pound !     2. 00 


U   cents  per] 

pound.  I 

li  cents  per  | 
pound. 


1.25 
1.50 


feet. 


feet. 


$8perche8t $8pcrche»t. 


$8  per  40  cubic  • $8  per  40  cuWc  ' 

f#^Pt.  I  f  tf^^^  I 

$5   per   2.000  f       .25  '  $5  per  2,000 
pounds.  I  j      pounds. 


3  cents  per  pound       3.00  '  3  cents  per  pound, 

$15  per  40  cubic  ' $15  per  40  cubic  . 

feet  plus  k  per  I  '      feet  plus  ^  per 

cent   ad   va-  I  cent  ad   va-  | 

lorem.  !  i      lorem.  ' 

$7  per  40  cubic   $7  per  40  cubic  . 

feet.  I      feet.  ' 


16  i>er  40  cubic 

feet. 
$7  per  40  cubic 

feet. 


$6  per  40  cubic  I. 
feet.  I 

$7  per  40  cubic  .. 
'      feet.  ' 

I 


.25 
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Table  No.  67,^ Joint  through  freigld  rates  from  ports  in  China  and  Japan  to  Pacific 
coast  ports  and  interior  points  in  the  Imited  States  and  Canada — Continued. 


From  Hongkong,  Amoy,  Fuchau,  and  Shanghai. 


Commodities. 


I  To  interior  United  States 
points. 


Ah  per  tariff. 


Per  100 
pounds 


To  Pcntland,  Puget  Sound,  j 
and  British  Columbia  j 
coHHt  ports.  I 


To  San  Francisco, 


As  per  tariff. 


I  Per  100 
jpounds 


As  per  tariff. 


SI.  2.T     J7  per  12  piculs  .J    SO.  78  |  96  per  12  piculs . . 

2.00   1 1 

1. 2ft  '  S6.50  per 40€ubic   S5.50  per  40  cubic 

feet.  I  I     feet. 


Beans 1}    cents    per 

pound. 

Camphor •  2cent«iperpound 

Casjjfa ". li    cents    per 

I      pound. 

Chilies ' ;  Sft  per  40  cubic  '. '  S5  per  40  cubic 

]  ,      feet.  I  i      feet. 

Cocoa  beans 1|    cents    perl      1.25  |  75cents  per  picul.j     1.00    75  cents  per  picul 

pound.  ;  I  ;  I 

Cotton  wed S1.45  per  picul . . . :      1. 98     S1.45  per  picul . . 

Deniccated  cocoanuts;  1  cent  per  pound .       1. 00  |  Si  per  picul |      1. 33  I  SI  per  picul 

Fern  balls  (dried)..  J , ; ' 

Gambler: 


Cube li    cents    per  ! 

I      pound.  I 

Block 90  cents  per  100  I 

I     pounds.  I 

Ginger  (dry) IJ    cents    per 

ound. 


1.25  !  67cent«»perpicul.| 
.90  I  53  cents  per  picul.  I 

1.26  I  90  cents  per  picul.j 


.90 

.71 

1.20 


i.SlO  per  40  cubic  ; S6  per  40  cubic 


Hat«  (common) 

feet.  I  !      feet. 

Indian  condiments..,  IJ    cents    per  ;      1.25    S8  per  40  cubic 
i      pound.  feet. 

Indigo ' S15  per  40  cubic 

1  1      feet. 

Matting  (in  rolls) ...    li    cents,  per        1.25  '  S5  per  40  cubic 

pound.  I  I      feet. 

Menthol  (dry) 

Oil  (peppermint and   , 

menthol).  i 

Opium I 

Paper  lanterns : 

Pepper  (in  bags) 1  cent  per  pound.!      1.00 

Preserved  ginger.... 

Rice 


I 


S8  per  chest 

77  cents  per  picul. 


1.03 


67cents  per  picul. 
53  cents  per  pioul. 
90  cents  per  picul. 

S6  per  40  cubic 

feet. 
S8  per  40  cubic 

feet. 
S15  per  40  cubic 

feet 
$5  per  40  cubic 

feet. 


S8  per  chest 

77  cents  per  picul. 


Per  100 
pounds 


SO.  67 


1.00 


1.98 
1.33 


.90 

.71 

1.20 


1.00 


Rattans 

Rush-straw  fiber. 

Silk  (raw) 

Silk  goods 


S1.50  per  picul . 


2.00 


S1.50  per  picul . 


Straw  braid  . 

Tapioca 

Tea 


Cargo  ( not  otherwise 
specified). 


6  cents  per  pound  I 

S20  per  40  cubic  ' . 

feet,  plus  1  per  ; 

cent  ad  valo-  1 

I     vem. 

I  SIO  per  40  cubic   . 
feet.  j 

90  cents  per  100 
;      pounds.  , 

U    cents    per 
I      pound.  , 

1|    cents    per  ' 
pound. 


6.00 


.90 
1.25 
1.50 


3  cents  per  pound 

SI 5  per  40  cubic 
feet,  plus  1  per 
cent  ad  valo- 
rem. 

S6  per  40  cubic 
feet. 

55  cents  per  picul. 

S8  per  40  cubic 

feet. 
do 


3.00 


3  cents  per  pound 
S15  per  40  cubic 

feet,  plus  1  per 

cent  ad  valo- 

lem. 
S6  per  40  cubic 

feet. 
55  cents  per  picul. 

S8  per  40  cubic 

feet. 
....do 


2.00 
8.66 


.73 
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Table  No.  68. — Through  freiglU  rates  from  points  in  the  United  States  to  Auckland,  S(t 
Zealand,  and  Sydney,  Audralia,  applying  via  San  Francisco,  CuL,  and  thence  rw 
Oceanic  Steamship  Company,  in  effect  September  12,  1905. 

[In  United  States  gold  coin  or  its  equivalent.] 


Articles. 


$1.66  $1.60  :. 

I  1.26  I. 

2.00  ,. 


6.00  I 


1.26  I 
1.00  j 


l.IO 


1.66  I  1.60 


Advertising  matter 

Agricultural  implements 

Automobiles 

Beer: 

In  wood 

Incases 

Bicycles 

Canned  meats 

Canned  oysters 

Cash  registers 

Drugs,  in  packages 

Druffs.  viz,  patent  medicines 

In  pails 

In  tierces 

Leather 

Machines,  sewing,  in  boxes  or  crates  i 
Machinery: 

Pieces  not  over  2,000  pounds | 

Pieces  over  2,000  pounds 

Meat,  frozen , 

Metal  keys  for  opening  cans ,  .75 

Oats,  rolled,  in  packages j  1.00  | 

Pipe:  !  i 

Iron,  per  ton,  2,000  pounds ;16.00  i 

Wroughtiron i         1.76     1.40 

Rubber  goods,  in  packages 1. 75   

Seeds,  in  packages i  1.50  ' 

Shoes,  boxed '         2.10  , ; 

Typewriters,  including  desks  and                   j 
supplies 8.20   


Kates  f  rom— 


Chicago  and 
defined  terri- 
tories east. 


New  Orleans, 
La. 


L.C.L.     C.L.  I   L.C.L.     C.L. 


I 


.,$1.00 


1.36    . 

2.00  I L 

2.00     1.60  1. 


L75 
1.96 


Dayton,  Ohio. 


L.C.L.     C.L. 


$L76 


Des  Moinets 
Iowa. 


L.C.L.     C.L 


$L66    $1.30 


L40  . 
L60  1. 
3.76  '. 


_ 
Detroit,  Mich. 

Rates  f  rom— 

Articles. 

Fort  VVc 
Tex 

L.  C.  L. 

...♦K           New  York      , 

'""•    i  and  common  ' 

points.        ■ 

Boston 

and  common 

points. 

L.C.L.    JC.L. 
$1.40 

C.L.  1   L.C.L.   Ic.L.  ' 

L.C.L. 

C.L 

Dnigs  and  pnipHeUi^ry  medicines. . . 

1 

Hogs'  hair 

1 

$i.25  '                               1 

Merchandise,  general 

i $2. 66  1 

fim 

1  . 

1                        •^•w  1 



Rates  from — 


Articles. 


!    ^'onm?SoT^    '  Cedar  Rapids,  i    Kansa-.City. 


common 
points. 


I 


Iowa. 


Mo. 


PetersburR.  V«. 


-I- 


•i- 


I    L.C.L.     C:L.  '    L.C.L.     C.L.      L.C.L.   '  C.  L.      L.C.L.     C.L 

Motors,  fan,  boxed '... $1.50 ' 

Oats,  rolled,  in  imckages ' | $1.00   ... 

Packing-house  products,  viz:    Ba-  | 

con,    hams,    beef,   lard,  canned  ;  .  ; 

meats,  etc $1.00   i 

Printers'  supplies i       $2.50 I ' 

Tobacco,  plug,  cut  pluK.  and  smok-  i  j  >  I 

ing I 1 , $L50 


KatCM  from— 


Articles. 


New  York, 
N.  Y. 


Rochester. 
X.  Y. 


Baltimore. 
Md. 


Richmond. 
Va. 


Walkerville. 
OnUrio. 


TobaccH),  Htnoking,  and 

cigaretteti 

Whlaky,  in  gl&m,  boxed. 


L.C.  L.    C.L.  ;  L.C.  L. 


C.  L.     L.  C.  L. 


$1.60 


t\.'^\... 


C.  L.  1  L.C.  L.  I  C.  L.  '  L.C.  L. !  C.L 


•;\.--^vA 


%\ 


.«.i 
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Table  No.  69. — Average  ocean  raieti  on  grain  carried  by  miling  vessels  from  San  Fran- 
cisco to  the  United  Kingdom,  1S74  to  1904y  inclusive, 

[In  cents  per  100  pounds.]. 


Years. 

Yearly 

average 

rates. 

!                             Years. 

j 

Yearly 

average 

rates. 

1874 

88.3 
76.0 
53.6 
64.8 
42.9 

1889 

88.1 

1875 

1890 

87.6 

1876 

1891 

43.2 

1877 

1892 

88.2 

1878 

1893 

22.6 

1          Average  5  years 

Average  5  years. 

64.8 

83.9 

1894 

1879 

53.6 
58.9 
64.2 
71.2 
48.2 

28.8 

1880 

1895 

28.1 

1881 

1  1896 

28.7 

1882 • 

1  1897 

26.8 

1883 

'  1898 

22.1 

Average  5  years 

A  vprage  5  yea"? . ,  ,  - ,,,.,.-.. 

59.2 

26.8 

1899 

1884 

32.2 
38.7 
33.0 
28.9 
27.7 

27.9 

1885 

j  1900 

40.2 

1886 

1901 

41.5 

1887 

!  1902 

82.1 

1888 

,  1903 

18.5 

1 

j            Average  5  years 

Average  5  year^ 

32.1 

82.0 

,  1904 

15.8 

Table  No.  70. — Shotting  freight  rates  from  New  York  to  Curaquo,  Maracaibo  and  La 
Vela  de  Coro,  South  America^  J  90S, 


Article«. 


Unit. 


Flour,  crackers,  meal,  and  vegetables,  in  flour  I 
barrels.  i 

Flour,  in  bags I 

Beef  and  pork ' 

Beef  and  pork,  in  half  barrels I 

Kerosene,  in  barrels ' 

Lard:  | 

In  tierces  of  460  pounds 

In  barrels  of  280  pounds I 

Biscuit*!,  in  tins  of  8-10  pounds,  loose | 

Com.  in  bags  of  2  bushel.s i 

Beans  and  pea«^,  in  bags  of  2  bushels i 

RoHin,  rice,  cement,  and  tallow ! 

Hanu',  in  tierces 

Rope 

Bran 

Barbed  wire 

Dry  goods 

Beer.  In  barrel** 

Weight  goods,  not  specified 

Mea.surement  goods,  not  specified 


Per  barrel 

Per  100  pounds . . . 

Per  barrel 

Per  half  barrel .  - . 
Per  barrel 


To  Cura- 
sao. 


Per  100  pounds . . 

do 

Per  tin 

Per  bag 

do 

Per  100  iK)undH  . . 

Per  pound 

Per  100  pounds . . 

do 

do 

Per  cubic  foot 

Per  barrel I 

Per  100  pounds  . . . 
Per  cubic  foot I 


10.40 

.20 

.70 

.40 

1.00 

.20 

.20 

.10 

.26 

.26 

.20 

.005 

.26 

.40 

.20 

.16 

.95 

.30 

.10 


To  Mara- 
caibo. 


10.60 

.30 

.90 

.50 

1.25 

.30 
.30 
.15 
.80 
.36 
.30 
.005 
.36 
.60 
.36 
.20 
1.26 
.40 
.20 


To  La  Vela 
deCoro. 


.90 

.60 

1.26 

.30 
.36 
.15 
.30 
.35 
.30 
.005 
.35 
.60 
.36 
.20 
1.25 
.40 
.20 


All  with  5  per  cent  primage. 

No  bills  of  lading  signed  for  less  than  $3. 

Freight  payable  m  advance. 

S.  Doc.  244,  59-1 37 
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Table  No.  68. — Through  freight  rates  from  poiiits  in  the  United  States  to  Auckland,  -Vnr 
Zealand,  and  Sydney,  Australia,  applying  via  San  Francisco,  Cat.,  and  thenct  rio 
Oceanic  Steamship  Company,  in  effect  September  12,  1905, 

[In  United  States  gold  coin  or  its  equivalent.] 


Articles. 


$1.65  $1.50  ! 

i  1.25  i 

I  2.00  I 


6.00  I 


1.25  I 
1.00  ! 


1.10  , 


1.65  I  1.50  I 


2.00  I 
2.00 


1.35 
1.25 


AdvertlBing  matter 

Agricultural  implements 

Automobiles 

Beer: 

In  wood 

Incases.^ 

Bicycles 

Canned  meats 

Canned  oysters 

Cash  registers 

Drugs,  in  packages 

Druffs.  viz,  patent  medicines 

In  pails 

In  tierces 

Leather 

Machines,  sewing,  in  boxes  or  crates 

Machinery:  I  i  i 

Pieces  not  over  2,000  pounds 1. 75     1. 40  ' 

Pieces  over  2.000  pounds 1.96     1.60  ; 

Meat,  frozen |  8.75  I 

Metal  keys  for  opening  cans .  75  ■ 

Oats,  rolled,  in  packages i ;  1.00  ; 

Pipe:  I 

Iron,  per  ton,  2,000  pounds , 16. 00 

Wroughtiron I         1.75  |  1.40 

Rubber  goods,  in  packages 1.75   

Seeds,  in  packages i i  1.50  i 

Shoes,  boxed '         2.10  i 

Typewriters,  including  desks  and 


Rates  from — 


Chicago  and 
defined  terri- 
tories east. 


New  Orleans, 
La. 


L.C.L.   JC.L.  !   L.C.L.     C.L. 


.,$1.00 


1.60  i. 


Dayton.  Ohio. 


L.C.L.     C.L. 


$1.75 


Des  Moiii». 
Iowa. 


L.C.L.     C.L 


$1.66    a» 


supplies. 


8.20  i 


Article.**. 


Drugs  and  prtiprietary  medicines. 

Hogs'  hair 

Merchandise,  general 


Rates  f  rom— 


Detroit,  Mich.      *^®"t,;V      •    '  and  common  I   and 


Boston 


Tex. 


L.  C.  L.    ;  C.  L.      L.  C.  L. 
i$L40  I , 


•|» 


points. 


_l 


points. 


C.L.     L.C.L.     C.L.      L.C.L. 


$1.25  ; 


.  $2.00  j 


C.L 


12.0 


Rates  f  rom— 


Articles. 


^oommmf*'    I  Cedar  Rapids,      Kansas  City. 


common 
ptoints. 


lown. 


I 


Mo. 


PeteftbiiTf.Va. 


L.C.L.    ;C:L.  '    L.C.L.     C.L.  |   L.C.L.   '  C.  L.      L.C.L    C.L 


T 


Motors,  fan,  boxed $1.50  i 

Oats,  rolled,  in  packages $1. 00   ... 

Packing-house  products,  viz:    Ba-  |  {  i 

con,    hams,    beef,   lard,  canned  |  ; 

meats,  etc |$1.00   , 

Printers'  supplies $2.50 I 

Tobacco,  plug,  cut  plug,  and  smok-  i  i 

ing i ! I j       $L50 


I 


Rates  from— 


Articles. 


Tohavco,  .smoking,  and 

ciga-rettes 

Whlaky,  in  gla.HR,  boxed 


New  York. 

N.  Y. 


Rochester, 
N.  Y. 


Baltimore, 
Md. 


Richmond, 
Va. 


Walker\illt. 
Ontaria 


L.  C.  L.  I  C.  L.     L.  C.  L.  I  C.  L.     L.  C.  L. 
.c<>\ %V 


$1.50 


■\'l 


C.L.     L.C.L,!C.L.'  LCLjOL 


.^V.....^ 


%V.«i\ 


'S^ 


DIGEST  OF  HEABIKOS  ON  BAtLWAY  RATES. 


577 


Table  No.  69. — Average  ocean  rates  on  grain  carried  by  miling  vessels  from  San  Fran- 
cisco to  the  United  Kingdom,  1874  to  1904,  inclusive. 

[In  cents  per  100  pounds.]  ^ 


Years. 

Yearly 

average 

rates. 

t 

Years. 

Yearly 

average 

rates. 

1874  . 

88.3 
75.0 
53.6 
64.8 
42.9 

1889 
1890 
1891 
1892 
1893 

1  1894. 
1  1895. 
i  1896. 

1897. 

1898. 

88.1 

1875 

87.5 

1876 

43.2 

1877 

88.2 

1878 - 

22.6 

Average  6  years 

Average  5  years 

64.8 

88.9 

1879. 

53.6 
58.9 
64.2 
71.2 
48.2 

28.8 

1880 

28.1 

1881 

28.7 

1882 -  -     -  -  - 

26.8 

1883. 

A  verftge  5  yean? , 

22.1 

Average  5  years 

59.2 

32.2 
38.7 
33.0 
28.9 
27.7 

1 

1  1899. 
1  1900. 
1  1901. 
1902. 
1  1903. 

1904. 

i 

26.8 

Average  6  years 

1884  . 

27.9 

1885 

40.2 

1886. 

41.5 

1887 

82.1 

1888  . 

18.5 

Average  5  years 

32.1 

82.0 

15.8 

Table  No.  70. — Shoidng  freight  rates  from  Netv  York  to  Curasao,  Maracaibo  and  La 
Vela  de  Coro]  South  America^  190S. 


Articles. 


Unit. 


Flour,  crackers,  meal,  and  vegetables,  in  flour 
barrels. 

Flour,  in  bags 

Beef  and  pork 

Beef  and  pork,  in  half  barrels 

Keroiiene,  In  barrels i 

Lard:  | 

In  tierceH  of  450  pounds I 

In  barrels  of  250  pounds i 

Bii»cuiti?,  in  tins  of  8-10  pounds,  loose \ 

Com.  in  bags  of  2  bushels 

Beans  and  pea.«,  in  bags  of  2  bushels 

Rowin,  rice,  cement,  and  tallow : 

Ham.«(,  in  tierces I 

Rope I 

Bran I 

Barbed  wire I 

Dry  goods 

Beer,  in  barreln 

Weight  goods,  not  specified 1 

Measurement  goods,  not  specified ; 


Per  barrel , 

Per  100  pounds . . . 

Per  barrel 

Per  half  barrel . . . 
Per  barrel 


To  Cura- 
sao. 


Per  100  ponnds . . . 

do 

Per  tin 

Per  bag 

— do 1 

Per  100  pounds ..., 

Per  pound ; 

Per  TOO  pounds.... 

....do.!?. I 

...do , 

Per  cubic  foot I 

Per  barrel 

Per  100  pounds 


pou 
fcf< 


Per  cubic  foot . . 


90.40 

.20 

.70 

.40 

1.00 

.20 
.20 
.10 
.25 

.26  i 

.20  I 

.005  , 

.25  1 

.40  i 

.20  I 

.16  i 

.95  I 

.80  I 

.10  I 


To  Mara- 
caibo. 


10.60 

.30 

.90 

.60 

1.25 

.80 

.30 

.16 

.80 

.35 

.30 

.005 

.35 


.20 

1.25 

.40 

.20 


To  La  Vela 
deCoro. 


10.60 

.30 

.90 

.60 

L25 

.80 
.80 
.15 
.80 
.85 
.30 
.005 
.35 
.60 
.35 
.20 
1.25 
.40 
.20 


All  with  5  per  cent  primage. 

No  bills  of  lading  signed  for  less  than  $3. 

Freight  payable  m  advance. 

S.  Doc.  244,  59-1 37 
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Table  No.  71.— Ocean  freight  rates  from  Neiv  Orleans  and  Mobile  to  Belize,  British 
Honduras^  Port  Barrios  and  Linngston,  Guatemala, 


Articles. 


-»    — 

Rate. 


!| 


Articles. 


Rate. 


Ale  and  beer 

Axes.  anvilB,  anchors. 


Apples,    onions,    potatoes, 

and  cabbages. 
Baoon,   bams,   and   green 

meats. 
Beef,  pork,  pigs'  feet,  and 

kraut. 
Boots  and  shoes 


Butter  and  cheese 

Beans,  pease,  and  com. 

Barbed  wire 

Crockery 


Caiined  goods,  in  cases. 

Cordage  and  rope 

Crackers 

Coffee,  in  sacks 


Castings. 
Drugs... 


Dry  goods. 

Plour 

Do.... 


Flour,  sacks. 


:  85  cents  per  cask,      'i 
I  40   cents    per    100 
pounds.  I, 

85  centfl  per  barrel.  | 

40    cents    per    100 
I      pounds. 
I  85  cents  per  barrel. 

20  cents  per  cubic 
I      foot. 

40    cents    per    100 
I      pounds. 
Do. 
Do. 
I  20  cents  per  cubic 
foot 
Do. 
Do. 
85  cents  per  barrel. 
40    cents    per    100 
pounds. 
Do. 
20  cents  per  cubic 
foot. 
Do. 
85  cents  per  barrel. 
46  centH  per    half 

barrel. 
40    cents    per    100 
pounds. 


Fish,  pickled 

GlasRware,  packed,  O.R. 

Groceries,  N.  O.  8 

Hardware,  heavy 


Hoes,  rakes,  shovels,  and  < 
I     spades. 

Hats 

Lard I 

I  ' 

Molasses 

Nails,  spikes,  and  horse-  i 
'      shoes. 

Paint,  kegs,  cases,  and  cans. , 

Rice 1 

Stoves  and  stove  furniture. . 

Sugar 


Salt 

Soap  — 

Tallow  . 


Tinware | 

Whisky  and  wine,  barrel...! 
Wire,  spools;  wire,  rope | 


85  cents  per  barrel 
20  cents   per  cubie 

foot. 
Do. 
40    cents    per   100 

pounds. 
20  cents   per  cubic 

foot. 
Do. 
40    cents     per    100 

pounds. 
4  cents  per  gallon. 
40    cents    per    100 

pounds. 
Do. 
Do. 
20  cents  per  cubic 

foot. 
40    cents    per    100 

pounds. 
Do. 
20  cents  per  cabic 

foot. 
40    cents     per    100 

pounds. 
20  cents  per  cubic 

foot. 
4  cents  per  gallon. 
40    cents    per    100 

pounds. 


I 


Table  No.  72. — Ocean  freight  ratejt  from  Xew  York,  Boston,  Philadelphia,  and  Balti- 
more, to  Banes,  (Silxi. 


[Per  100  pounds.] 


Articles. 


Rates.    I 


Apples 

Beans,  dry,  in  barrels 

Beer,  in  bottles,  in  casks 

Candles 

Canned  goods,  including  milk  . 

Flour 

Lard,  in  tierces 


Articles. 


90.60  !;  Lumber,  per  thousand 

.45     Oil,  in  barrels 

.  50  I   Packing-house  products 

.40  I,  Rice 

.50  I  Salt,  in  bags 

.274    Soap 

.45  'i  Wine  and  whisky,  in  wood  . 


I&OO 
.45 
.45 

.90 
.40 
.65 
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Table  No.  73. — Ocean  freight  rates  from  New  York  to  Pdra,  ManaoSf  ^faranham,  Ceara, 
and  Pamahyba,  South  America, 


Articles. 


Beans,  corn,  pease,  wheat,  etc.  (in  shippers'  bags),  per  bushel. .. 
Bottled  beer,  common  soap,  straw  paper,  shooks,  and  cooperage, 

per  cubic  foot 

Codfish,  per  100  pounds,  grora 

Flour: 

Per  barrel  (196  pounds) , 

Per  half  barrel 

Nails,  per  keg  of  100  pounds 

Oil: 

Kerosene,  per  barrel  of  about  60  gallons 

Lubricating  and  machinery,  per  oarrel  of  about  50  gallons. . 

Rosin  and  silex,  per  280  pounds,  grora 

Turpentine  (on  deck)  per  barrel  of  about  50  gallons  each 

Weifirbt  goods  (not  otherwise  specified),  per  100  pounds,  gross . . . 

Minimum  amount  for  which  a  bill  of  lading  will  be  signed 

Parcel  receipts  issued  on  packages  up  to  925  value,  and  measur- 
ing less  than  5  feet  and  w^eighing  not  more  than  28  pounds 


To  Para. 


|To  Manaos, 

.Maranham, 

Ceara. 


90.15 

.15 
.50 

.60 
.87 
.50 

2.25 
2.25 
1.00 
3.00 
.60 
5.00 

1.00 


90.28 

.25 
.75 

.90 
.56 
.66 

3.00 
3.00 
1.50 
4.00 
.75 
5.00 

1.00 


To  Pama- 
hyba. 


90.40 

.30 
1.00 

1.60 
.90 
.80 

4.25 
4.25 
2.25 
6.60 
1.00 
5.00 

1.00 


Ten  per  cent  primage  will  be  added  to  all  these  rates  except  on  goods  taken  at 
valuation  and  on  parcel  receipts. 

Goods  taken  by  weight,  measurement,  or  valuation  at  ship's  option. 

A  fee  of  $1.10  is  charged  by  the  Brazilian  consul  on  each  set  of  bills  of  lading  and 
on  parcel  receipts,  and  this  item  will  continue  to  be  collected  from  the  shippers. 

Table  No.  74. — Ocean  freight  rates  from  Veracruz,  Mexico j  to  New  York, 


Articles. 


Asphaltum  and  bi- 
tumen, crude. 

Log-wood  extracts, 
etc. 

Cocoa,  crude , 

Coffee 

Sisal  grass 

Hair,  unmanufac- 
tured. 


Ocean  rate. 


93.15  to  94.20  per  gross  ton. 

94.00  per  gross  ton. 

471  cents  per  100  pounds. 
26i  cents  per  100  pounds. 
25  cents  per  100  pounds. 
50  cents  per  100  pounds. 


Articles. 


I 


r 


Hides  of  cattle: 

Wet 

Dry 

Goat  skins 

India  rubber,  un- 
manufactured. 
Lead,    pigs,    bars, 
etc. 


Ocean  rate. 


40  cents  per  100  pounds. 
75  cents  per  100  pounds. 
i  cent  per  pound. 
}  cent  per  pound. 

15  cents  per  100  pounds. 


Table  No.  75. — Ocean  freigJU  rates  from  Copenhagen,  Denmark,  to  Boston, 
[In  cents  per  100  pound.s.] 


Articles. 


Bristles,  assorted,  bunched,  or  prepared, 
in  casks 

Cement,  Roman  and  Portland,  in  barrels 

Earthen. stone. and  china  ware,  in  cases. 

Feathers,  leaves,  artificial,  in  cases 

Anchovies  or  sardines,  packed  in  oil, 
in  cases 

Hair,  unmanufactured,  in  bales 

Hides  of  cattle,  in  bales 

Goatskins,  in  bales i 

Iron,  ingots,  blooms,  slabs,  billets,  bars 
of  steel,  in  bars,  etc 


Rates. 


14 
6.4 

n.2 

64.3 

26.8 
26.8 
26.8 
21.4 

10.7 


Articles. 


Wire  rods,  in  coils 

Salt,  in  caskM 

Brandy,  in  casks 

Starch  (potato),  in  bags. 
Sugar  cane,  in  cases 


Wood  pulp,  in  bales 

Wool,  hair  of  the  the  camel,  goat, 
alpaca,  and  other  like  animals,  in 
bales 

Hemp,  in  bales 


Rates. 


9.5 
14.5 
16 
13.4 
15 
13.4 


26.8 
24.1 
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Table  No.  76. — Compariaon  of  through  import  rates  front  Anin^erp^  Belgium^  to  various 
points  in  the  United  States,  routed  via  Boston,  with  the  rates  on  same  articles  of  domestic 
origin  at  Boston. 


Commodities. 


Import. 


Toys.  L.  C.  L 

Crockery,  L.C.L 

Olamware,  L.  C.  L 

Earthenware,  L.C.L... 
Artificial  flowers,  L.  C.  L 
Willow  baskets.  L.  C.  L. 
Netting,  N.0. 8..  L.C.L 
Liquors,  in  wood,  L.  C.  L 

Wine,  L.C.L 

Earth  paint,  C.L 

Surface-coated  paper,  C, 

Hops.  L.C.L 

Hops,  C.  L 

Oreen  hides,  C.  L 

Window  glass,  C.  L 

Window  glass,  L.C.L.. 

Plate  glass,  C.  L 

Plate  glass,  L.  C.  L 


Kates  in  cents  per  100  pounds. 


To  Buffalo.     I  To  Cleveland. 


18* 


D^me«-|lmport. 


I 


88  I  67 
24*!  40 
if2  !  45 

24ij 

88  167 

66  I  137* 
44  '        125 

32  1 

82  I 

18*  20* 

18*, 

^  I 
38 

18*' 

20*1  2C 

24ii  35 


62 


fj\ 


44 


Domes- 
tic, 


29 
106 
79* 
53 


21 

21 

53 

46 

21 

20* 

29 

36 

53 


To  Detroit 


To  Toledo. 


r«n«wr^*4  i  Do™es-.T___-_*  '  Domes- 
Import.  I    ^.        Import,      jj 


tic.     I 


57  ' 
40  : 
45  ' 


146*, 
131  < 


20*, 


26, 
38  I 
38 
57  i 


51  I          67  I  hi 

31  j          40  31 

43            45  ;  43 

81    i  31 

118    '■  118 

88*         146*  ^8i 

59          131  n9 

48    43 

43    '  43 

23  I          20*  23 

23  1 23 

59  1 59 

51 51 

23  1 23 

22             26  22 

31  I          38  31 

39  I          38  ,  39 

59            57  I  59 


Commodities. 


Import.!  D",'?^*  Im,>ort.  »^|^<»- Import.!  DjU*-|,mport. 


Toys.  L.C.L 

Crockery.  L.  C.  L 

Glassware,  L.  C.  L  . . . 
Earthenware,  L.  C.  L 
Artificial  flowers,  L.  C.  L 
Willow  baskets, L. C.L. 
Netting,  N.0. 8.,  L.  C.L. 
Liquors,  in  wood,  L.  C.  L 

Wine,L.C.L 

Earth  paint.  C.  L 

Surface-coated  paper,  C. 

Hops,  L.  C.  L 

Hops,  C.L 

Oreen  hides.  C.  L 

Window  glass,  C.  L 

Window  gla.<«,  L.  C.  L . . 

Plate  glass, C.L 

Plate  glass,  L.  C.  L 


Rates  in  cents  per  100  pounds. 


To  Grand 
Rapids. 


To  Chicago.    ,  To  Milwaukee.  |  ^^  ^  o?^°*'*" 


166 
144 


26 
45  ' 
45  I 
68  I 


62  1 

57' 

65 

3« 

40  , 

40 

53 

45! 

.V> 

38 

a  40 

40 

144 

167  1 

150 

108 

170* 

112* 

72 

147  1 

75  j 

53 

62  ' 

W 

.'iS 

43 

55 

29 

20*1 

30 

29 

39 

30 

72  . 

1 

75 

62  1. 

' 

65  j 

29 

40*, 

30! 

27 

26  1 

28  1 

38 

47 

40 

48 

46 

50. 

72  1 

71 

75  1 

57  ' 
40  I 
45  ' 


Domes- 
tic. 


170*. 
147  I. 


I 


20*1 . 
39  . 
137, 

40*. 
26  I. 
47  . 
46  .. 
71  '. 
I 


20* 


I 


26  , 
44  I 

66  I 


60 
38 
51 

38 
140 

m 

70 
51 
51 
28 


.38 
47 
70 


Commodities. 


Rates  in  cents  per  100  pounds. 


To  East  St.  LouiH. 


I  Import. 


-L 


Toys.  L.C.L 

Crockery,  L.C.L 

Glassware.  L.  C.  L 

Earthenware.  L.  C.  L 

Artificial  flowers.  L.  C.  L  . 
•  Willow  baskets,  L.  C.  L. . . 

Netting.  N.0. 8..  L.C.L.. 

Liquoff,  in  wood,  LC.L. 

Wine,  L.C.L 

Earth  paint.  C.L 

Surface-coated  pai)er,  C.  L 

Hops,  L.  C.L , 

Hoiw.  C.L 

Green  hides. C.L 

Window  glaxs,  C.  L 

Window  gla-^s.  L.C.L. 

Plate glfutfi,  ('.  L 

Plate  glass,  L.C.L 


61  I 
42  , 

47  1 


:i 


188* 


22*1 
44 


•\ 


29 
53 
52 


Domes- 
tic. 

75 
46 
64 
46 
174 
1.30* 
87 
64 
64 
35 
:J5 
87 

'.in 
32 

46 
58 
^1 


To  Louisville. 


,_   '^^    '  Domes- 
Import,         ^jp^ 


45, 

65 
40 
56 
40 

1 

150 

112* 

76 

55 

55 

20* 
39 

30 
/5 

65 

30 

To  Cincinnati. 


\ 


\ 


2() 
47 
46 
71 


Import.  '  ^""^^ 

I 

67  I  51 

40  I  35 
46  >  48 

S=) 

167  I  130 

971 

137  6.' 

4^ 

4^ 

20*  'J6 

2t; 

115 

57 

.f . 

26  1  '.M 

42  ,  35 

41  i  44 
63  i  fvS 


a  Kansas  CVtv  >>>i«^ncw. 
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Table  No.  77. — ComparUon  of  rcUes  from  San  Francisco^  Col,,  to  New  York^  via  trans- 
continental  aU-rail  routes  aiid  the  Panama  route  on  classes  arid  particular  commodities 
on  which  the  Panama  routs  publishes  the  special  rates  given. 


ClasBes  and  commodities. 


Rates  in  cents  per  100 
pounds. 


Via  all-rail 
tranncon- 
tinental 
route. 


Via 

Panama 

route. 


L.C.L.'  C.L.i 


First  clasH 

Second  class 

Third  class 

Fourth  class 

Fifth  class 

A 

B 

€ 

D 

E 

Asphalt 

Beans 

Beeswax 

Boneblack 

Canned  Roods 

Fish,  in  barrels.. 
Fish,    dried,    in 

strapped 

HerbH,  cascara,8umac.and 


870  I 

330 

265 

210 

186 

185 

165 

130 

115 

105 


cases. 


grape  root . 
Hid<      '       • 


[ides,  dry,  in  bales 

Honey,  strained,  in    tin 

case.M,  strapped 

Hops,  compressed  in  bales. 
Junk,-  bones,   boms,  old 

rope,  rubber  wast«,  com- 

f>ressed  In  bales,  scrap 
eather 


176  ; 


60  . 

75 


125  1 


100  1 
75 

100 ! 

125  I 


120 


200  ; 


75  1 


180 

150 

130 

116 

106 

106 

86 

80 

80 

70 

40 

56 

76 

40 

66 

50 

56 

75 
70 

56 
90 


60 


Classes  and  commodities. 


Leather,    bellies,   collar, 
heads,  latigo,  etc 

Lcather.buff  finished  calf, 
chamois 

Wine,  in  barrels 

Wing,  in  puncheons 

Brandy,  in  wood 

Wine  and  brandy,  in  cases. 

Lumber 

Copper,  cement 

Oil,  in  tin,  boxed,  or  in  I 
wood ! 

Ore I 


Rates  in  cents  per  100 
pounds. 


Via  all-rail 
transcon- 
tinental 
route. 


L.C.L.  C.L. 


105 

140 
200 
240 


225 


Peas 

Quicksilver 

Rags 

Seeds,  alfalfa 

Seeds,  mustard 

Shells,  sea,  in  sacks 

Tallow 

Wool,   in    grease,    com- 
pressed in  bales 

Glue  stock 

Barley,  rice 


220 


I       150 


110 


0.75 
90 
75 
100 

a78 
75 

75 
75 
75 

156 
76 

126 
76 

100 
76 

100 
76 
76 


Via 

Panama 

route. 


0.60 

85 
66 
65 
60 
76 
60 
40 

60 
46 
66 

60 
66 
40 
40 
60 
50 

65 
50 
40 


a  From  various  California  points,  via  San  Francisco. 


All  other  commodities  of  Panama  route  are  made  at  20  per  cent  C.  L.  and  30  per  cent  L.  C.  L. 
than  rates  of  trauscontinenUil  routes. 


leas 


REGUUTION  OF  RAILWAY  RATES. 


DIGEST  OF  THE  HEARINGS 

BEFORE  THE  COMMmEE  ON  INTERSTATE  COMMERCE, 

SENATE  OF  THE  UNITED  STATES, 

HELD  FROM  DECEMBER  16,  1904,  TO  MAY  23,  1905, 

INCLUSIVE, 

TOGETHER  WITH  CERTAIN  DATA 

IN   RESPONSE  TO  A   LETTER  OF  INSTRUCTIONS  OF 

THE  CHAIRMAN  OF  THE  COMMITTEE, 

DATED  JULY  3,  19a5. 


COMPILED  BY  ORDER  OF  THE  COMMITTEE 
BY 

HENRY  C.  ADAMS, 

STATISTICIAN  TO  THE  UNITED  STATES  INTERSTATE  COMMERCE  COMMISSION, 
AND 

H.  T.  NEWCOMB. 


IMPORT   RATES. 

DECEMBER  19,  1905. 
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APPE^^DIX  V 


IMPORT   RATES. 


In  order  to  obtain  and  lay  before  the  committee  additional  data  con- 
cerning the  relations  between  the  charges  applied,  respectively,  to 
imported  and  domestic  traffic,  the  chairman  early  in  October,  19()5, 
addressed  similar  inquiries  to  the  traffic  officers  of  the  principal  lines 
accepting  both  classes  of  traffic  at  the  principal  polls. 

The  following  is  the  form  of  inquiry  addressed  to  the  lines  serving 
the  ports  of  the  United  States: 

Senate  or  the  United  States, 
Committee  on  Interstate  Commerce.. 
Dear  Sir:  One  of  the  matters  brought  to  the  attention  of  the  Com- 
mittee on  Interstate  Commerce  during  its  investigation  of  railway 
matters  is  the  practice  of  certain  railways  of  participating  in  the  car- 
riage of  import  traffic  to  inland  points  on  through  rates  from  foreign 
f)ort'<  and  accepting  therefor  as  the  rail  proportion  of  the  through  rates 
ower  sums  than  are  at  the  same  time  in  force  for  similar  (K>mestic 
traffic  originating  at  the  American  ports  of  transshipment  and  carried 
to  the  same  inland  desthiations. 

This  committee  is  anxious  to  know  the  extent  of  this  practice  as 
measured  in  tonnage  and  revenue.  I  shall  be  obliged  to  you  if  you 
will  aid  us  in  this  matter  by  furnishing  me  with  a  statement  showing 
the  through  rates  of  this  sort  in  which  your  company  has  participated 
at  any  time  during  the  year  1905  and  the  amount  of  business  done  at 
those  rates.  VV^ill  you  also  show,  in  connection  with  each  rate,  the 
corresponding  domestic  rate  from  the  port  of  transshipment? 

Similar  inquiries  have  been  addressed  to  the  traffic  officers  of  other 
companies  which  are  understood  to  participate  in  import  traffic  carried 
on  rates  of  the  kind  indi<*ated. 

'I'hanking  you  in  advance  for  the  courtesy  of  as  prompt  a  reply  as 
possible,  I  remain, 

Very  respectfully,  yours,  S.  B.  Elkins, 

CftalriKan. 

The  following  slightlv  different  letter  was  addressed  to  officers  of 
the  Canadian  lines  which  participate  in  handling  traffic  of  European 
origin  destined  to  points  within  the  United  States: 

Senate  of  the  United  States, 

Committee  on  Interstate  Commerce. 
Dear  Sir:  One  of  the  matters  brought  to  the  attention  of  the  Com- 
mittee on  Interstate  Commerce  during  its  investigation  of  railway 
matters  is  the  practice  of  certain  railways  in  part\c\p^WTv^\w\X\^  ^^- 
riage  of  import  traffic  to  inland  points  on  throwgYv  y«A,^^  U'ovx\  Ioy^vj:*^ 


586  DIGEST   OP   HEARINGS   ON   RAILWAY   RATES. 

port8an(f  accepting  therefor,  as  the  rail  proportion  of  the  throuffh  rates, 
lower  sunls  than  are  at  the  .same  time  in  force  for  similar  domestic 
traffic  originating  at  the  American  ports  of  transshipment  and  carried 
to  the  same  inland  destinations. 

The  committee  is  anxious  to  know  the  extent  of  this  pi-aetice  as 
measured  in  tonnage  and  revenue.  I  shall  be  obliged  to  \'ou  if  jod 
will  aid  us  in  this  matter  by  furnishing  me  with  a  statement  showing 
the  through  rates  of  this  sort  in  which  your  company  has  participated 
at  any  time  during  the  year  1905  and  the  amount  of  busines^s  done  at 
those  rat<>s.  Will  you  also  show,  in  connection  with  each  rate,  the 
corresponding  domestic  rate  from  the  port  of  transshipments 

Similar  inquiries  have  l)een  addressed  to  the  traffic  officers  of  other 
companies  which  are  understood  to  participate  in  import  traffic  i*arried 
on  rates  of  the  kind  indicated. 

Thanking  you  in  advance  for  the  courtesy  of  as  prompt  a  reply  as 
possible,  I  remain. 

Very  respectfully,  yours,  S.  B.  Elkixs, 

C%firman, 

The  replies  to  these  inquiries  that  have  been  received  are  printed  in 
full  below: 

The  Baltimore  and  Ohio  Railroad  Company, 

Balfimm^e,  OcUjhrr  10,  1906. 
Dear  Sir:  In  reply  to  your  letter  of  the  2d  instant,  would  advise 
that  for  several  years  past  the  Baltimore  and  Ohio  Railroad  had  not 
handled  import  traffic  on  basis  of  through  rates  from  foreign  ports  to 
inland  destmations  in  the  United  States  and  accepting  therefor  as  rev- 
enue for  the  rail  line  a  proportion  of  such  through  rates.  Our  custom 
has  been  to  apply  from  Baltimore,  Philadelphia,  and  New  York  to 
inland  destinations  the  domestic  rates,  except  upon  certain  commodities 
where  the  conditions  of  competition,  not  only  via  the  various  Atlantic 
ports  but  also  via  the  Gulf  and  Canadian  ports,  has  rendered  it  neces- 
sary to  make  special  rates,  which  are  regularly  published  and  filed 
with  the  Interstate  Commerce  Commission. 

We  are  perfectly  willing  to  submit  to  vour  committee  information 
showing  the  import  tonnage  handled  by  the  Baltimore  and  Ohio  Rail- 
road from  the  aifferent  ports,  provided  we  ca!i  be  assured  same  will 
not  be  made  public,  as  we  naturally  do  not  care  to  have  our  competitor!* 
know  the  character  of  the  traffic  which  we  are  handling  or  the  volume 
of  it. 

Yours,  truly,  C.  S.  Wight, 

Manoqt^r  Freight  Trnjic, 
Hon.  S.  B.  Elkins, 

Chairman  Comrnittee  on  Interatate  Commrrce. 

Unltt'fl  States  Senate^  Waahingtoji^  D,  C 


Boston  and  Maine  Railroad, 
Bo»Um,  Mans.,  Oetobei*  10,  1905. 
Dear  Sir:  Referring  again  to  your  valued  favor  of  the  2d  instaot 
in  regard  to  the  carriage  of  import  traffic  to  inland  points  on  througfa 
rates  from  foreign  ports: 

All  through  rates  on  import  traffic  forwarded  from  Boston  from 
Boston  and  Maine  Railroad  leYmvixaV  at^  m^^i^  vsl^Vj  ^d\u^  the  Bos- 
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ton  and  Maine  Railroad  full  import  rates  a${  published  and  furnished 
the  Interstate  Commerce  Commission,  as  per  copy  of  our  import  tariff 
No.  6,  herewith,  to  such  ocean  i-ates  as  the  ocean  carriers  may  make. 
Neither  the  Boston  and  Maine  Railroad  nor  the  import  agents  working 
via  the  Boston  and  Maine  Railroad  have  ever  published  through  rates 
from  foreign  ports  to  points  in  the  United  States.  1  inclose  two  tar- 
iffs issued  bv  the  Transcontinental  Freight  Bureau,  showing  through 
rates  from  tfnited  Kingdom  to  Pacific  coast  points.  The  Boston  and 
Maine  Railroad  does  not  appear  as  a  party  to  tnese  tariffs.  They,  how- 
ever, participate  in  the  through  rate  when  traffic  is  consigned  to  this 
compan\'  when  forwarding  from  Boston  under  an  arrangement  which 
provides  that  after  paj-ing  the  advan(»e  charges  up  to  Boston  27i  per 
cent  of  the  balance  applies  f ron;  Boston  to  Chicago,  observing  75  cents 
per  100  pounds  from  Boston  to  destination  as  a  minimum.  I  under- 
stand these  tariffs  were  issued  to  meet  similar  tariffs  issued  via  Galves- 
ton and  the  Sunset  Route,  and,  while  lam  not  positive,  1  have  heard  it 
.said  that  the  tariffs  via  Galveston  and  the  Sunset  Route  were  issued  to 
meet  competition  via  the  all-water  route  via  Cape  Horn. 

The  Boston  and  Maine  Railroad  import  class  rates,  as  per  tariff  here- 
with, are  used  via  both  standard  and  differential  lines,  tnere  being  no 
differential  allowed  any  of  our  routes  on  import  traffic,  and  the  class 
rates  as  shown  are  exactly  the  same  as  the  published  rates  governing 
domestic  shipments  from  New  England  points  to  the  West  via  the  dif- 
ferential routes,  and  the  rates  from  New  England  to  the  West  via  the 
standard  routes  are  just  the  allowed  differentials  added  to  the  import 
rates,  as  shown  in  tariff  referred  to  above,  which  are  as  follows: 

15     2/4     3/3    4/3     5'2     6H 

The  authorized  import  commodity  rates  are  shown  in  the  same  tariff 
and  the  principal  commodities  handled  via  the  port  of  Boston  are: 
Burlaps,  bagging,  clay  used  in  paper  manufacturing,  paper  stock, 
sw^edish  iron,  german  crockery  and  toys,  dry  goods,  hosier}',  and 
coarse  chemicals. 

We  have  the  total  tonnage  moved  to  points  beyond  the  trunk  lines^ 
western  termini  for  the  tirst  six  months  of  this  year,  and  it  is  as  follows: 


1 

i 

Special   1 

Cali-    1 

'     1. 

2. 

3.       1 

4. 

5. 

6. 

com- 

Iron. 

forniu  :  Total. 

\ 

modities.! 

freight. ; 

.      '168  1 

68 

179  1 

2 

•> 

0 

5,481 

3 

19  1  5,912 

2«3  ' 

140  1 

193 

12 

78  , 

5 

7,768  i 

7 

48  :  8.534 

210  i 

243 

113  1 

51 

10 

0 

9,072 

7 

7fr     9, 786 

'        2t)l  ' 

1»1 

154  ' 

520 

3 

0 

6.133  1 

23 

66  I  7,344 

472  1 

87 

216  1 

15 

0 

0 

6,001 

21 

36  1  6,848 

1        413  i 

1&8  1 

186  1 

31 

7, 

0 

8,258  i 

7 

95  1  9, 155 

1,797  1 

885  1 

1,041  1 

631 

100  ' 

5 

42,713  1 

68 

339  47,579 

1 

Like  information  covering  August  and  September  business  has  not 
yet  been  compiled,  but  if  you  desire  a  statement  showing  the  same  I 
will  with  pleasure  have  it  prepared. 

Rates  charged  on  imports  by  Boston  and  Maine  Railroad  from  Bos- 
ton to  New  England  points  and  the  Middle  Stiites  are  practically  the 
same  as  the  domestic  rates  charged  on  same  kinds  of  business, 

I  inclose  herewith  Boston  and  Maine  RaUroad  atvd  ^t.  So\vw^wc^ 
and  Lake  Cbamplain  Railroad  Joint  Westbound  CotnixiodAl^f '^^Vx^L^  vcw 
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order  that  you  ma}'-  readily  compare  the  domestic  I'ate  chargfed  to  west- , 
ern  points  from  Boston  and  Boston  rate  points  with  import  rate  charged 
on  same  commodities. 

Yours,  truly.  ^  W.  F.  Berry, 

Second  Vice-President  and  Gene7*al  Traffic  Manager, 
Hon.  S.  B.  Elkins, 

Chairman  Interstate  Coinmei'ce  Comtaittee^ 

Unittd  States  Senate,,  Washingt^on^  D.  C. 


Canadian  Pacific  Railway  Company, 

Montreal,  October  7,,  1905. 

Dear  Sir:  I  have  to  acknowledge  receipt  of  your  letter  of  the  3d 
instant  drawing  my  attention  to  the  investigation  of  railway  raattei^ 
now  being  made  b\-  a  committee  of  the  Senate  of  the  United  States, 
more  particularly  in  regard  to  import  traffic  and  its  bearing  on  the 
domestic  situation. 

This  company  will  be  very  glad  to  give  you  any  information  or 
assistance  in  its  power.  I  may  say,  however,  that  there  is  no  domestic 
traffic  originating  in  Canada  with  which  a  comparison  could  be  made 
with  imports  destined  to  United  States  points  which  we  carry  via  the 
port  of  Montreal  in  summer  and  West  St.  John  in  winter. 

The  following  statistics  show  how  infinitesimal  is  the  import  tonnage 
handled  by  this  company  via  Canadian  ports  destined  to  points  in  the 
United  States: 


Extract  from  Trunk  Line   association   statistics  of  import  freight  for    Western    United 
States  points f  port  of  Mont  real ^  Canadian  Pacific  Railtvay. 

MONTH  OF  MAY.  19a'>. 


Tonf.  I    7>ww. 
77    ;         '2 


Tom.      Torn. 
60  30 


!  I  Special  p  ,j     . 

5.      I      6.      Icommod-i  Iron.  '  frrJL  1  Total. 

I  i    Iticj*.  ,  '^*""*- ; 


7>)H».  I    Tons.  '     Tom.     \    Tons.  '    Tbiw.       Tbnu. 

520    :        28    ,  104     ;      lis  6  944 


MONTH  OF  JUNE,  1905. 


63 


209    I        68    I 


0    I 


496 


I  inclose  copy  of  our  interstate  tariff  I.  C.  C.  No.  818.  The  com- 
modity rates  shown  therein  are  authorized  by  the  import  committee 
of  the  Trunk  Line  Association  as  effective  from  Baltimore  and  New- 
port News. 

If  there  is  any  further  information  I  <'an  furnish,  kindly  let  me 
know,  and  I  shall  be  happy  to  do  so. 

Yours,  truly,  ^  G.  M.  lioswoRTH, 

Fourth  M^e-PrrMidettt. 
Hon.  S.  B.  Elkins, 

Cha  irman  In  f  erst  aft-  Com  merce  Com  m  ittee,, 

United  States  Senate^  Washiiigtfm,  /).  C. 
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The  Central  Railroad  Company  of.  New  Jersey, 

Nein  York,  October  SI,  1906. 
Dear  Sir:  Reply  to  your  valued  favor  of  the  5th  instant  has  been 
necessarily  delayed  on  account  of  having  been  obliged  to  examine  our 
records  for  the  period  referred  to  by  you. 

I  beg  to  respectfully  state  that  the  Central  Railroad  Company  of 
New  Jersey  is  a  little  or  no  factor  in  the  movement  of  import  traffic 
coming  within  your  inquiry. 

•  We  bave  no  close  working  arrangement  with  any  specific  steamship 
lines,  and  so  far  as  I  have  been  able  to  determine  we  handled  but  a  few 
small  shipments  under  so-called  transcontinental  tariffs  applying  from 
European  ports  and  the  British  Islands  to  the  Pacific  coast. 

A  few  of  these  shipments  were  contracted  for  on  part  of  steamship 
people  on  basis  of  rates  from  port  of  shipment  to  aestination,  whicn 
maae  the  proportional  inland  rate  from  New  York  less  than  the  regu- 
lar domestic  rate  from  New  York  to  the  same  points. 

The  instances  are,  however,  few ,  and  the  movement  can  not  be  con- 
sidered an  index  to  our  policy. 

In  this  connection  I  might  add  that  we  purpose,  as  far  as  our  road 

is  concerned,  to  discourage  the  handling  of  an}^  such  business,  and  in 

future  expect  to  receive  our  domestic  rate  from  the  port  of  New  York. 

With  the  hope  that  this  explanation  will  prove  entirely  satisfactory, 

I  am, 

Youi-s,  truly,  T.  B.  Koons, 

Freight  Traffic  Manager, 
Hon.  S.  B.  Elkins, 

Chain  nan  Inter i<tats  Commerce  Committee, 

United  States  Senate,   Washington,  D,  C. 


Chesapeake  and  Ohio  Railway  Company, 

Freight  Traffic  Department, 
Richmond^  Va,,  January  '25,  1906. 
Dear  Sir:  Referring  to  your  letter  of  October  2,  11)05,  addressed 
to  Mr.  F.  M.  Whitaker,  with  respect  to  certain  information  regarding 
import  traffic,  I  very  much  regiet  the  serious  delay  in  furnishing  vou 
information  on  this  subject,  but  we  found  it  much  more  of  an  uncier- 
taking  than  we  anticipated,  and  have  onl}^  just  succeeded  in  securing 
the  information  which  I  now  have  pleasure  in  transmitting. 

I  tinist  the  information  may  be  of  service,  and  if  not  sufficiently 
explanatory,  1  shall  be  very  glad  indeed  to  give  any  additional  infor- 
mation in  regard  thereto  on  receipt  of  advice. 
Respectfully,  yours, 

E.  D.   HOTCHKISS, 

(rrntral  Freight  Agent, 
Hon.  Stephen  B.  Elkins, 

United  States  Semite,  Washlngto)!^  I),  C, 
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Statement  of  import  freight  forwarded  from  Newport  News^  Fa.,  January  I  to  October  SI  | 
1905j  indusir€j  comparing  rerentie  on  import  and  domestic  rate  basis. 

NEWPORT  NEWS.  VA.,  TO  116  PER  CENT  POINTS. 


Weight  (in pounds). 


I  Imports.  .  Domestic. 


115,874. 
126,755. 
448. 
401,748. 
70,948. 


11. 

2. 

257, 

17, 

1. 

40, 

44, 

92. 

6. 

3, 

177, 

136, 

171, 

50, 

1,200, 

227, 

334, 

996, 

221, 

521 

88, 

225, 

106. 

171 

34, 

18. 

20, 

1. 

74, 

15, 

7, 

46, 

82, 

128, 

592. 

59, 

67, 

80, 

117. 

304. 

30, 

538, 


224. 
030. 
203. 
950. 
982. 
a'Vi. 
077. 
581. 
400. 
319. 
810. 
708. 
340. 
481  . 
501. 
827. 
467. 
050. 
220. 
377. 
613. 
621  . 


528. 
247. 
986. 
460. 
456. 
972. 
891  . 
175. 
764. 
982. 
568. 
336. 
666. 
130. 
000. 
000. 
161  . 
000. 
150. 
864. 


Rate. 

Revenue. 

Rate.  ' 

Rerenite. 

$0.79 

1915.40 

1 
•0.71  ; 

tHOL-X 

.77 

976.01 

.71   ' 

»9.» 

.67 

3.00 

•71  1 

S.1S 

.49 

1,968.57 

.71 

2,83141 

.43 

306.06 

.71  1 

m» 

.26 

102.34 

-71  , 

279.16 

Special. 

3.64 

.71  1 

l.o9 

.67 

73.90 

.61 

67. » 

.66 

14.54 

.61  1 

13.44 

.38 

980.23 

.61  ] 

1.57i53 

.37 

66.50 

.61 

109.0 

.77 

8.01 

.61  1 

h.» 

.55 

220.43 

.51 

2M.» 

.51 

227.36 

.61  1 

227. » 

.49 

452.76 

.51  ' 

471.31 

.43 

27.17 

.61  i 

81» 

.26 

8.68 

.51  , 

17.05 

.38 

675.29 

.36  1 

e£L.% 

.37 

504.46 

.35  , 

477. » 

.32 

548.74 

.30  ' 

514.44 

.30 

151.50 

.30 ; 

161.  =» 

.29 

3,482.40 

.30 

3,6(e.4ii 

.26 

691.41 

.30  1 

682. 4D 

.22 

74.91 

.30  , 

1(12.13 

.20 

1,992.44 

.30  1 

2,«*.« 

.18 

898.48 

.30  i 

664.  U 

.17 

886.74 

.30  ' 

l.fi64.S4 

.16 

141.79 

.80  1 

as.* 

.26 

586.84 

.24  '■ 

541.70 

.264 

277.66 

.24  1 

261. 3S 

.16 

274.44 

.24  1 

4a€7 

Special. 

87.08 

.24  I 

«.» 

.57 

108.22 

.52 

«.! 

.56 

114.58 

.52  1 

106.39 

.47 

6.84 

.52 

7.57 

.35 

264.40 

.52 

889.8^ 

.18 

28.60 

.52 

82. 6S 

.44 

81.57 

.41  1 

29.42 

.48 

67.03 

.41 

6191 

.41 

340.23 

.41  : 

340.2S 

.18 

231.42 

.41  , 

527,15 

.29 

1,717.77 

.29  1 

1,717.77 

.26 

154.84 

.29 

iTL-n 

.26 

174.64 

.24  ' 

161.11 

.20 

60.00 

.24 

72.00 

.17 

198.90 

.24 

2».f« 

.12 

864.99 

.23  ; 

699.57 

.12 

36.00 

.18  ' 

54.00 

1.58 

2.37 

1.42  , 

2.14 

.26 

1,401.05 

.26 

1,401.06 

NEWPORT  NEWS.  VA..  TO  NORFOLK,  VA. 


3.% 

25, 
3, 

46, 

1, 

23. 

3, 

36, 

50. 

468, 

137. 

2,23.5, 

11. 

60, 

147, 

:WS8. 

1,665, 


293. 
188. 
336. 
024. 
706. 
445. 
675. 
800. 
341. 
809. 
000. 
462. 
000. 
542. 
312. 
000. 
945. 
140. 
986. 


I 


$0.15 

Special. 
.12 

Special. 

.09 

.08 

.03 

Special. 
.75* 
.07 

Special. 
.06 
.04 
.03 

Special. 
.10 
.05 
.03 

Special. 


162.94  1 

ID.  16  i 

152.95 

2.56  i 

.16  ; 

%^ 

80.40  i 

.12  ' 

30.40 

6.89  1 

.12 

S.6I 

.63  1 

.09  1 

.63 

37.16  ! 

.06 

87.16 

5.08  ; 

.06  1 

1.140 

19.04  ! 

.06  ! 

19.01 

2.60  1 

.07  1 

2.84 

26.76  ! 

.07  , 

25.76 

14.92 

.07  1 

85.no 

281.06 

.06  1 

281.1* 

54.80 

.06 ; 

«.20 

670.66  1 

.06 

1.841.W 

3.08 

.06 

6.71 

16.00 

.10 

l.\09 

78.97 

1.00  ; 

73.97 

167.44  • 

1.00 

271.07 

488.86  1 

1.00; 

832.97 
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Statement  of  import  freight  foruurded  from  Neuyort  Xevs^  Vn.,  January  1  to  October  SI, 
J905j  mcltmvey  comparing  revenue  on  import  and  domestic  rate  6«*i*--Continued. 

NEWPORT  NEWS.  VA..  TO  COUNCIL  BLUFFS,  IOWA. 


Weight  (in  poundn). 

1            Imports. 

Domestic. 

'     Rate. 

Revenue. 

«4.23 
4.19 
48.80 
18.39 

246.58 

Rate. 

•1.31 
1.81 

Revenue. 

966 

$1.37 

S12.66 

839 

1        .50 

10  M 

11.092 

.44 

1.31              145.31 

5, 149 

.26 

.97  '             49.95 

94,840 

•26 

.76               720  78 

NEWPORT  NEWS,  VA.,  TO  CEDAR  RAPIDS.  IOWA. 


1,245 ,    W.44      !  $5.48,    $1.17  $14.57 

1.128 ,        .26      I  2.93'        .81!  9.14 


NEWPORT  NEWS,  VA.,  TO  OTTUMWA,  IOWA. 


1,366. 
1, 678  . 


I        •         ■      I 
.   $0.44       $6.01  ;  $1.20      $16.39 

.26      I  4.36  .70  11.75 


NEWPORT  NEWS.  VA.,  TO  BOONE.  IOWA. 


6,244 !    $0.26      '         $13.63      $0.76  $89.38 

NEWPORT  NEWS,  VA.,  TO  COLORADO  SPRINGS,  COLO. 
40,200 $0.12      I         $48.24'    $0,72  1         $289.44 


NEWPORT  NEWS.  VA.,  TO  SALT  LAKE  CITY.  UTAH. 


$2.68   ;    $24.19  I  $2.61      $24.01 


NEWPORT  NEWS.  VA.,  TO  COLORADO  CITY,  COLO. 


62, 159  . 


$0.83i  $435,53  1    80.811         $422.49 

NEWPORT  NEWS,  VA.,  TO  SAN  ANTONIO,  TEX. 


4,935 1  $1.31   I    $64.66   $1.31  I     $64.65 

\ ! 

NEWPORT  NEWS.  VA.,  TO  NEENAH.  WKS.,  AND  POINTS  TAKING  SAME  RATES. 


8,157,860 j    $0.15      ;  $12,236.04 


67,200. 


1.75      I  117.  € 


$0.33  i    $26,919.29 
.33  I  221.76 


NEWPORT  NEWS,  VA..  TO  PORTSMOUTH.  VA. 


120. 

3.470. 

14.000. 


$0. 12  SO.  15      $0. 12 

.0814  2.82  .06 

.06      .  84.00  .06 


$0.15 
2.06 
84.00 


NEWPORT  NEWS,  VA.,  TO  ELLEESON.  VA. 


845. 


lO.^S     \  tiA\\    ¥i.*&\  ^l.-^^ 
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StcUement  of  impjort  freight  forwarded  from  Nfu/tort  Neiva,  Fa.,  January  1  to  Ocit^ttr  :lh 
1905 y  inclusii^y  comparing  revenue  on  import  and  domestic  rate  6a«J^--Contmued. 

NEWPORT  NEWS.  VA..  TO  PITTSTON,  PA. 
Weight  (In  pounds). 


Imports. 


Domestic. 


Rate. 


Revenue.  ,   Rate.      Revenue. 


677 , !    so.aH 


.1 
f2.40  ,    10. 35^ 


ft¥> 


NEWPORT  NEWS,  VA..  TO  COVINGTON,  VA. 


$15.4' 
519.  S? 


4,282 1  «0.35t  1  815.02  «0..S5i 

346,690 1  .10  I  846.59,  .15 

651,840 1  .12  782.21  .  l:^ 

8,124,000 '  .10  j  3,124.00  .  13i|        iAJ9.» 


NEWPORT  NEWS.  VA..  TO  WASHINGTON.  D.  C. 


1.050. 
2,016. 


6,332. 

765. 

740. 
1,895. 

900. 

440. 


«}.2i    I  12.52       90.24 

-i  .19  8.83  .19 


NEWPORT  NEWS,  VA.,  TO  CHARLESTON,  W.  VA. 


SO.  54 


i          .37 

.22 

1          -47 

.40 

1          .28* 

$84. 19  !  80. 54 

2.83  j  ..>4  I 

1.63  I  .54 

8.11 1  .47 ; 

3.60  I  .40 

1.25  I  .28* 


«2.-M* 


4.0O 
S.Il 
3.60 
1.25 


473. 


NEWPORT  NEWS.  VA.,  TO  AUGUSTA,  KY. 


80.22      I  $1.04  ,    10.54 


riv 


NEWPORT  NEWS.  VA..  TO  CHARrX)TTESVILLE.  VA. 


1,000. 


S0.24      I  r2.40       80.24 


ri.40 


NEWPORT  NEWS.  VA..  TO  BUENA  VISTA.  VA. 


112,000. 


80.10      I       8112       i    80.24*. 


8137.20 


420. 


NEWPORT  NEWS.  VA.,  TO  BUCHANAN.  VA. 

'    80.28*    ,  81.20  1  80.28* 

NEWPORT  NEWS.  VA.,  TO  KNOXVILLE.  TENN. 


fi.ao 


7.261. 
7,648. 
1.200. 


80.84 
.79 
.50 


860.99  1    80.S4 


o!42  ;    "  .*7y  I 
1.00  .SO 


PSiVJ9 
t50.42 


NEWPORT  NEWS,  VA..  To  NASHVILLE.  TENN. 


24,965. 

8,248. 

6,269. 

2-JO. 


I  '  I 

.     80.80  8203,88  ,    80.80 

.1        .66  I           54.40  I        .66 

.57  35.78  .57 

.iC)  1.01  .46 


.M.40 
1.01 
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Stattmerd  of  import  freight  fanvarded  from  Neiuport  A'«/x,  I'ci.,  Javnary  J  to  October  SI ^ 
190S,  inclwnve,  compariivg  revenue  on  import  and  domestic  rate  ftasia — Continued. 


NEWPORT  NEWS,  VA..  TO  MEMPHIS.  TENN. 


Weight  (in  pouuda). 


I  ImporUi. 

I    Rate.        Revenue. 


I 


84,683 80.89 

1,127 1  .73 

9,293 ,  .62 

249,984 .'25 

36,100 1  .225 


8308.23 

8.23 

57.62 

G24. 96 

78.98 


Domestic. 


Rate.  ;  Revenue. 


80.89    1 
.73 
.62    1 
.25    i 
.'225 


S308.23 

8.28 

57. 62 

624.96 

78.98 


NEWPORT  NEWS,  VA..  TO  SAN  DIEGO,  CAL. 


293. 


83.00 


88.79      83.00 


88.79 


NEWPORT  NEWS,  VA.,  TO  SALT  LAKE  CITY.  UTAH. 


30,464 $1.35 

476 2.90 


8417.36  '  81.40 
13.80    2.89  I 


84*26. 40 
V2.Xi 


NEWPORT  NEWS,  VA.,  TO  DENVER.  COLO. 


448. 
63.063. 


82.33 
1.40 


810. 44       82. 33  i  810. 48 

882.74         2.33  i        1,469.13 


NEWPORT  NEWS,  VA.,  TO  KANSAS  CITY.  MO.,  AND  POINTS  TAKING  SAME  RATE. 


310 1    81.42 

26.172 1.40 

10,078 1      1.37 

2,773 1. 11 

435 i        .91 

195 .77 

124 66 

40,736 -. .44 

1,108 ;        .44 

23,920 '        .49 

421 .68 

•285 26 

9,229 18 

543 1        .55 

1. 440 '        .40 

7.810 '        .35 

31,843 32 

118,738 .24 

915 1        .92 

1,993 M) 

4,393 (W 

8 .  692 IK) 

1,291 57 

9,  iWi :<$ 

l,0OS .47 

269.164 26 

37. 010 \H 

29, 4><3 !♦) 

Ii9 ,  72 1 .  1 :. 

19, 570 24 

71. 5'2o :r> 

31.360 M 

290, 0«0 .32 

473,871 24 

10, 81H IH 

429.  a>7 29 

2X,  SUO 40 

31,220 -M 

.34 , 1 96 .32 

266,051 29 

103,609    .26 

361.480 24 

83.252 IS 

30, 065 .'.Vi 

8.  Doe.  244,  59-1 38 


84.40 

8L31 

$4.06 

3<il.81 

1.31 

W2.80 

138.07 

^  1.31 
•  1.31 

132.02 

30.78 

36.83 

3.96 

1.31 

5.70 

1.50 

LSI 

2.53 

.82 

1.31 

1.62 

179. 24 

1.31  . 

533.64 

4.88 

1.06 

1.74 

107.21 

•  1.06 

2^5:3.55 

2.86 

.97 

4.08 

.72 

.97 

2.76 

16.61 

.97 

89. 52 

3.00 

.9<; 

5.25 

5.76 

.H«; 

12. 3H 

27. 42 

.86 

67.42 

101.90 

.78 

248. 38 

'2H4.97 

.7M 

926. 16 

.s.  42 

.76 

6.95 

15.94 

.76 

15. 15 

29.  H7 

.76 

33.39 

.'vj.  15 

.76 

(J6.06 

7.36 

.li\ 

9.81 

47.  H2 

.76 

<«.  57 

4.71 

.7r. 

7.r)6 

7(X).  7H 

.76 

2.JH6.61 

76.  t»2 

.  7«J 

27<;.  2H 

47.17 

.  7«i 

104.14 

104.58 

.74 

.-.29. 8« 

49.97 

.70 

1:^1.99 

2'>0.  Wl 

.  62 

143.42 

lU6.e;2 

.  62 

194.43 

928.  2r. 

.  <)2 

1.798.50 

137.29 

.  62 

2,938.110 

19.47 

.62 

67.07 

244. 29 

..)/ 

2, 44.5. 68 

11.5.20 

.52 

149. 76 

IOC).  14 

..VJ 

162.34 

119.43 

.  52 

187. 82 

770. 55 

.52 

1.373.44 

'H\^:]i< 

.  52 

r>3H.77 

H67. 55 

.  52 

l,h-<i.-A 

\  VX..K> 

.^'1 

Vtl.^X 

\^\."1\ 

.W 

v>s».^i:v 
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Statement  of  import  freight  forwarded  from  Newport  News,  Va.,  January  1  to  October  31, ' 
1906,  \ndu9tvey  comparing  revenue  on  import  and  domestic  rate  6a«Mh— Continued. 

NEWPORT  NEWS,  VA..  TO  KANSAS  jCITY,  MO.,  AND  POINTS  TAKING  SAME  RATE-Contd. 


Weight  (in  pounds). 


Imports. 


Domestic. 


Rate.       Revenue.  !  Rate.     Rerenae. 


89,200 
33,281 
120,683 
44,766 
13i400 
841,788 
1,206,100 


SO.  81 
.29 
.18 
.82 
.81 
.29 
.18 


Sm.  52  I 
98.21  i 
217.28 
143.25  ! 
416.64  , 
991.04  I 
2,174.69 


10.41 
.41 
.41 
.40 
.40 
.40 
.40 


fl6a72 

la&tf 

4»i» 

179.06 

587.0 

1.866.95 

4.832.12 


44,017. 
44,800. 


NEWPORT  NEWS,  VA.,  TO  WICHITA,  KANS. 


80.45 
.47 


1196.06      10.60  I 
210.66  I        .60  I 


•264.10 
268.80 


NEWPORT  NEWS.  VA.,  TO  SAN  FRANCISCO,  CAL. 


124 

14.06 
3.00 
2.60 
1.80 
1.70 
1.66 
1.48 
1.27 
1.43 
2.20 
1.33 
1.25 
1.23 
1.22 
1.1663 

.94 

.856 

.87 

.85 

.70 

.6675 

86.02 
18.20 

7.65 

1,489.86 

14.96 

8.36 
11.11 

8.72 
12.10 

9.24 
22.92 
43.31 

83.00 
,   3.00, 
•   8.00 
3.00  1 
3.00  ' 
8.00  t 
3.00  i 
8.00 
2.60 
2.20 
1.76 

1    00 

IS.  72 

440 

13.20 

306 

9.  IS 

82,770 

2,483.10 

880 

26.« 

586 

16.08 

805 

2ilS 

293 

K.79 

846 

22.00 

420 

9.24 

1,723 

9ai5 

2,465 

66.  S4 

5,512 

67.80  '      1.50  i 

82.68 

5,156 

62.90 

523.60 

9.21 

1,410.02 

7.49 

3.07 

297.57 

2.00 
2.00 
2.00 
1.00  ' 
1.30  1 
1.60  ' 
.90  1 

108.12 

44,884 

897.68 

980 - 

164,882 :. 

19.60 
1,648.82 

11.19 

961 

861 

6.78 

28,224 

264.02 

71,229 

468.83  1      1.40  1 

997.21 

345. 


NEWPORT  NEWS,  VA.,  TO  OAKLAND,  CAL. 


12.76      12.00  I 


•6.90 


NEWPORT  NEWS,  VA.,  TO  liOS  ANGELES,  CAL. 


10,209 1    82.9796 

.       386 2.966 

13.260 1      1.73 

514 1.55 

476 ;      1.39 

670 '      1.33 

3,220 942 

14,168 :        .898 

1,540 87 

600 .80 

860 75 

142,452 .6576 

287 2.20 

630 i      1.22 


•308.99 

•8.00 

U.45 

8.00 

229.28 

3.00 

7.97 

2.00 

6.62 

8.00 

8.91 

L75 

30.49 

1.25 

127.23 

1.25 

13.40 

1.80 

4.00 

2.00 

6.46 

i.ao 

936.63 

L40 

6.21 

2.20 

7.69 

2.00 

•906.27 

11. » 

897.50 

10.28 

14.28 

U.7S 

4a  25 

177.10 

20.02 

10.00 

11.18 

1.991.  SS 

6.21 

12.60 


NEWPORT  NEWS,  VA.,  TO  STOCKTON,  CAL. 


420. 


•141 
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Statement  of  imjxrrt  freight  fonoarded  from  Newport  New8,  Va.,  January  1  to  October  SI, 
1906f  inclusive^  comparing  revenue  on  import  and  domestic  rate  basis — Continued. 

NEWPORT  NEWS,  VA..  TO  FRESNO,  CAL. 


Weight  (in  pounds). 


808. 
788. 


Imports. 


Rate.       Revenue. 


SO.  75 
.94 


12.81 
7.86 


Domoetic. 
Rate.     Revenue. 


12.00 
2.00 


NEWPORT  NEWS,  VA.,  TO  LYNCHBURG.  VA. 


IS.  16 
16.66 


.T9.369 1    80.62 

336 '  Special. 

77.180 1        .44 

30.186 i        .24 

5,»60 1  Special. 

4,880 .19 

573,826 '      1.65 


8307.82 

10.52 

2.65 

.62 

339.69 

.44 

72.46 

.24 

11.92 

.24 

9.27 

.19 

473.41 

1.66 

1 

1807.82 

1.76 

889.69 

72.46 

14.28 

9.27 

473.41 


NEWPORT  NEWS,  VA.,  TO  HANFORD,  CAL. 


658  . 


.;  11.58  I 


810.06      $3.00 


NEWPORT  NEWS.  VA..  TO  60  PER  CENT  POINTS. 


819.74 


21,984 80.645 

7,342 39 

51.785 37 

83.187 22 

233 47 

68.140 31 

16,888 !    .27 

24,000 27 

310.121 1   .19 

947,599 18 

29,586 1    .17 

26.280 24 

263,736 .20 

484,656 15 

48,340 !    .14 

34,057 14 

77,771 1    .12 

43,680 .11 

2,286,012 1    .10 

1.778.600 1.56 

435 1    .40 

2,008 27 

15,100 '   .15 

356 I    .286 

11,  .565 1    .22 

28,677 i    .15 

712 1    .11 

378 1   1.09 


$119.81 

28.68 

191.60 

73.01 

1.11 

211.25 

46.60 

64.80 

689.23 

1,705.68 

60.30 

62.96 

527.47 

726.98 

60.68 

47.68 

92.23 

48.  a5 

2,286.01 

1,238.67 

1.74 

3.01 

40.77 

1.01 

25.44 

43.02 

.78 

4.12 


$0,645 
.645  I 
.645 
.645 
.47 
.47 
.356 


I   .24 

'   .24 
I   -20 

■  -20  , 

I   .20 

'   .20  : 

I   .16  I 

.16  I 

I   .16  I 

I   .16 

I  .40 
.40 
.285 
.286 
.285 

i   .285 
1.09 


$119.81 

40.00 

282.28 

180.87 

1.11 

820.29 

69.96 

67.60 

744.29 

2.274.24 

71.01 

62.46 

627.47 

969.31 

86.68 

64.49 

124.48 

81.89 

3.667.62 

2,846.76 

1.74 

8.06 

60.40 

1.01 

31.96 

81.83 

2.03 

4.12 


NEWPORT  NEWS,  VA.,  TO  SHOENAKER,  PA..  AND  POINTS  TAKING  SAME  RATE. 


1,544 80.47 


I 
$7.26  I    $0.47 


$7.26 


NEWPORT  NEWS,  VA.,  TO  WILKES-BARRE,  PA. 

624 

$0.38       1            $2.87 

$0.38 

$2.87 

1    1 

NEWPORT  NEWS,  VA.,  TO  NEWPORT,  R.  I. 


8.420. 


$90. 


86 1  n.(»  I 


>M^.^ 
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Statement  of  import  freigia  forwarded  from  Nev^port  News,  Fa.,  January  1  to  OdoberSl, 
1905 J  indwnve^  comparing  revenue  on  import  and  domestic  rate  6a«iV»— Continued. 

NEWPORT  NEWS,  VA.,  TO  NIAGARA  FALLS.  N.  Y. 


Weight  (in  pounds). 


Imports. 


Domestic. 


2.866  . 


Rate.       Revenue.      Rate.  |  Revenue 
•0.50  S14.27       IO..'iO  | 


$1127 


NEWPORT  NEWS,  VA..  TO  WILMINGTON,  DEL. 


4S0. 


to.  52 


$2.24  '    10.52 


J124 


NEWPORT  NEWS.  VA..  TO  87  PER  CENT  POINTS. 


10,029 '    «0.H7 

19, 9W 67 

720 1        .54 

9,408 .48 

128,646 1        .43 

3.800 '        .406 

9,100 1        .88 

•26,088 .22 

'27.828 Special. 

112 ;  Special. 

2,278 49 

•280 .48 

672 .47 

56,668 41 

10,724 24 

3,276 -22 

545 ,        .47 

4,692 .33 

1, 482,260 ;        .32 

137,470 .80 

1,277.160 1        .27 

101,220 .22 

8,492,6;)8 .17 

120.582 .14 

48.377 '  Special. 

246 1      1.11 

13,314 '        .48 

649 47 

69.414 1        .30 

8.161 .16 

782 1         .37 

10.660 1        .33 

313 ,        .22 

140.846 !         .16 

•25:1,375 .23 

44,a51 ,        .19 

16.239,668 I        .17 

334,982 1         .15 

496.9<i3 1        .14 

4,i;i3 ,        .13 

107,100 10 

30,979 17 

1.169,113 19 

31.100 14 

149, 460 .12 

1 , 3'29, 945 10 

U•2,nO^^ 18 

89. 600 12 

1,40.5..T.35 10 

116.111 14 

4(),  t  KIO -29 

1-29, 761 10 

172.'24.-> 10 


$67.19 

$0.M 

$54.16 

115.96 

.54 

107.07 

3.89 

.54 

3.>« 

5.64 

.54 

e-is 

540. -23  ' 

.M 

fi!M..Vi 

15.39 

.M 

•20.  .\I 

30.08  i 

.64 

49.14 

.57.39 

.64 

140. « 

88.6(» 

.54 

147.57 

•2.65  ' 

.64 

6.  a-. 

CA 16 

.47 

.     .57.71 

1.84  1 

.38 

l.« 

3.16 

.38 

2-55 

•231.87  , 

.38 

21l.» 

•25.74  1 

.38 

40.7.1 

7. '21 

.88 

V2.^^ 

3.11  1 

.•26 

1.36 

16.16 

.25 

11. 4S 

4. 743, 28 

.25 

3.940.< 

412.41 

.25 

y«.z^ 

3,44«.31 

.•2.5 

a.  192,^ 

•2^22.(V8 

.'26 

353.  l« 

5,937.31 

.25 

S731.3". 

168.91 

.'25 

;iOl.4t. 

129.50 

.25 

rjo.« 

2.80 

1.08 

•2.» 

63.92 

.40 

.\3.26 

.3.a5 

.40 

*2.t» 

•20K.-24 

.40 

•277.  fti 

12.24 

.40 

;«.« 

•2.89 

.30 

2.  :l?. 

3.>.  IM 

.30 

■M.V^ 

.75 

.30 

l.l« 

•211.27 

.30 

4^22.M 

.582.76 

.22 

557.4.'? 

83.70 

.22 

96.91 

27,607.44 

.22 

35.727.27 

502. 47 

.22 

736.  y6 

695. 75 

.22  1 

1,0W:^2 

5.37 

.•22 

9.W 

107.10 

.22 

2:^562 

6'2.66 

.•20 

61. » 

2, -221. 31 

•1** ; 

•2,101.41' 

43.64 

.IM  1 

&V» 

179.35 

.18 

269.  l« 

l,a29.95 

.18  1 

•2. :»«.«' 

146. -25 

.16  1 

1*».W 

107.52 

.16  ; 

143.36 

1.405.54 

.16 

•2,047.:?' 

162.56 

.16  I 

185  > 

116.00  1 

.14 

.V.OH 

129.76 

.14  1 

im.fC 

1?2. 24 

.12 

•22S.« 

NEWI»ORT  NEWS.  VA..  TO  83  PER  CENT  POINTS. 


54. 5a5 

60.510 

1,  mi,  249 


$0.22 
.15 
.14 


$119.91  I    10.18  I 
75.81  .-22 

•2,377.65  .22 


lU.iV 
3.7.V.1'' 
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Statement  of  import  freight  forwarded  from  Newport  Neu^,  Va.,  January  1  to  October  Sly 
1905,  inclusive^  comparing  revenue  on  import  and  domestic  rate  &a«i«---Continued. 

NEWPORT  NEWS,  VA.,  TO  84  PER  CENT  POINTS. 


Weight  (in  pounds). 

Imports.           1 

_  1 

Domestic. 

Rate. 

Revenue.  ; 

Rate.  1  Revenue. 

1,2U2 

$0.47 
.39 
.17 
.14 

.22 

19.49  ' 
45.68  1 
111.03  ' 
254.80  1 
3.08 

90.47  '             t9.49 

11,712 

.88 
.22 
.18 

44.61 

65,318 

143.69 

182,000 

327.60 

1. 39S 

7. 55-7. 56 

NEWPORT  NEWS,  VA.,  TO  78  PER  CENT  POINTS. 


2,079 $0.51 

23,  W5 '        .42 

4,939 22 

2.352 .365 

260 1        .36 

3,775 39 

11,020 .36 

2,408 15 

5,016 15 

5,480 I        .-24 

52,728 14 

1,120 .24 

49,886 14 

662,500 1        .10 

75,040 !        .10 

275,840 ;        .10 


110.60 

$0.54 

$11.28 

99.31 

.54 

127.68 

10.87 

.54 

26.67 

9.46 

.40 

10.41 

.94 

.40 

1.04 

18.62 

.36  ' 

17.19 

39.67 

.36  , 

39.67 

3.61 

.30  1 

7.22 

7.52 

.29 

14.66 

10.75 

.24  , 

10.76 

73.82 

.24  i 

126.66 

2.69 

.14  ; 

1.67 

69.84 

.14  i 

69.84 

731.25 

.14 

787.60 

75.04 

.14  1 

106.06 

275.84 

.18 

368.60 

NEWPORT  NEWS,  VA.,  TO  81  PER  CENT  POINTS. 


71,137. 
55,360. 


$177.84 
138.40 


1,257. 


NEWPORT  NEWS,  VA.,  TO  82  PER  CENT  POINTS. 


NEWPORT  NEWS,  VA.,  TO  HUNTINGTON,  W.  VA. 


3,799 

3,971 

982 

451 

470 

50.000 


$20.51 

$0.54 

18.66 

.47 

3.93 

.40 

.68 

.40 

1.79 

.30 

50.00 

.18 

NEWPORT  NEWS,  VA.,  TO  71  PER  CENT  POINTS. 


10,330 

1.408 

6,491 

11,880 

9,791 

5,419 

11,161 

91,864 

4,407 

1,626 

87,184 

230,920 

688,823 

4,911,070 

89.663 

215,769 

266,206 

688,400 

61,603 

80,240 

66.138 


\ 


$0.46 
.39 
.22 
.88 
.33 
.80 
.28 
.15 
.38 
.16 
.18 
.17 
.16 
.14 
.12 
.10 
.14 
.10 
.087 
.11 
.10 


$46.49 

5.49 

12.08 

45.14 

82.81 

16.26 

81.12 

137.08 

14.54 

2.44 

66.93 

896.66 

957.48 

1,875.50 

107.48 

216.76 

867.15 

688.40 

58.90 


$0. 


54 
54 
64 
.47 
.40 
.40 
.40 
.88 
.855 
.285 
.20 
.20 
.20 
.20 
.20 
.20 
.16 
.16 
.16 


$20.61 
18.66 
8.98 
1.80 
1.41 
90.00 


$65.78 

7.60 

29.65 

56.84 

89.16 

21.68 

44.60 

847.14 

16.64 

4.68 

74.87 

461.84 

1,276.66 

9,822.14 

179.18 

481.61 

408.17 

1,027.44 
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Statement  of  imjnM  freight  forwarded  from  Newport  News^  Va.,  Janucny  1  to  October  Sh 
1905,  mdueivef  comparing  revenue  on  import  and  domestic  rale  6a«t»--Coiitinaed. 

NEWPORT  NEWS,  VA.,  TO  74  PER  CENT  POINTS. 


40,572. 
41,600. 


Weight  (in  pounds). 


Imports. 


Rate.      Revenue. 


90.19 
.10 


977.09 
41.60 


Domeitic. 


Rate.     Revenae. 


10.20 
.16 


9811.14 
66.48 


NEWPORT  NEWS,  VA.,  TO  76  PER  CENT  POINTS. 


41,496. 


982.99 
1.96 


NEWPORT  NEWS,  VA..  TO  66  PER  CENT  POINTS. 


4.414 

88,243 

1,980 

17,666 

106,607 
42,041 
87,689 
96.178 

241,474 
80,240 

861,869 
44,800 


917.21 

141.49 
6.98 
44.14 

206.16 
79.88 
63.99 

187.88 
62.21 
39.31 

892.80 
44.80 


90.69 
.59 
.42 
.41  1 

.28  I 
.24  ! 
.24  I 
.24  I 
.24  I 
.19  ' 
.19  I 
.19  ' 


I 


92S.04 

225. 6S 

8.82 

72.» 

aos.8 

100.90 
90.  SS 

163.63 
99.54 
67.46 

687.11 
85.  li 


NEWPORT  NEWS,  VA.,  TO  67  PER  CENT  POINTS. 


7,624 

90.37 
.31 
.27 
.27 
.15 
.10 

927.84     90.545 
24.66         .47 
.86  '      .40 
4.82  i      .855 
.60  1      .285 
392.00  1      .13 

941.01 

7,924 

37.24 

320 

l.» 

1  600 

5.ffi 

400 

1.14 

892,000 

.'m.M 

1,260. 


NEWPORT  NEWS,  VA.,  TO  95  PER  CENT  POINTS. 
10.15  91.88      90.! 


94.16 


NEWPORT  NEWS.  VA..  TO  96  PER  CENT  POINTS. 


1,692. 

365. 

885. 

812. 

22.928. 

43.160. 

20,674. 

454,675. 

41,741. 

1,076,870. 

684.807. 

297,910. 

80,000. 

199,000. 

485,808. 

4,610,580. 


90.64 
.22 
.45 
.22 
.15 
.31 
.29 
.14 
.15 
.14  • 
.14 
.10 
.12 
.10 
.12 
.10 


92.71 

90.56 

.80 

.56 

3.C6 

.41 

1.79 

.83 

57.82 

.S3 

188.77 

.28 

59.95 

.28 

636.55 

.28 

62.61 

.24 

1,606.92 

.24 

958.08 

.19 

297.91 

.19 

96.00 

.18 

199.00 

.18 

582.37 

.16 

4,610.58 

.16 

92.37 
2.04 
8.42 
2.68 

75.66 
120. « 

1,273.« 
100. 1<( 

2.688.29 

1.80ai8 
566.08 
144.00 
866.20 
776.49 

7.876.98 


NEWPORT  NEWS.  VA..  TO  97  PER  CENT  POINTS. 


887 

90.22 

91.95 
12.69 
48.00 

90.57 
.42 
.16 

^06 

2,660.. 

46 

ILK 

40,000 

12 

6100 
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Statement  ofimjxnifreigMfirwardedfram  Newport  New9,  Va,,  January  1  to  October  Sly 
1906,  mchuwe,  comparing  revenue  on  import  and  domestic  rate  6(Ut»--Continned. 

NEWPORT  NEWS,  VA.,  TO  90  PER  CENT  POINTS. 


Weight  (in  pounds). 

ImpoitH. 

Domestic. 

Rate. 

Revenue. 

Rate. 

Revenue. 

640 

. 

90.60 
.22 
.29 

S8.24 
2.96 
86.61 

90.54 
.82 
.27 

92.93 

1,844 

4.80 

•29,620 

79.80 

NEWPORT  NEWS,  VA.,  TO  92  PER  CENT  POINTS. 


1,441 90.15 

81,866 '  .14 

44,800 ,  .10 

112,600 .18 

88,600 '  .12 

847,200 .10 


92.16 

10.32  .  * 

$4.61 

44.61 

.28  1 

78.29 

44.80 

.18 

8a  64 

146.26 

.17 

191.25 

40.82 

.16 

49.40 

347.20 

.16 

520.80 

NEWPORT  NEWS,  VA.,  TO  98  PER  CENT  POINTS. 


1,872 $1.24 

289 69 

18,816 1   .62 

13,428 42 

1,060 .82 

87,788 .22 

8,362 44 

126,190 i   .16 

15,210 .86 

26,248 .16 

920 1    .30 

32,462 26 

41,886 .23 

189,972 i   .17 

470.476 16 

822,189 i   .14 

188,892 .10 

6,417,600 i    .12 


$23.31  I 

1.79 

82.66  ' 

ri6.40 

3.86  I 

83.18  > 

14.79  ; 

189.29 
58.24  ' 
37.86  I 
2.76  1 
81.18 
96.07  I 
287.95  ! 
705.71  1 
461.06 
133.89  I 
7,701.12  I 


$1.06 

$20.22 

.54 

1.66 

.54 

85.22 

.54 

72.51 

.54 

5.67 

.64 

204.06 

.40 

18.46 

.40 

504.76 

.32  ; 

48.67 

.32 

80.78 

.27 

2.48 

.23 

74.64 

.28 

96.07 

.23 

821.94 

.23 

1,062.09 

.23 

741.06 

.17 

237.62 

.16 

10,278.16 

NEWPORT  NEWS,  VA.,  TO  DANVILLE,  KY. 


386. 


$0.69 


$2.82 


49.187. 


NEWPORT  NEWS.  VA.,  TO  NASHVILLE,  TENN. 
10.28      I        $137.72  I    $0.28;         $137.72 


NEWPORT  NEWS,  VA..  TO  SELMA,  ALA. 


920. 


I  I  I 

«0.52  $4.7«  ,    10.62  i 

I  I  I 


$1.78 


NEWPORT  NEWS,  VA.,  TO  CHATTANOOIJA,  TENN. 


$0.52 


$8.74 
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tStateniefii  of  import  freight  for  warded  from  Newport  News,  To.,  January  1  to  October  St. 
l!H),5j  mcbmve,  comparing  revenue  on  import  and  domestic  rate  ba»is — Continued. 

NEWPORT  NEWS.  VA..  TO  100  PER  CENT  POINTS. 


Weight  (ill  rK>und.»f). 


7H,fvi6. 

•VJ.  7ti7  . 

l.OOh  . 

207. 304  . 

Gl»,  s.',7  . 

!.'».  '^U  . 

41,292. 

26.087. 

», 176  . 

4.4tiO. 

S96  . 

16.763. 

19.979. 

22. 4S6  . 

1,244. 

907. 

39.818. 

62,496. 

15,431  . 

:J2,.'>5I. 

580. 

1. 742  . 

•2,685. 

1,813. 

142.  .511  . 

193,7-22. 

167.596  . 

48,076  . 

677,642. 

256.94;^ 

13:1. 90S. 

187.675. 

5, 25<».  8.56  . 

261,982. 

1,482,244. 

70,803. 

118,094. 

63,716. 

590,066. 

106,961  . 

3,182.284. 

179,200. 

232.208. 


90.  ( 


Importa. 

Domestic. 

^te. 

Revenue. 
9524.92 

Rat^. 
90.59 

Revenue, 

167 

946148 

.59 

352.63 

.69 

850.68 

.48 

4.84 

.59 

5.95 

.42 

860.68 

.59 

1.015.79 

.37 

258.47 

.59 

272.44 

.25 

38.34 

.59 

90.47 

.22 

90.84 

.59 

243.63 

.57 

148.69 

.51 

133.01 

.51 

41.70 

.51 

41.70 

.32 

14.34 

.51 

22.  S.^ 

.57 

5.11 

.43 

3.86 

.48 

80.36 

.43 

72.W 

.47 

93.90 

.43 

7.5.91 

.40 

89.94 

.48 

96.69 

.38 

4.73 

.43 

b.Sh 

.82 

2.90 

.48 

8.90 

.30 

119.45 

.43 

171.26 

.15 

93.74 

.43 

268.73 

.38 

58.64 

.34 

52.47 

87 

120.45 

.34 

110. « 

.36 

2.09 

.34 

1.97 

.34 

5.92 

.34 

5.92 

.32 

8.59 

.84 

9.13 

.26 

4.71 

.34 

6.16 

.15 

213.77 

.34 

48L54 

.32 

619.91 

.29 

660.79 

.29 

486.03 

.29 

486.  U8 

.22 

105.77 

.29 

138.12 

.27 

1,818.83 

1        -25 

1,684.10 

.25 

642.83 

'        .25 

642.  SS 

.23 

307.99 

1        .25 

834.77 

.22 

412.89 

.25 

469.16 

.17 

8,936.66 

1        -25 

13.142.14 

.15 

392.97 

.25 

651^ 

.14 

2,075.14 

.25 

3.705.61 

.10 

70.80 

.25 

177.00 

.22 

259.81 

i        .20 

286.19 

.215 

136.99 

I        .20 

127. 4S 

.14 

826.09 

1        .20 

1,18a  13 

.10 

106.96 

•20 

213.92 

.10 

8,182.23 

!        .19 

6.046.24 

.10 

179.20 

1          17 

3M.M 

.10 

232.21 

.15 

348.31 

NEWPORT  NEWS,  VA.,  TO  108  PER  CENT  POINTS. 


1,070,053. 


90.19  92,088.10  I    90.2?!      S2.889.14 


NEWPORT  NEWS.  VA.,  TO  110  PER  CENT  POINTS. 


1,444 

90.75 
.73 
.25 
.54 
.83 
.17 
.17 
.17 
.19 
.10 

910.88 
6.64  , 
8.51  ' 
9.97  i 
5.54  , 
1.90  1 
1.19, 

222.78  ' 
58.28  , 
46.67  ■ 

90.67  1 
.67  , 
.67  1 

■M\ 
■t\ 

.38  1 
.28 
.19  1 

99.67 

910 

6l10 

3.404 

22.81 

1,847 

7.39 

1,680 .                                         

8.29 

1 ,  115 

700 

5.K 
2.86 

131 ,  018 

497.77 

30, 937 

86.62 

45, 569 

86. 5K 

NEWI»ORT  NEWS,  VA..  TO  116  PER  CENT  POINTS. 


210. 


90.77 


91.62      90.71 


91.49 
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1906,  inchmve,  comparing  rerenue  on  import  and  domeMic  rate  basig — Continued. 

NEWPORT  NEWS,  VA.,  TO  120  PER  CENT  POINTS 


Weight  (ill  pounds) 


436. 

390. 

4,414  . 

40,000. 


I            Imports. 

Domestic. 

Rat«. 

Revenue. 

Rate. 
80.74 

Revenue. 

'    W.82 

f3.48 

13.28 

1        .70 

2.73 

.64 

2.60 

i        .19 

8.89 

.46 

20.10 

1        •!» 

12.88 

.42 

28.35 

.15 

60.00 

.26 

100.00 

NEWPORT  NEWS,  VA.,  TO  122  Pfik  CENT  POINTS. 


1,284 

1,288 

68,702 

40,000 

60,000 


$7.58 

90.55 

2.45 

.43 

254.20 

.87 

60.00 

.26 

78.00 

.26 

S7.06 
6.54 
254.20 
104.00 
156.00 


NEWPORT  NEWS.  VA.,  TO  122  PER  CENT  POINTS. 


615 I  90.m 

1,609 1  .30 

13,177 .33 

1,108 !  .24 

873 1  .21 

20,690 1  .24 

68,668 34 

335,685 1  .33 

886,000 '  .15 

40,275 ,  .16 

438,730 .16 


84. 

4. 

43. 

2. 

1. 

49. 

182. 

1,107. 

504. 


12 

90.81 

53 

.81 

48 

.47 

65 

.47 

88 

.47 

40 

.36 

47 

.34 

76 

.34 

00 

.34 

41 

.28 

09 

.28 

91.17 

12.22 

61.98 

6.81 

4.10 

72.07 

182.47 

1,141.88 

1,142.40 

112.77 

1,009.08 


NEWPORT  NEWS,  VA.,  TO  BIRMINGHAM,  ALA.,  AND  POINTS  TAKING  SAME  RATES. 


12,129 90.84 

8,166 .79 

23,098 '  .52 

9,625 i  .43 

83,960 1  .24 

113,190 i  .20 

839,850 1  .1875 


I 


9101.88 

90.84 

64.51 

.79 

120.11 
41.39 

.52 

.43 

81.48 

.24 

226.38 

.20 

81.48 

.1876 

9101.88 
64.51 

120.11 
41.89 
81.48 

226.38 
81.48 


NEWPORT  NEWS,  VA..  TO  NATCHEZ,  MISS.,  AND  POINTS  TAKING  SAME  RATES. 


1,696 

475 

4,480 

2,240 

230 

o6,346 

40,000 

40.000 


90.92 
.82 
.66 
.66 
.01 
.29 
.27 
.20 


914.60 

90.92 

3.90 

.82 

29.67 

.71 

14.78 

.66 

1.40 

.61 

163.40 

.29 

106.00 

.27 

80.00 

.20 

914.60 

8.90 

80.81 

14.78 

1.40 

163.40 

108.00 

80.00 


NEWPORT  NEWS.  VA.,  TO  NEW  ORLEANS,  LA. 


160 

90.96 
.50 
.26 

91.41 

5.10 

596.26 

90.96 
.60 
.25 

91.41 

1,020    

J:  10 

238.500 

696.26 

602 
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NEWPORT  NEWS,  VA.,  TO  DE8  MOINES,  IOWA. 


Weight  (in  pounds). 

Imports. 

Domestic. 

Rate. 

Revenue. 

Rate. 

Revenue. 

470 

91.206 
.44 
.92 
.26 

$5.66 
14.64 
6.35 

11.27 
1.27 
.98 
.98 
.84 
.74 
.74 

9b.% 

8.827 

42.25 

090 

7.04 

840 

3.15 

l,liS0 

.26      '             2.99 

1.205    '             4.04 

.26                 Sft.2i 

9.« 

*»  rir 

885 

2.48 

18,544 

100.  S3 

NEWPORT  NEWS,  VA.,  TO  DENVER,  COLO.,  AND  POINTS  TAKING  SAME  RATE 


2,925 

440 

81.866 

2,«84 

4,896 

29,869 

86.280 

418,814 

150,191 


92.448 

2.11 

1.40 

1.33 

1.33 

.62 

.48 

.59 

.59 


971.60 
9.28 
489.01 
38.86 
65.12 
185.19 
169.84 
2,438.56 
886.18 


92.33  I 

2.88  I 

2.38  I 
1.61 

1.47  , 

.926  ' 

.90  I 

.74 

.63  , 


968.15 
10.25 
790.M 
4&.8I 
71.87 
276.29 
37.82 
3.06B.tt 
l.QZl.» 


NEWPORT  NEWS,  VA.,  TO  SPOKANE,  WASH. 


281. 

497. 
5,147. 
6,070. 
1,825. 
1,400. 

882. 


94.96 
3.294 
2.28 
2.15 
2.76 
2.888 
2  18 

1,007 1      2!  06 

101 2.67 

679 2.20 

16,646 2.06 

18,699 1      1.96 

9,664 j      1.70 


I 


913.94 

16.87 

117.36 

130.51 

86.67 

33.48 

18.14 

20.64 

2.60 

14.94 

325.42 

265.18 

162.42 


94.00 
8.00 
2.00 
2.00 
1.76 
1.76 
1.60 
1.60 
1.30 
1.80 
1.80 
1.80 
1.80 


911.24 
14.91 
102.94 
m.40 
2S.19 
24.W 

15.  SI 

16.  U 
LSI 
&8S 

208.39 
176.79 
m.20 


NEWPORT  NEWS.  VA..  TO  SHEBOYGAN,  WIS. 


76,875 90.10 


976.88  I    90.41 


9316.19 


NEWPORT  NEWS.  VA.,  TO  COMBINED  LOCKS,  WIS.,  AND  POINTS  TAKING  SAME  RATES. 


218,389 
40,000 
145,600 
138,280 
89,600 
2,182,289 


90.196 
.19 
.176 
.17 
.166 
.165 


9426.76 

76.00 

254.80 

226.68 

147.84 

8,382.66 


90.38 


.88 
.88 


9720..'^ 
1S2.0I) 
480.56 
499.82 
295l68 
7.20L55 


NEWPORT  NEWS,  VA.,  TO  MINNEAPOLIS,  MINN. 


577,600 i    90.20      j    91.156.00  j    90.47 


92,714.25 


NEWPORT  NEWS,  VA..  TO  SEATTLE,  WASH.,  AND  POINTS  TAKING  SABCB  RATES. 


1,102. 

1,178. 

738. 

1,481. 


231. 


94.60 
1.86 
3.00 
2.03 
1.88 
1.71 


917.19 

94.00 

14.88 

4.00 

85.84 

8.00 

14.96 

8.00 

27.84 

8.00 

10.60 

8.00 

*».•» 

I     8.00 

91&.28 
44.0B 
SSwSl 
22.14 
44. 4S 
18L75 

fl».ai 
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SUUemenl  ofimjwHfreigMfortoardedfrom  Newport  News,  Vd,,  January  1  to  October  SI, 
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NEWPORT  NEWS,  VA.,  TO  SEATTLE,  WASH..  AND  POINTS  TAKING  SAME  RATES-Cont'd. 


1, 

1S7, 

1. 

3, 


15. 

10. 
3, 
1, 

178, 
18, 
2, 


171. 
649. 
675. 
456. 
106. 
780. 
867. 
662. 
098. 
876. 
200. 
025. 
321. 
469. 
078. 
188. 
481. 
880. 
090. 
780. 
365. 
180. 
967. 
300. 


Weight  (in  pounds). 


Imports. 


Rate.      Revenue. 


12.60 

2.20 

1.78 

1.404 

1.84 

3.00 

2.00 

1.22 

.85 

.80 

1.88 

1.76 

1.20 

.94 

.89 

1.12 

1.02 

.85 

.83 

.80 

.87 

.88 

.75 

.75 

.67 


Domestic. 


Rate.     Revenue. 


14.46 
36.28 
29.82 
20.44 

1.41 
23.40  I 
17.34  ' 

8.06  I 

9.83  I 
,102.00 
22.56 
22.69 

3.85 
60.81 
18.49 

1.56 

4.91 
134.98 
83.82 
29.84 
11.88" 

1.06 

.242.26 

128.10 

18.96 


12.20 

•8.76 

2.20 

36.28 

2.20 

36.85 

2.20 

82.08 

2.60 

1.68 

2.00 

16.60 

2.00 

17.84 

2.00 

18.24 

2.00 

21.96 

2.00 

2,767.60 

1.76 

21.00 

1.76 

22.09 

1.75 

6.62 

1.75 

118.18 

1.76 

36.87 

1.60 

2.21 

1.60 

7.70 

1.60 

238.08 

1.60 

161.68 

1.60 

69.68 

1.30 

17.76 

1.80 

1.69 

1.30 

2,326.67 

1.80 

287.90 

1.30 

36.79 

NEWPORT  NEWS,  VA,,  TO  MINNEAPOUS,  MINN.,  AND  POINTS  TAKING  SAME  RATES. 


2.384 

1,750 

997 

570 

1,140 

78,400 

105,840 

'.222,997 

36,200 

44,349 

407.182 


61 

$0.99 

48 

.72 

48 

.66 

14 

.56 

70 

.56 

32 

.47 

68 

.47 

99 

.41 

22 

.33 

74 

.83 

36 

.33 

128.60 

12.60 

6.48 

3.14 

6.27 

368.48 

497.45 

29,614.29 

119.46 

146..% 

1,343.70 


NEWPORT  NEWS,  VA..  TO  WINNIPEG,  MANITOBA. 


2,483 

2.775 

1,889 

12,843 

3,211 

67,618 

740 

24,000 

47.484 

17, 147 

75,251 

54,365 

570 

62,080 

62,682 

30,660 

48,673 

189, 176 

66,293 

269,660 

82,830 

68,208 

46,472 


•1.71 

•42.05  , 

•2.09 

•51.89 

1.4689 

40.76  1 

2.09 

58.00 

1.221 

23.05 

2.09 

39.48 

1.166 

143.92  ; 

2.09 

362.97 

1.1373 

36.62 

2.09 

67.11 

.7498 

506.96 

2.09 

1.413.11 

.6463 

4.78 

2.09 

16.48 

.5824 

139.78 

2.09 

501.60 

.6603 

308.79 

1.79 

844.96 

.6498 

91.42 

1.30 

222.91 

.5212 

392.21 

1.30 

978.26 

.15067 

275.42  1 

1.22 

663.13 

.851 

4.86  , 

1.16 

6.56 

.69 

359.35  1 

.93 

484.34 

.526 

277.11  1 

.98 

489.74 

.6463 

197.  a5 

.89 

272.87 

.526 

265.49  1 

.89 

432.30 

.5969 

1,129.19  1 

.89 

1.863.66 

.52 

287.  .•>2  1 

.89 

492.11 

.611 

1,326.35 

.89 

2.310.08 

.4426 

364.11 

.89 

732.65 

.5179 

.358.26 

.81 

562.48 

.4424 

201.17 

.81 

368.32 
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NEWPORT  NEWS,  VA..  TO  VICTORIA,  B.  C. 


1,260. 

2,026. 

106,693. 

415. 

3,325. 

24,&40. 

3,775. 

127,587. 

18,730. 

30,000. 

2,618. 


Weight  (In  pounds). 


Imports. 


Rate.       Revenue. 


.786 
7676 
,66 
,47 
407 
2267 
5843 
,7258 
6186 
54 
,974 


122.60 

86.81 

1.769.44 

6.10 

46.78 
302.46 

22.06 
926.66 

71.20 
172.00 

25.50 


Domestic. 


Rate.  .  Revenue. 


18.06 
8.05 
8.05 
3.05 
3.05 
3.05 
3.05 
1.95 
1.80 
1.70 
1.65  I 


S38.e 

67.79 

3.261.09 

14. » 

101.41 

751.  M 

115. 14 

2,486.97 

247.14 

610.00 

40.514 


I 


NEWPORT  NEWS.  VA..  TO  QUINNESEC.  WIS. 


886,280 80.185 

813,600 i        .175 


$712.77 
648.80 


fO.33 


11,271.42 
1,084.H8 


NEWPORT  NEWS,  VA..  TO  LINCOLN.  NEBR. 


46,304 10.26 


$113.26       $0.61 


$231.05 


NEWPORT  NEWS.  VA..  TO  RICHMOND.  VA. 


14,610. 

772. 

154,891. 

423. 

2,471  . 

3,384. 

44,757. 

17.290. 

1,180. 

28.699. 

6.492. 

454. 

26,946. 

21,904. 

16,060. 

370. 

63.220. 

26,429. 

168.437. 

44,800. 

1,951,397. 

298,975. 

211,886. 

86,071. 

70,415. 

1,841.683. 

44.800. 

488,526. 

62,412. 

252,000. 

12,898. 

92.246. 

271,376. 

486,698. 

606,284. 

81,064. 

82,040. 

474,866. 

119,614. 

541,884. 

13,415. 


$0.26 

.20 

.12 

Special. 

a. 36 

.26 

.22 

.16 

.12 

.08 

.1  Special. 

.i        .22 

.18 

J        .17 

.;        .10 

.1        .19 

.,        .16 

.1        .08 

.15 

.10 

.08 

.12 

.10 

.08 

.07 

.06 

.05 

.03 

.-  Special. 

.      *.06 

.10 


.07 
.06 
.;   cl.oo 
.  Special. 

.!        .13 
.,        .08 
.'        .075 
.1        .065 
.1        .05 


$87.99 

$a26 

16.64 

.36 

186.87 

.26 

2.66 

.26 

8.24 

.86 

8.67 

.22 

98.47 

.22 

28.66 

.22 

1.66 

.22 

22.96 

.22 

11.24 

.22 

1.00 

.18 

46.70 

.M 

37.24 

.18 

26.69 

.18 

.70 

.16 

101.16 

.16 

20.84 

.16 

245.16 

.15 

44.80 

.15 

1,661.12 

.16 

882.77 

.12 

211.89 

.10 

28.86 

.10 

49.29 

.10 

805.01 

.10 

22,40 

.10 

130.06 

.10 

66.76 

.10 

90.00 

.10 

12.90 

.09 

88.02 

.09 

189.96 

.09 

292.02 

.09 

229.10 

.09 

48.26 

.09 

41.66 

.08 

879.88 

.08 

89.71 

.08 

297.78 

.06 

6.71 

.06 

$37.99 

20.21 

402.72 

1.10 

S.M 

7.J4 

9*.  47 

88.04 

2.49 

63.14 

12.08 

H.82 

.      46.70 

C      99.4S 

28.89 

.59 

101.15 

40.68 

216.15 

67.20 

2,927.10 

862-77 

211.39 

$6.07 

70.41 

I.  Ml.  66 

44.80 

438.58 

G8.41 

960.00 

11.  <1 

8101 

SM.20 

4S8.4S 

466.61 

72.96 

26.6$ 

S79.88 

96.ff 

4SS.07 

10.79 


a  Per  barrel. 


(>Pert>ag. 


«Ton. 
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Statement  of  import  freight  forwarded  from  Newport  News,  Fifi.,  January  I  to  October  31, 
1905,  ijidtmve,  comparing  revenue  on  import  and  domestic  rale  bawi — Continued. 

NEWPORT  NEWS,  VA..  TO  RICHMOND,  VA.— Continued. 


Weight  (in  pounds) 


Imports. 


Domeetic. 


Rate.       Revenue.  !  Rate.     Revenue. 


1.016,720 1  Special. 

5.680 fc.lS 

772,376.., 1        .07 

27,694 .05 

284,239 04 

102,467 1        .07 

1.852,474 '        .05 

342,460 04 

6,892.889 1        .03 

336,956 '  Special. 

133,823 .06 

30,110 '   .06 

874.608 !    .04 


1606.80 

f0.08 

$813.38 

7.38  ' 

.07 

3.98 

540.66  , 

.07 

540.66 

13.85  ! 

.07 

19.39 

113.70  1 

.07  ! 

198.96 

71.73 

.06  ' 

51.28 

926.24 

.06 

926.24 

134.98  , 

.05  1 

171.28 

2,067.87 

.05  1 

3,446.44 

115.43  I 

.05 

168.48 

80.29 

.04  ! 

58.68 

15.06 

.04  , 

12.04 

349.84 

.04, 

349.84 

Newport  News,  Va.,  January  5^  1906. 
E.  H. 


The  Delaware,  Lackawanna  and 

Western  Railroad  Company, 

Neil)  York  City.,  November  4,  1905. 

Dear  Sir:  With  an  apology  for  delay,  caused  largely  by  absence  on 
my  part,  we  now  beg  to  give  the  following  information,  in  further 
response  to  the  questions  mised  in  your  letter  of  October  2,  with  respect 
to  rates  applicable  b}^  this  coinpany  on  import  traffic  as  compared  with 
rates  charged  on  domestic  ti-affic. 

We  have  assumed  that  your  inquiry  had  reference  only  to  traffic 
imported  through  United  States  ports,  reaching  such  port  by  vessel 
from  foreign  ports. 

We  have  participated  in  published  through  rates  from  certain  foreign 
ports  only  on  traffic  destinc^d  to  the  Pacific  coast,  the  through  rates 
being  made  in  competition  largely  with  the  all-water  routes.  Tne  traffic 
which  we  have  handled  on  such"  tariffs,  however,  was  infinitesimal — 
too  small,  we  are  sure,  to  warrant  your  consideration.  Most  of  our 
rates  applicable  on  import  business  have  been  in  the  nature  of  propor- 
tional rates  from  New  York  to  inland  points  and  we  inclose  herewith 
copies  of  our  import  proportional  tariffs,  as  follows: 

N^o.  6.  In  effect  February  1,  1906,  to  central  freight  territory. 

No.  7.  In  effect  May  15, 1905.  to  Missouri  common  points  and  stations 
intermediate  thereto. 

Since  your  letter  has  been  received  provision  has  been  made  for  the 
withdrawal  on  January  1,  1900,  of  a  considerable  number  of  these 
ratC'^  amounting  to,  perhaps,  38it  Der  cent  of  the  total,  the  result  of 
which  will  be  to  make  the  commouities  in  question  on  import  traffic; 
subject  to  the  same  basis  of  rates  as  applicable  to  domestic  traffic. 
We  have  noted  on  the  tariffs  in  (juestion  in  black  ink  a  description  of 
the  commodities  referred  to. 
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We  also  inclose  the  following-described  copies  of  our  dome^rtic 
tariffs,  showing  rates  which  are  susceptible  of  comparison  with  the 
iniport  proportional  rates,  viz: 

1.  C.  C.  2711,  effective  July  1,  1903,  on  commodities,  also  supple- 
ments. 

I.  C.  C.  2848,  effective  September  1,  1903,  on  classes,  including  sup- 
plements. 

It  will  be  observed  that  on  tariff  No.  7,  import  proportional  rates, 
we  have  noted  in  red  the  mtes  applicable  on  domestic  traffic  to  the 
same  destinations  for  easy  comparison  with  the  import  rates. 

The  import  tonnage  handled  by  this  company  for  the  first  eight 
months  of  the  current  year,  including  that  based  on  such  rates  destined 
to  points  beyond,  is  shown  in  attached  statement,  which  gives  in  detail 
the  classes,  as  well  as  the  commodities,  and  from  which  you  will  see 
that  the  total  amount  of  import  tonnag^e  was  but  8,884  tons,  of  which 
but  5,543  was  handled  on  the  reduced  import  proportional  rates,  the 
balance  being  handled  on  the  domestic-rate  basis.  During  the  same 
period  we  handled  to  corresponding  territory  87,730  tons  of  domestic- 
traffic. 

From  the  above  it  wall  be  seen  that  out  of  a  total  west-bound  ton- 
nage from  New  York  of  96,614  tons,  but  5.7  per  cent  was  handled  on 
the  import  proportional  rates. 

We  trust  that  this  information  will  be  sufficient  for  your  purpose, 
and  that  it  will  not  be  necessary  for  you  to  have  figures  showing  the 
revenue  derived,  as  compilation  of  this  information  would  entail  enor- 
mous labor  and  take  a  great  length  of  time  to  prepare. 

In  this  connection  I  desire  to  state  that  the  position  of  this  com- 
pany has  been  and  is  now  that  of  opposition  to  the  use  of  materially 
tower  rates  on  import  traffic  than  those  applicable  to  domestic  traffic, 
and  that  our  use  of  the  lower  basis  on  import  rates  has  in  all  cases 
been  forced  upon  us  in  order  to  place  the  port  of  New  York  on,  as 
nearly  as  possible,  a  parity  with  southern  ports  after  every  practica- 
ble enoiii  had  been  made  on  our  part  to  prevent  the  adoption  of  an 
abnormally  low  basis  of  rates  from  and  through  other  ports. 
Respectfully, 

B.  D.  Caldwelx., 

Vi^e-  President. 

Hon.  S.  B.  Elkins, 

Chairman  Interstate  Commerce  Covimitte^^ 

United  States  Senate^  Washington^  D.  C. 
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The  statement  referred  to  in  the  foregoing  is  as  follows: 

Import  commodities  from  New  York  CUy  by  the  Delaware^  Lackawanna  and  Wetiem  Rail- 
roadf  January  1  to  Augiut  Sit  1906. 

Ck>mmodity:  Tom. 

Magnesite 337 

Soda  ash ^ 17 

Brewers*  rice 472 

Bagging  and  burlaps 692 

Flax  waste 62 

Nitrate  of  soda 660 

Caustic  soda 91 

Sulphate  of  potash 56 

Ferro  manganese 62 

Plate  glass 12 

Iron  pyrites 3, 076 

Cement 36 

Carbonate  of  potash 16 

Sulphate  of  soda 16 

Tea 38 

Total 6,543 

Total  import  tonnage: 

Class  1 343 

Class  2 223 

Class  3 1,055 

Class  4 58 

Class  5 1,092 

Class  6 233 

Commodities 6, 543 

Iron 64 

California 273 

Total 8,884 

Total  we«t-bound  tonnage,  96,614. 
Commodities,  per  cent  of  total  tonnage,  5.7. 


Grand  Trunk  Railway  System, 
Montreal^  Qicebec^  October  2^^  1906. 

Dear  Sir:  I  beg  to  acknowledge  receipt  of  your  favor  of  October 
22,  respecting  the  rates  charged  from  the  Atlantic  seaboard  on  import 
traffic  compared  to  rates  charged  on  similar  domestic  traffic. 

The  imj)ort  traffic  carried  by  the  Grand  Trunk  Railway  System  from 
Montreal  in  summer  and  Portland  in  winter  is  very  small  to  United 
States  points. 

It  is  not  practicable  to  make  a  comparison  from  Montreal  between 
the  import  rates  on  traffic  destined  to  United  States  points  and  mtes 
upon  similar  domestic  traffic,  for  the  reason  that  there  are  not  any 
similar  domestic  shipments,  Montreal  to  United  States  points. 

I  inclose  tariflFs  as  under,  viz: 

*•  —  -  >  EFFBCTIVE, 

I.  C.  C.  462,  March  30,  1905;  supplement  1  thereto.  May  23, 1905.  Showing  unport 
rates  in  effect  from  Montreal  and  Portland  to  certain  points  east  of  the  Mississippi 
River. 

I.  C.  C.  481,  May  13,  1905;  supplement  1  thereto,  June  21,  1905.  From  Ms«\\swiak 
and  Portland  to  Missouri  River  points. 
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I.  C.  C.  477,  May  2,  1905.  Montreal  to  United  States  points,  east  and  west  on 
imported  oranges  and  lemons. 

Supplement  4  to  I.  C.  C.  462,  May  1,  1905.  From  Montreal  and  Portland,  giving 
import  commodity  rates  to  points  in  Maine  and  Quebec. 

Also  National  Despatch  Line  tariffs  on  domestic  shipments. 

I.  C.  C.  18,  November  1,  1901;  and  supplements  45,  47,  49,  50,  and  51  thereto. 
From  New  York,  Boston,  and  New  England  points  to  Western  States  points. 

I.  C.  C.  49,  April  5,  1905,  and  amendments  1,  3,  4,  5,  6,  7,  9,  10, 11,  and  12  thereto. 

Also  the  undermentioned  tariffs  applying  on  domestic  traflBc,  viz: 

I.  C.  C.  289,  July  23,  1902;  supplement  11  thereto,  January  29,  1906. 

Also  supplement  13  to  E.  T.  3,  State  of  Maine  traffic,  no  I.  C.  C.  number. 

E.  Y.  4,  June  9,  1902.  no  I.  C.  C.  number.  Supplement  2  thereto,  April  1,  1903, 
no  I.  C.  C.  number. 

I.  C.  C.  336,  August  1.  19a3. 

Extract  from  trunk-line  8tatisti<'8  on  import  traffic  to  United  States  poinUf  showing  Grand 

Trunk  Railway  shipments. 

nati*  I  Via  Port- ]  Via  Mod 

"**®-  land.     '    tieal. 

I     ■ 


1906. 

January 

February  

Marcb 

April 

May 

June 


Tbiu.    !     TbM. 

1,630   

1,626  1 

1,282  ' 


1,146 


1.059  &» 

J 


I  shall  be  pleased  to  furnish  further  information  if  desired. 
Yours,  truly, 

John  W.  IjOUd, 
Freight  Traffic  Manager, 
Hon.  S.  B.  Elkins, 

Chxtinman,  Interstate  Commerce  CommHtee^ 

United  Stat^^  Senate^  WashmgUm^  D.  O. 


Illinois  Central  Railroad  Company, 

Chicago^  October  ^5.  1905, 
Dkar  Sir:  Your  letter  of  October  2  was  received  in  my  office  in 
New  York  during  my  absence  therefrom,  which  accounts  for  the  delay 
in  making  this  reply.  It  was,  however,  promptly  referred  to  our  offi- 
cers at  the  West  with  a  request  that  they  give  me  the  information 
which  would  enable  me  to  answer  the  questions  raised  in  j^our  letter. 
Understanding,  as  I  do,  that  the  only  comparison  of  nites  which 
can  be  made  would  be  between  those  on  imported  articles  that  are  also 
produced  or  manufactured  at  the  port  of  transhipment,  I  beg  to  point 
out  that  the  only  port  served  by  the  Illinois  Centrnl  and  Yazoo  and 
Mississippi  V^alley  Railroad  companies  is  New  Orleans,  and  that  we  have 
not,  on  examination  of  the  list  of  articles  imported  thix>ugh  New 
Orleans  to  interior  ports,  found  that  any  of  these  articles  are  produced 
or  manufactured  in  New  Orhmns,  the  movement  of  traffic  from  that 
city  to  the  interior  of  articles. originating  therein  consisting  of  other 
products.  Hence  it  is  impossible  to  make  the  comparison  asked  for. 
Very  truh%  yours, 

Stuyvesant  Fish,  Preshlmf. 
Hon.  S.  B.  P^LKiNS, 

(Jha'iriHdn  fntfi'sUiU  OnmiM'ViM'  iommUtere^ 

United  Sfdtrx  S<rh<it(i^  \Vii%Kl'iv^t«ji\,^  D,  C\ 
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Lehigh  Valley  Railroad  Company, 

Nefto  York,  October  H,  1905. 
Dear  Sir:  Further  replying  to  your  letter  of  October  2,  asking  us 
to  give  you  a  statement  showing  the  through  rates  from  foreign 
points  on  import  traffic  upon  which  we  acceptea  as  the  i*ail  proportion 
of  the  through  rates  lower  sums  than  were  in  force  at  the  same  time 
for  domestic  traffic  originating  at  the  American  ports  of  transship- 
ment and  carried  to  the  same  inland  destination  during  the  year  1905, 
and  the  amount  of  business  done  at  those  rates,  also  the  corresponding 
domestic  rates  from  the  port  of  transshipment- 
After  conference  with  our  accounting  department  we  find  that  our 
records  are  kept  in  such  shape  that  it  will  not  be  possible,  without 
great  labor  and  expense,  to  pick  out  the  data  necessary  to  literally 
comply  with  your  request.  It  occurs  to  me,  however,  that  the  infor- 
mation you  desire  can  be  substantially  given  by  a  statement  which  I 
inclose,  covering  import  traffic  handled  by  this  company  from  the  port 
of  New  York  from  January  1  to  August  31,  1905.  This  statement 
shows  9,579  tons  of  certain  business  ^  upon  which  the  import  and  domes- 
tic rate  is  the  same  as  shown. 

The  statement  does  not  mean  that  all  the  tonnage  referred  to  went 
to  Chicago;  but  as  it  would  be  very  difficult  to  pick  out  the  exact  desti- 
nation of  each  shipment,  we  simply  show  the  basis  upon  which  the 
traffic  was  handled,  rates  to  other  points  than  Chicago  being  relatively 
the  same. 

This  company  exacted  in  all  cases  the  published  import  tariff  rate 
from  New  York,  all  of  which  rates  are  duly  published  and  filed  with 
the  Interstate  Commerce  Commission. 

The  total  west-bound  tonnage  handled  by  this  company  from  New 
York  during  the  period  referred  to  was  119,963  tons,  of  which  the 
above  25,225  tons  of  import  freight  was  21  per  cent. 
Very  respectfully,  yours, 

J.  A.  Middleton, 
First  Vi^^'I^esident. 
Hon.  S.  B.  Elkins, 

Chairman  Interstate  Commerce  Co7n7nittee^ 

United  States  Senate^  Washington^  D.  C 

The  statement  referred  to  in  the  foregoing  i«  as  follows: 

LEHIGH   VALLEY   RAILROAD. 


SUUement  of  import  tonnage  from  New  York  City  forwarded  on  commodity  rates  lower  than 
the  domeetic  rates,  January  1  to  August  SI,  1905, 

Commodity. 

Quantity. 

Rates,  New  York 

to  Chicago  (per 

100  pounds). 

Import. 

Domes- 
tic. 

Asphaltum 

Tom. 

1,008 
688 
819 

1,262 

f0.20 
.17 
.15 
.18 
.16 

10.20 

Baling  and  burlapa , 

.80 

Bleach 

.18 

Brewers*  rice 

.26 

Brimstone  or  sulphur 

.16 

o  Commodities  upon  which  we  show  the  import  and  domestic  rates  on  a  New  York.-Cbi<cA«^\9M£kas 
and  also  15,646  tons  of  class 

S.  J>oc  2U,  59-1 80 
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Statement  of  impart  tonnage  from  New  York  City  forwarded  on  commodity  rates  lower  than 
the  domestic  rates,  January  1  to  August  SI,  i^5— Continued. 


Commodity. 

Quantity. 

Rates.  New  York 

to  Chicago  (per 

100  pounds). 

1 
Import. 

1 

Domes- 
tic 

Carbonate  of  potash 

Tom. 
248 

58 
478 
719 

56 

52 

18 

109 

1.560 

269 

28 

1.189 

8 

20 
371 

49 
258 

72 
250 

32 

90.16  1 
.16 
.15 
.15 
.18 

a4.20  i 

a8.60  , 
.50  1 
.16 
.15 
.50 
.16  1 
6.15 
.16 

a4.20 
.16 
.16  1 
.85  . 

90.8^ 

Caustic  soda 

.18 

Cement 

.2(V 

Clay 

.20 

Crockery  and  earthenware 

.30 

Ferromanganese 

a|.95 

Flax  waste 

.85 

Ma^esite 

.22 

Manganese  ore 

04.96 

Matttng 

.75 

Muriate  of  potash 

.22 

Nitrate  of  soda 

30 

Plants 

.75 

Sal  soda 

.18 

Bisal 

.SO 

Soda  ash .* 

.18 

Spiegeleisen 

aLVi 

Sulphate  of  soda 

.18 

Sulphate  of  potash '. 

.22 

Tobacco  from  Cuba 

.86 

Total 

9,679 

: 

a  Gross  ton. 


6  Canceled  May  8, 1905. 


Other  import  tonnage  from  New  York  CUy  ina  Lehigh  Valley  Railroad,  January  1  to 

August  SI,  1905, 


Class. 

Quantity. 

Rates. 
New 
Y'ork  to 
Chicago 
(per  100 
pound«). 

First  

Tom. 
8.289 
1,224 

956 
2.694 
5.136 
1.646 

701 

CtnU. 

75 

Second 

6> 

Third 

50 

Fourth 

85 

Fifth 

80 

Sixth  

25 

California  tra£Bc 

(O) 

Total. 


.1      16,616  I. 

J I 


a  Various  rates  ranging  from  first  class  to  sixth  class. 


Louisville  and  Nashville  Railroad  Company, 

LouhvUh^  Ky,^  October  13^  1905. 
Dear  Sir:  1  have  been  delated  in  replying  to  j^our  letter  of  Octo- 
ber 2  making  certain  inquiries  with  regard  to  the  carriage  of  irapwrt 
traffic,  pending  receipt  of  some  detiiil  information. 

Inclosed  herewith  is  a  statement  of  the  import  cargoes  received 
through  Pcnsacola  and  handled  thence  by  the  Louisville  and  Nashville 
Eailroad  during  the  period  from  January  1,  1905,  to  October  7,  1905. 
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The  figures  are  in  pounds.     The  recapitulation  of  this  tonnage  is  as 
follows: 

Magneeite 3,411,700 

Ferromansaneee 5,  S21 ,  836 

Muriate  ofpotash v 2,363,424 

Sulphate  of  potash 184,864 

Kamit 13,846,660 

Mahogany  logs 5, 495, 220 

Pyrites 61,134,010 

Chimney  cleaners 560 

Nitrate  of  soda 4,292,818 

Manganese  ore 1, 424, 950 

Oakum 6,260 

Cotton  bagginc 541,884 

Cotton  tie  buckles / 30,000 

Total 98,554,176 

You  will  observe  that  in  connection  with  magnesite  the  full  inland 
rates  were  maintained. 

On  ferromanganese  (which  is  a  raw  material  strictly)  the  rate  from 
Pensacola  is  purely  a  class  basis  and  could  not  be  used  under  any  con- 
ditions; that  is  to  sav,  were  there  any  produced  at  Pensacola  or  held 
there  in  storage  ana  reshipped  on  domestic  bills  of  ladings  the  rate 
would  no  doubt  be  in  the  neighborhood  of  the  inland  proportion  of 
$1.43  per  gross  ton  as  applied  on  the  shipment. 

On  nuiriate  of  potash  and  sulphate  of  potash  the  Pensacola  (proper) 
rate  was  charged  on  inland  movement. 

The  same  is  true  also  of  the  kainit  and  pyrites  movement 

These  commodities  are  all  raw  materials,  and,  so  far  as  my  informa- 
tion goes,  the  only  one  of  the  lot  produced  in  this  country  is  pyrites. 

The  14-cent  inland  proportion  on  mahogany  logs  was  made  because 
the  plant  at  Louisville  has  practically  no  local  sales,  having  to  reship 
the  sawed  planks  to  various  points  north  of  the  Ohio  River,  a  very  large 
proportion  moving  to  Grand  Kapids,  Mich.,  and  Chicago,  111.,  where 
it  is  consumed  in  the  furniture  factories.  The  plant  at  this  point  is  in 
competition  with  a  similar  one  at  Boston,  which  has,  I  believe,  an  18- 
cent  proportion  from  that  port  to  Chicago.  Furthermore  they  have 
the  advantage  of  having  no  rail  freight  rate  to  pay  on  that  part  of  the 
log  which  goes  to  waste  by  the  sawing  process. 

On  the  nitmte  of  soda,  which  is  also  a  raw  material,  you  will  observe 
that  we  have  applied  the  Pensacrola  proper  rate,  except  to  the  Iowa 
and  Missouri  points,  where  we  have  employed  the  New  Orleans  rate. 

On  the  oakum  to  St  liOuis  we  made  an  inland  proportion  which  was 
presumed  to  equalize  the  rate  by  the  North  Atlantic  ports. 

Full  inland  rates  were  also  applied  on  the  cotton-tie  buckles,  cotton 
bagging,  and  manganese  ore,  except  on  bagging  to  Mobile,  Epes,  Ala.; 
Canton,  Miss.;  Eutaw,  Ala.,  and  Newton,  Miss.,  to  which  we  made 
proportions  sufficient  to  equalize  the  through  rate  via  New  Orleans. 

In  addition  to  this  it  is  quite  possible  that  we  have  handled  more  or 
less  import  traffic  from  the  port  of  New  Orleans,  but  we  have  had  no 
contracts  with  steamer  lines  for  specific  (»argoos  or  parts  thereof 
through  that  port.  Hence,  such  as  we  did  handle  was  on  full  tariff 
rates,  and  so  far  as  the  rail  carriage  was  concerned,  as  New  Orleans 
proper  shipments.  Such  tonnage,  however,  has  amounted  to  practi- 
cally nothmg. 
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There  have  been  times  in  the  past  where  we  have  handled  portions 
of  cargoes  through  Pensacola  to  points  in  Georgia,  and  on  which  we 
were  compelled  5)  shrink  below  Pensacola  proper  rates  to  equalize 
combinations  through  Savannah  or  Charleston. 

Wc  have  not  handled  anything  from  Mobile  within  the  period 
covered  by  the  Pensacola  statistics,  except,  perhaps,  under  conditions 
as  having  applied  from  New  Orleans.  The  three  ports,  Mobile,  Pen- 
sacola, and  New  Orleans,  constitute  our  sole  ports  of  entry. 

We  have  been  trying  to  build  up  particularly  the  export  trade 
through  Pensacola  and  have  been  fairly  successful.  As  you  can  readily 
understand,  though,  the  total  amount  of  tonnage  cleared  through  that 
jjort  has  been,  as  compared  with  the  North  Atlantic  ports,  very  incon- 
siderable. The  return  cargoes,  however,  of  these  steamers  have  been 
very  small;  they  find  better  paying  tonnage  from  the  Continent  and 
from  the  United  Kingdom  to  such  points  as  Habana,  and  it  is  only  the 
small  tonnage  destined  to  this  countrv  that  they  add  to  fill  out.  Such 
tonnage,  as  a  rule,  is  consigned  to  infand  points  in  the  States  of  Ten- 
nessee, Mississippi,  Georgia,  and  Alabama,  particularly  the  latter, 
and,  as  indicatea  by  the  statement,  consists  mostly  of  raw  materials 
which  are  not  produced  in  this  cbuntry.  On  such  we  are  able,  as  the 
statement  further  indicates,  to  secure  practically  a  port  proper  reve- 
nue. Were  we  to  undertake,  though,  to  handle  traflBc  to  the  Ohio 
River  and  beyond  it  would  require  us  to  meet  competition  via  the 
North  Atlantic  ports,  to  shrink  our  revenue  from  Pensacola  to  such 
an  extent  as  to  make  it  unremunerative,  particularly  so  as  the  steam- 
ers require  a  considerable  differential  in  their  ocean  charges. 

If  this  information  is  not  as  precise  as^  you  want,  or  if  there  is  any 
other  information  that  I  can  give  you  which  will  prove  of  value,  please 
command  me. 

Yours,  truly,  A.  R.  Smith, 

Third  Vlce-PreKident, 

Hon.  S.  B.  Elkixs, 

Chahnuaii  Interstate  Commerce  ChmtnUtee^ 

United  States  Seiuite^  Wmhhigtim^  I),  C. 

The  statement  referred  to  in  the  foregoing  is  as  follows: 
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Import  CAirgo  received  ihnmgh  Perutacota 


Amvtti. 

From— 

To-               ' 

i 

1 

•o 

1 

1 

1 
3  ' 

Jul.     4 

Trf»te,  AUBlria 

do 

do 

EnBley,  Ala , 

a,  121. 90* 

64,600 

«25,20O 

B[m] Ingham,  Ala  ... 

Gadader,  Ala 

Eti§!cy,  Ala 

' 

10 

LIverpooL,  England.. 

do,.. 

do „.. 

mi,9m 

1% 

fl0&,e96| 
l»ft,12D 

1 

Montgotnoryr  Ala  ... 

Mobile.  Ala 

60.082 
20,000 

44,800 

..... do... 

do 

Ja<cltBOn,  »iai!, 

190;  OW 
18S,02I 

200^082  1 

416,  eoo 

Opeltktt,  Ala 

S1I> 

^,30D 
^,800  > 

„,„do 

MemphJj,  Tenn 

do,.,,,, ..,„„„. 

....,ao,,,,.,,,„„„,. 

do „.,. 

Evergreen,  ALa 

New  Orle*nft»  La  ... . 

HfiOO 

Columbmi,  Miss 

Ut,100l 

:::::8S::;::::::::::::: 

do ,.,„. 

:::::SS:::::::::::::::: 

Porto  Oortet,  Cen  tml 

America. 
EambiifK,  Germany . 
.....do...... .... 

Union  Springa,  Ala.. 
Inv^m^i,  Ala  ..*-..* 

IO,O0fr' 

S.m' 

dreeovltle,  Ata...... 

ThomiivUlo.  Ala 

Demopolia,  Ala 

Sl^Btt 

10 

LoulBTllle,  Kf....... 

\ 

20 

TuBCHloomr  Ala. ..... 

1V7,QD0 

Oxford,  Ala... 

3QB.3DV  1 

do.. 

„-,,do 

do..... 

do..,,.„....,„.. 

.....do 

do„„. 

:::>:8S:::::::::::::::: 

do 

.....do 

Pometoti,  rorttigal  .. 

do 

Liverpool,  Eo^lADd.. 

....,do., 

Buelya,  ^pftln  ...:.., 
do 

IquiqiiO,  Chill,, , „,„ 
do 

Kubton.Lii ...- 

Vincent,  Ala , 

Tnllni^F^a.  Ala 

]>olhEkia.  Ala 

fO.ODt» 

iiilos.  AU , 

. 

I'yriuni,  Ala...... .,,. 

PhJienia,Ga 

Naihville.Tenti 

HttnUvil]e,Ala 

Bo«3S,  Aia.,.p...,,.,. 

".'..'/. 

lO0,0tt 

21 

Elnnttighaiu,  Ala  . . . 

... 

HontflomprT  Ata  .  . 

1                 1 

ftb.    fi 

Na*h>'llle,  Tenn..., J,.. . 

.,...,..,-.,...,.- 

ETiHley^Ala ,,,'.....,..,. 

m,m 

1                 1 

27 

Talladega,  Ala...... 

W.Ka*hville,  Tenn.. 
Mooar,  Iowa 

,L......... 

Uch.  6 

1 

Anhbiim.  Mo.. '..,.,,.,,. 

! 

.-...do 

dD,„. 

do ,. 

do 

Cagle.  Mo ...[,... 

:i:::;;:i;:::::":* 

OoTtewiih,  Tenn, ,..,^,.,,. ',..., 

,,,, ', ,,,..1 

Knvles,  Ala .J.   ...     .  . 

.y.y//s.cv.:..J 

Gardnora  Milt,  Ala,. 
Loiil^'Ulf.  Ky 

fi 

Porto  C^rte«  fcnd  Bc- 
nLie.CcotralAmi^r- 

tCft. 

Rfo  Janeiro,  BniEtK . 
LK'ertx>o]p  En^Lmnd.. 



G 

Chlcano,  111 

22 

Emtles'p  Ala ...,,. 

AUbfrina  City,  Ala  „ 

> 

^   151,900 

■ 

/ "^               ■  ""  - 



► 

«■*■■■.* 
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January  i,  1906^  to  October  7,  1905^  inclugive. 


97ai,?W 


4,411.700 


4,521,600 


2,0ftl,«60 
fi,84d,11» 


i 


MO 


.|i,ase,0£3 

J    6U,850 
J    222, 7€0 


1,424»0U 


mSG 


R«te  chuigiQd. 


91.^ 


ass 


S.3S 
3.36 


ft 


luUnd. 


1,112 


0  cvnt9  per  100 

V  cefnto  per  100 

pounds. 
10  c«nU  per  100 

pound  F. 
fl.43    per   2.210 

poutids. 
Hyctnt^perlOO 

pouudft. 
»  pent*  per  lOO 

poundp. 
5  ctinlM  per  100 

iKfiOpernetCon 
12i  peritJi  per  100 

pOUTldHp 

10  <%iite  p«jr  100 
ptiundi. 

8  oentt  p»r  100 

poiiDdit. 
]0  oentfl  pet  100 
pouDd'). 

9  oeriu  per  100 
pound  K. 

12,10  per  uet  inn. 

»  cents  per  lUO 

poundi. 
i2,5&  per  net  U^n, 
ti  cents  ptfF  too 

ponniiN* 
14  cents  per  3O0 

pDtinilH, 
13.05  per  net  ion. 
Sa,55pernett<jn. 
SS.OlVpernettonH 
tS.SO  per  net  ton . 
t2.0fipernet  ton, 
|2.P0pernctton. 
t3.ii0  per  net  ton. 
la  cent«  per  100 

potindi. 
$a,B2pernettoii, 
10|  centeperlOD 

ponndti. 
f3.40pernetton. 
ia.7*  per  net  ton, 
6i  c^ntfi  per  lOQ 

pounds. 

**...do ...,, 

84  eentA  per  100 

pounds. 
11.43   per    2.240 

pimndi. 
Gt  cents  per  100 

pounds. 
304  cent*  per  100 

pounds. 
^.tiO  per  net  ton. 


,„..do„. .„..„. 
f7.^  per  ttet  too. 
I^.l^pernettonn 
C2.0&pcrnctton. 

do. ..,*.H 

14  eenti!  per  100 
pounds. 


T&riff  nte« 


a  cent*  per  100 

poundfi, 
?  cents  per  100 

pounds. 
10  centM  per  100 

pounds. 
31  cents  per  100 

pounds, 
lOi  cents  per  100 

pounds. 

9  cents   per  100 
pounds. 

6  cents  per  1Q& 

ponnd«i 
$1.50  per  net  ton. 
I2i  eenis  per  100 

pounds. 

10  eentfl  per  100 
pounds. 

*  cent*  per  100 
pounds. 

10  cetitw  per  100 
pounds. 

9  cents  per  100 
pounds, 

^JOpernett<m. 

^§0  per  net  ton. 

»  cents  per  100 
pounds. 

^>5a  per  net  ton. 

9  cents  per  100 
pounds. 

2tt  cents  per  IC^ 
pounds. 

t2.D5pernetton, 

9S.Mpornetton. 

f3.litSpernetton. 
i  t3.»0pernetton. 
i  SZOSpernetton, 
,  ri.SOpcrnetton. 
!  f2.€0  per  net  ton. 
.  n  ^nts  per  too 
!  pounds, 
I  tS.SSpernetton. 

lot  cents  per  100 
I      poundJi. 

Aa.40pernettoti 
;  ta.T&  per  net  ton 
fl|  centM  per  100 
I      pouiidft. 
' do 

M  cents  per  100 
I     pi>m]ds. 

31  centH  per  100 
I      pounds. 
>  ^  eents  per  100 
poundfi. 

101  cents  per  100 
I     pounds. 

Orleftoa. 
Do, 
Do. 

•2.70  per  net  ton. 
•2.D&pernettOD. 

S3  c«nts  per  100 

pounds^ 


S3.2&  per  2.240  t3-25  per  2.240 
ptiuttdA.  pounde. 

1.92  tl.48  per  2,240  SI  eenc»  per  100 
pound*.  [     pam-^^' 

1.92  ,  tl.4&    V*^  ^lOAB  \^t  (3t\vVik  v«  ^^ 
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Import  cargo  received  through  Pengacda  January 


AiTlTal. 

From— 

1 
To-                      1 

1 

1 

1 

1 

i ; 

Mar.  25 

Ft>inettn],  PqrtugHL . . 

..„.ilo ..- 

Kfantgomcry^  At^.... 

Memphls^TeRU .-_ 

i 

..„.d0 

Bl  rmtD^ham^  Ale , . . . 



:::::i:::;:: ;::::::; 

do 

Dotbati,  Ala 



1 ' ; 

Apr.  11 

Ptnneioi] ,  Portugal , , , 
„„,do...... 

do ,.. 

St.  Loiil»,Mo.,„.... 

. 1     — 1 

13 

M  ontgomery,  Ala , .  *  * 

::::::j:::::::i::::;j 

MeiuDhti  Tenn     ..... 

1    1     1 

BtnalngbAmt  Alfl .  *  * » 



' j 

ao...-, .,„ 

Dotbai],  Alu..,^-.... 

1 : ■■■" 

35 

En^lejPt  AU ,« 

I,  US,  400 

::::::i::::*:"":::r 

AlabiLm&  Citv.  Ale. . . 

—  "* 

1... :  ■"■   1 



1  ■■■", 

Arrival. 


From— 


To— 


I 
Kminlt,      Pyritct 


Mny    a 


31 


Huelra,  Spain  . 
..,Ao 


..do. 


Blnainghom,  Ala 

Eofll  PolnUGa 

Weiit  NistivUle^  Tenu . 


.....do.- 

Allan  tm,  Ga  - 


.1,132,  so 

.'    4^000 


81 


JuJy    5 
21 


Uvcrpool,  Eftglnnd. . 

do..,,.. 

Hombuig.  G«naaiir  - 

do.. 

do.... 

...do. 

Uverpool  Ettgland.. 

....do.-.....,. 

f4»memii,  l^srtugal  .. 


.do- 


....do„. 

|.....do.. 

AitR.    3  I  liverpooln  Bngl«nd, 

....do..... 

Pomcrun,  F^rtogal  . 


Enelcj,  Ala 

Alabama  CUy,  Ala. 
MoutKomery,  Ala.. 

do 

BirmlnghAxa,  Ala  . 

Opelika.AJft 

Emsley,  Ala..„„-. 


133^  TOD 


334,000 


....do...... 

MoutKOmery,  Ala. 


Dcpthiiti,  Ata 

Memcihlfi,  Tenn... 
BtrmlDgbam,  Ala.. 

Enoley*  Ala....,^., 


..„.do 

Dottian.  Ala  . 


2^,000 
110.  «Ge 


107,680 
074,  tSO 


Hontgomery,  Ala. 
Memphi[i,Tenn.,- 
En^lcy^  Alu .,..,.. 
Sh^meld,  AlA...... 

fiirmlnghflm,  AU. 


560. «90 


A5«,«70 


ASa^TfiO 


..1,000,300  ^ 


.|     l»^4£0| 
.|4.1^0« 

.1-- '- 


oP«V»po\meA. 
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i,  1905,  to  October  7,  190S,  indugive — Continued. 


S,  300,100 
1,213.100 

1,007^400 
600,100 


i,x»,aoo 

fise^sfio 

M1,4M 


0 


e,2so 


Rittc  chaTfed, 


si 

He*' 


.42 


a.  as 


.17 


Inland. 


n.«   per  3,240 
poundi. 

flJfi    per  a,2lO 

pound*. 
11.40    per  2,^0 

poundH. 
12.00  per  net  ton, 
35  centu  {ht  100 

potindu* 
5^  cents  per  100 

poundji. 
il.75    per   2,240 

ponndii. 
Bi  cent*  per  lOB 

eenu  per  100 

pouDd*. 
t1.43    p#r   2,240 

ponnd«. 
..,..do ,.. 


Tliiff  rate. 


rt-lO    per    3,240- 

poundtf. 
flja    per    2,240 

poundi. 
11.40    per    2,340 

paund<.^ 
f2.1IO  p«f  net  U>n. 
73  cento  per  100 

pounds. 
81  centH  per  100- 

poundfl. 
tl.7&    pef    2*240 

pmmda. 
61  cent*  per  lOO 

rounds. 
cent*  per  lOC^ 
potindsi. 
ai  c*;ntt  per  10» 

pounds, 
32  centjii  per  10l> 
pounds. 


csonon 


Cotton 
tie 


Rate  GhArged. 


Tbnjuffta. 


Ocean. 


Inland. 


Tariif  ate. 


Hi    cent!    per    100 


poimditK 
9.2   I 


•S.3&     per     2.240 
ponnda. 


tl.02     per     2,240 
ponndR 


centB    per    100 

poundfi, 
10|    centj    per   100 

pound*. 
..... do .............. 

».2  eentu    per   loo 

ponndiL 
•1.4S  per2t240  pomidiS 


.do. 


9    cent*     per    100 

poundfl. 
7    eenti     per     100 

poundii. 
10|   cenu    per   100 


poundn. 
12!   cenbi 


I  t8.fl&     per     2,240 

poundp. 
I do 


11.02     per     2,240 

poundii. 
-,.,dOp. 


ta-Bfi    per 

puunda. 

.....do ..... 


2.240 


$iM     per 

poundi, 
..fdo...... 


3,240 


SO.  960 


........   13,35     per    2,240 

pfkundi. 
SO,Q0O  ;  21^.7  ceni«  per  ICC 

pounds. 
,,.J  aK7ceol«  per  100 

pounds. 

32.?ceBU  per  100 

I     poaoda,  , 


$\m     per     2.240 

pounds. 
10 J  cents  per  100 

pounds. 


do...,. 


per    100 

poundn. 
11.43       per      2,240 

pound*. 

.....do ,,„, 

0|    cenus    per    100 

poundH. 
14l    cents   per   100 

pounds. 
7. SI  c;entA  per   100 

poundii. 
14    centfl    per   100 

pounds. 
tl.4S       per      2,240 

poundi(. 

.....do. 

144    ^«(>t»  P«^r  100 

poundfl. 
31   cents    per    100 

rnnd». 
eenu  per    100 
pounds. 
i).4S     per       2,240 

potindp. 
16    ceniii   per    100 

poundH. 
20    cent*    pei    V!» 

pwLnd«. 
i  1%    eeTLi»   p^t    VW 
\     povia^> 


01    cents    per    100 

runde. 
cents     per    100 
runds, 
cents    per    300 
ttonnds. 
Do. 
0,2    pents     pdr    100 

pounds. 
Zl    cents    per    too 

pounds. 
32    ccnt«     per     100 

poundSn 
fl     centf^     per     100 

pounds. 
7     cent*!     per     100 

runds. 
ceuti*    per    lOO 
pounds. 
12^    centit    per    100 

poundn. 
m    cenifl    per     100 
pounds. 
l>o. 
ft|     cenlQ    p«r    100 

runds. 
centu    per  100 
pounds. 
7.91   cent*  per    100 

pounds, 
6t    ceniA    per    100 

pounds. 
31     eentft    per    100 
pounds. 
Do. 
141   cents  per     100 

poundfi. 
U    cenu    per    100 

JHJKundv, 
I    eents  per    100 
pounds. 
SI    cents    per    100 

pounds. 
16    cent«    per    100 
pounds. 

\  \1    c*^^*    \«t     »• 
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Imporri  cargo  received  throngh  Pen9cux)la  January 


Arrival. 

From— 

To- 

Ferro 
manga- 
nese. 

Muriate 
of  potash. 

i        ' 

Kainit.  ,  Pyrites. 

1              1 

Aug.  28 

Liyerpool,  England 

.  .  .do 

Mobile,  Ala 1 

! , 

Meridian,  Mias 

- 1 1 

do 

Decatur,  Ala 

1            1 

do 

do 

do 

do 

Americus,  Qa 

1            1 

Albany,  Ga 

1 1 

Troy,  Ala 

::::::::::::::::::  ::i:::  :::i 

Cordele,  Ga 

1 1 

do 

Dothan,  Ala 

I.... do 

Dawson,  Ga 

do 

Tupelo,  Miss 

.do 

Tuscaloosa,  Ala 

do 

Aberdeen,  Mlas 

.  .do                     .  .  . 

Rome,  Ga 

do 

Epes,  Ala  

do 

Canton,  Miss 

do 

Eutaw,  Ala 

do 

Newton,  Miss 

Sept   8 

Huelva,  Spain 

Montgomery,  Ala 

2,  no.  900 
1.266,500 

do 

Columbus,  Ga 

do 

West  Nashville,  Tenn  . . . 

1,254.900 

do 

Nashville,  Tenn 

en,40o 

do 

Atlanta,  Ga 

4fi2,300 

do 

Talladega,  Ala 

€7^700 
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J,  1906f  to  October  7,  inclusit^ — Concluded. 


Cotton 

Cotion 

tie 
buckles. 

Rate  charged. 

Tajiff  rate 

bagging. 

Through. 

Ocean.           1            Inland. 

80,400 

18.7  cents  per  100 

10.7  cents  per  100     8     r  ents     ner     100 

15    cents    per    100 
pounds. 
Do. 

15,960 

pounds. 
25.7  cents  per  100 

pounds. 
80.7  cents  per  100 

pounds. 

SS.7  cents  ner  inO 

pounds. 
do 

pounds. 
15    cents    per  100 

pounds. 
20   cents    per    100 

pounds. 
29    cents    per   100 

pounds. 
do 

62,800 

do 

20    cents   per    100 

pounds. 
19   cents    per     100 

pounds. 
Do. 

22.250 

do 

pounds. 
60,750  ! do 

do 

29,700 

48.7  cents  per  100 

pounds. 
80.7  cents  per  100 

pounds. 
45.7  cents  per  100 

pounds. 
89.7  cents  per  100 

pounds. 
80.7  cents  per  100 

pounds. 
do 

do 

88    cents    per    100 

pounds. 
29   cents    per   100 

pounds. 
35   cents    per    100 

pounds. 
29    cents    per    100 

pounds. 
20   cents   per    100 

pounds. 
do 

83    cents    per    100 

pounds. 
29    cents     per   100 

pounds. 
85    cents    per    100 

pounds. 
29    cents    per    100 

pounds. 
20    cents    per    100 

pounds. 
Do. 

80,500 

do 

80,700 

82,400 

8O,808 

9,350 
80,260 
29.050 
20,600 

23,950 

9,411 

do 

do 

do 

do 

do 

do 

Do. 

1 do 

do 

do 

Do. 

85.7  cents  per  100 

pounds. 
48.7  cents  per  100 

pounds. 
85. 7  cents  per  100 

pounds. 
82.7  cents  per  100 

pounds. 

do 

25    cents    per    100 

pounds. 
88    cents    per    100 

pounds. 
25    cents    per    100 

pounds. 
22    cents   per    100 

pounds. 
6i    cents   per    100 

DOunds. 
9.2    o^nts  per  100 

pounds. 
10.5  cents  per  100 

pounds, 
do 

81    cents    per    100 

pounds. 
46    cents    per    100 

pounds. 
26    cento    per    100 

pounds. 
80    cento    per    100 

pounds. 
6i    cento    per    100 

pounds. 
9.2    cento    per    100 

pounds. 
10.5  cento   per   100 

pounds. 
Do 

do 

do 

^    24,828 

do 

1 

, 

9.2   cents   per  100 

pounds. 
6i    cents   per   MO 

pounds. 

9.2    cento   per    100 

pounds. 
6i    cento    per    100 

pounds. 

j 

1 
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New  York  Central  and  Hudson  River 

Railroad  Company, 
New  Fork,  October  12^  1905, 
Dear  Sir:  Referring  to  your  letter  of  October  2,  in  which  you  ask 
for  a  statement  showing  the  rates  of  this  company  applicable  on  import 
business  as  compared  with  those  charged  on  similar  domestic  traffic  to 
the  same  inland  destinations  and  the  amount  of  business  done  at  those 
rates. 

The  regular  established  tariff  rates  which  are  charged  on  domestic 
traffic  are  applied  by  this  company  to  import  traffic,  except  as  to  the 
commodities  named  in  the  inclosed  statement.  On  these  commodities 
the  reduced  proportional  rates  shown  apply  when  the  carriage  is  con- 
tinuous, which  means  when  the  shipments  are  delivered  direct  from 
the  ship's  side  or  appraisers'  warehouse  to  the  railroad  cars  within  ten 
days  alter  the  arrival  of  the  vessel.  These  special  commcKiit3''  jiutes, 
as  well  as  the  domestic  rates,  are  filed  with  the  Interstate  Commerce 
Commission;  but,  for  convenience  of  comparison,  both  rates  are  shown 
in  the  attached  statement. 

The  amount  of  business  done  at  these  reduced  proportional  rates  is 
comparatively  trifling,  as  far  as  this  road  is  concerned.  In  the  eight 
months  from  January  1  to  August  31,  1905,  there  were  forwarded 
from  New  York  via  the  New  York  Central  and  West  Shore  roads 
8,385  tons  of  traffic  taking  the  reduced  import  rates,  and  279,746  tons 
of  traffic  taking  the  established  domestic  rates.  That  is  to  say,  the 
business  carried  at  the  reduced  rates  amounted  to  only  2.9  per  cent 
of  the  aggregate  tonnage  from  New  York.  The  remaining  97.1  per 
cent  includes  such  shipments  of  imported  merchandise  as  are  subject 
to  the  regular  domestic  rates;  but  as  in  our  records  such  shipments 
are  classed  with  domestic  traffic,  I  am  unable  to  give  you  their  tonnage 
separately  from  that  of  the  domestic  shipments  originating  at  New 
York. 
Trusting  that  this  information  may  meet  your  requirements,  I  am, 
Very  respectfully,  yours, 

Nathan  Guilford, 

Vice-President 
Hon.  S.  B.  Elkins, 

Chah^man  Interstate  Commerce  Cov^mittee^ 

United  States  Senate^  Washington^  D.  C, 
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The  statement  referred  to  in  the  foregoing  is  as  follows: 

StaiemeTU  of  rates  on  import  traffic  from  New  York  to  western  points  for  the  year  1905 
showing  comparison  with  domestic  rates, 

[Rates  per  100  pounds.] 


Allele 


Add,  cftf bolJo.  cryoUil  €.  L „ , . , 

Acid,  carbolic,  llciuid.  C.  L  ....... 

AJbum«,  Iti  any  qimnUty  .*.**,****„.. 

Ale  or  «Uju(,  C.  L. 

Auiiponlft,  eftrbtiiiftt^  M,  C.  L  ..,..„.* . 

AmmDnln.  miiriato  of,  C.  L 

AtDiDfjtiU,  ►i.nlplmte  af,  C.  L.*  ►.  ,.*****, 

Afcplii^ltum  aDQ  a^|>halmm  nutetitut^, 
Ui  wai4  tann.  in  o«k^.  eflcka,  nlAck 
bftrrels  or  barrels  with  one  head 
only.  C.  L  „,..,.  „ „_,,..„., 

Bii«KlnK,  C.  L  . , 

B<^ai]!*.  I'-Ofltur,  C.  L  ..,-*,...*.»*...**., , 

Bltfjich,  C.  L - -...- 

BrltusUiUG,  crade.  In  bulk  cmly,  C.  L.. 

Burlap*.  aL... - 

Cfcrbotiate ctyiital. C,  L ......... 

Cement,  (\h „ 

Citttin,  tn  brine.  In  wood,  tn  any  quan- 
lity  ,, „.. 

CUy.C.L 

Crockery  and  cbloa,  In  any  tfuandty .. 

DWnfecton*?,  dry,  C,  L , 

Dolla,  In  any  quantity 

Feathere,  in  any  qiiautlty {£'  u  i" 

JlarKitnnn^neK,  C.  L  ,  ^ .  ,groi«  ton. . , 
Flfh,  sattedjn  pat^kagci |^;  ^'f^' 

flax  waste,  in  baleji,  C.  L. , , .  „ 

yiow*'n<.  artiflcial,  nuy  quantity 

Fuller'*  (^artii,  C.  L , 

Gl&sDi^'an^  i  n  iiny  qimntUy „ 

<Jlycerlne.  traden  C,  L................. 

Gmvcl  njmr.  C\  L griwu  ton. , 

HtTbK.CL.. , 

KalnitC.  L 

Kaftllii,C.  L 

Leavev.  C.  L , ..,, 

Llnoleno),  Q.L....... ,....,..,..... 

Llqunm  and  spidtii.  ait  kindle,  in 

111  any  quiiQtJty...,^.--  ,-,,.,-, 
Ma^ncsit^,  In  baf^orin  bulk.C.  L 
Mnhoipfiny  h>gf,C.  L.. 


Marbles,  in  any  quflntily.,...j9"^  V'lj 

M-^^i'^K ^ - --tec.L:: 

M  U I  i  n  ery  gtwidfl.  u .  o.  r,  ,  in'aa  y  quan  I  Ity 

Hlneral  watent, Ch..^....... 

Miwtral  iru^tnunenta,  In  atiy  quantity. . 

Kapht haline.  r.  L. 

Oil.  L'tM'fHumtand  paJui.C.L.. *.„..,.. 
Oil,  erHHNtte,  C.  L - . 

Olives,  it]  VfomL  any  quanllir-|  ^  C  l" 
Ore,  rarbnnio,  in  bulk»  C.  L.  .grttm  ton , . 

Ore,  chrome.  C.  L l^rom  tun. . 

Ore>  finery,  <:.  L....**..,,..* ,.,,, 

Ore.  i  r^in,  ( '.  L , grof*  ton . . 

Ore,  nian^ineff«,  C.h,. ......... .do 

Pa[>er.  wufste.  C.  L 

Fenc'ilfl,  *lftie*  In  uny  quantity.,.,.,,.. 
Pt^  iron»  ail  klndu,  C.  L  .. .  .g-rom  ton. . 

«  Not  exceediuR  80  inchcff 
<"  In  oomprewed  l>tiIeH. 


To  Cleve- 

To Toledo. 

To  Indian- 

To Chicago, 

Toliart 

land. 

Dotioil. 

apolis. 

Milwaukee. 

8t.  Louis. 

d 

tj 

1     ^ 

jj 

^ 

1 

1 

i 

1 

all 

1 

•0.35 

1 

1 

•0,25 

lO.iLS 

ft>.25 

•0.27   30.25  tO.^ 

fO,2B 

fQ.2^ 

10.41 

.21 

,iil 

.1t» 

.23  ^ 

.25 

.28 

.25 

.30, 

.29 

.35 

.2b 

.5a 

.25 

.50 

.45 

.70 

.25 

,7ft' 

,29 

.87 

.20 

,21 

.20 

.23 

,ao 

.2S 

.20 

.30 

.23 

.35 

.U 

.21 

,1C  ' 

iB 

.16 

.28 

.1« 

.30 

.19  '    .35 

.16 

,21 

.16 

.2S 

.16 

.m 

.le 

.30 

.19 

.36 

.16 

.IB 

.!« 

.^ 

.16 

.23 

.1* 

.26 

.la 

.29 

.14 

.14 

.lA 

.15 

.19 

.19 

.20 

.30 

.23 

.23 

.17 

.25 

.17 

.27 

.17  1     .30 

.17 

.30 

.20 

.aft 

,17 

.21 

.17 

.23 

.17       .38 

.17 

.30 

,20 

.35 

.15 

.ir, 

.15 

.le 

.15       .17 

.15 

.18 

.17 

.31 

.16 

.1* 

.14» 

.16 

.16  1     ,16 

.16 

.1« 

.19 

.19 

.17 

.25 

.17 

.27 

.17  1     ,30 

,17 

.30 

.20 

.35 

.Ifl 

.Ifi 

.16    ...... 

.U 

,1* 

.15 

Ah 

.15 

,W 

.15       .19 

.15 

.30 

.17 

,23 

.90 

,2» 

.20   

.30 

.23 

,lfi 

.Ifl 

.15 

.Ifl 

.15       .19 

.15 

.■JO 

,17 

.23 

.18 

(«) 

.!« 

(«) 

-1»      («) 

.1* 

% 

.21 

i^) 

,ao 

.21 

.20 

.23 

.30       .m 

.20 

.23 

35 

.2& 

-sa 

.25 

.5» 

.25       .7t> 

.25 

.75 

.29 

.87 

j.™ 

tl.OG 

}.-,. 

J  -61 

l.t9 

} .»  kS 

}.,. 

1  .^ 

[.« 

r  .75 

11.74 

2.9ft 

3,61 

3.2S 

^.m 

3,9t 

4.  CO 

4.20 

i.«7 

5.74 

.21 

}.«! 

J  .20 
1  .28 

,^ 

{:S 

}.» 

I  ,20 
1  .SO 

.35 

\  .35 

},« 

.17 

/Jft 

.17 

.27 

.17 

.S3 

.17 

.■A> 

.41 

.75 

1.08 

.75 

I.IS 

.75 

1.40 

.75 

1.50 

.87 

1.74 

.1& 

.16 

.15 

.17 

.15 

.20 

.15 

.22 

.17 

.2d 

.IS 
.20 

% 

.18 

% 

.15 
.20 

% 

.1^ 
.20 

'!^ 

,21 
,23 

'1 

5{..Tfi 

2.51 

3.35   ,. 

3.^ 

4,  IB 

.as 

{;S 

}--^ 

{:IJ 

}■««'{:« 

}-^{-M 

]M 

J'-.  41 
rf.76 

.15 

.IB 

.15 

.20 

.15       .23 

.15  ■     .25 

.17 

.29 

.15 

.16 

.15 

.lA 

.  15  1     . 19 

,15       .20 

.17 

.23 

.26 

.2& 

.27 

.27 

.sa  i    .33 

.35  ,     .35 

,41 

.41 

.as 

.25 

.25 

.27 

.25       .33 

.tl5  '     .35 

.29 

41 

.4fy 

.53 

.45 

.5S 

.45 

.70 

.15       .75 

.52 

,87 

.IE* 

.Iti 

.15 

,17 

,15 

.20 

.1.^ 

.n 

.17 

.26 

.l» 

.IS 

.IS 

.20 

.1* 

.23 

.18 

,25 

.21 

.29 

\.^ 

1  .ad 

}.« 

Lai* 

}  .25 

(.28 
.47 

}.., 

r  .30 

\  .50 

f.« 

I  .35 

/2h 

,iifi 

.-25 

.27 

.25 

,83 

,S6 

.35 

/lb 

.41 

.50 

.53 

.M 

.6fl 

.50 

.70 

.150 

,75 

.50 

.87 

.50 

.5a 

.(SO 

.50 

.50 

.70 

.fiO 

.75 

.58 

.»7 

.20 

'    .23 

.20 

.2^ 

.a) 

.2H 

.W 

,30 

.23 

.35 

'-fi 

/jy* 

.75 

.m 

.75 

1,05 

.75 

i.m 

.K7 

1.30& 

.20 

.31 

,20 

.'i3 

.20 

,28 

.20 

.30 

.23 

.35 

.20 

.21 

.20 

.23 

.20 

.3W 

.9Q 

.30 

.23 

.35 

.20 

.21 

.20 

.23 

.20 

.28 

.20 

.30 

.23 

.35 

}.« 

1  .5J1 
.SO 

r» 

\  .as 

}- 

i  .28 
.47 

}- 

f  .30 
1  .50 

}.^ 

J  .35 
.58 

3.22   , 

2.:u 

2  60 

2rio 

5.(Ki 

i5fi  1  3.«) 

2.W1 

4.00 

a.j;.'*    Ajm 

3,«J 

5.00 

4.18  '  &.S0 

.17  1    A» 

.17 

.20 

.17     .2a 

.17 

.25 

.^ 

.29 

2.5fi     a.rtO 

2.81 

4.00 

3.35     1.60 

3,  SO 

5.00 

4,18 

5,80 

2.56  1  S.51 

a.  HI 

a.H6 

3.^^    4.m 

3.60 

4.95 

4,lg 

5.74 

.17       .IK 

.17 

.20 

.17       .23 

.17 

.2b 

.20       .29 

.^  .    ,-1ft 

,2-^ 

fit 

.25     .rjo 

.^^l 

.65 

. 29  ,     ,75 

».28 

a.  28 

3.60 

3.L10 

4.30 

1.30 

4,62 

1.62 

5.36 

,  5.36 

ft  Exceeding  80  inches, 
rf  In  packages. 
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Statement  of  rates  on  import  traffic  from  New  York  to  weglem  points  for  the  year  190S, 
showing  comparison  with  domestic  rates — CoQtinued. 


To  Cleve- 
land. 


To  Toledo,  !  To  Indian-  To  Chicago, 
Detroit.         apolifl.     {Milwaukee. 


Articles. 


Plate  glass,  loaded  in  box  cars,  C«  L^, 

Plants,   dormant,   In   crates,  fC.  L  .  „ 

boxes  or  barrels \L.  C*  L, 

Potash,  carbonate  of,  In  casks,  C.  L... 

Potash,  caustic,  C.  L „„ 

Potash,  muriate  of .  C.  L 

Potash,  sulphate  of.  C.  L ,*,. 

Pumice  stone,  C.  L 

Pyrites,  iron,  C.  L gross  um». 

Rags,  C.  L 

Rice,  brewers',  C.  L „ „ 

Root*,  C.  L 

Rope,  old,  C.  L , 

Sal  ammoniac,  C.  L 

Salt.  C. 


Salt  cake,  C.  L . 
Saltpeter,  C.  L  . 


Seedlings,  In  crates,  boxes,  or  fC.  L  . . . 
tL.C.L. 


barrels. .     

Seeds,  all  kinds,  C.  L. 

Soap,  C.  L 

Soda  ash,  C.  L , , . .  _ 

Soda,  bicarbonate  of ,  C.  L , 

Soda,  caustic,  C.  L 

Soda,  nitrate.  C.  L 

Soda,  sal.  C.  L 

Soda,  silicate,  C.L 

Soda,  sulphate,  C.  L 

Soda  water,  C.  L , 

Spiegeleisen,  C.L gross  um. 

Sulphur,  crude,  In  bulk  only,  C.  L 

Tea.  C.L 

Tea  sweepings  or  tea  waste.  C.  L , 

Tobacco,  unmanufactured.  In  bait-*'. 

L.  C.  L.  ( when  coming  from  Cuba) . . , 

ToyM.  In  any  quantity |£-  [^  ■^". 

Wines,  in  wood,  in  any  quan-  JC.  L  * » , 
tity.  tL.C.L., 

Wool  grease,  C.  L ^ . . , . 

Crockery  and  China:  a 

In  crates  or  boxes j^"  J^  *£' 

In  other  packages Il  C  l' 

Glassware:/' 

Cut  glow 

Not  out — toilet  set"*,  etc 

Not  cut,  n.  o.  s , 


,21 
.46 
,16 
.16 
,16 
.16 

.17 

.in 
.3& 

.17 

H     lit 

.15 

.20 
,21 
.4<i 

.16 
.!« 
.15 

.16 
.Ifi 

.le 

.20 


I  B 


10.26 
[  .36 

.21 
.16 
.16 
.21 
2.M 
.21 
.15 
.2&. 
.IB 
.21 
.16 
,16 
.21 

.21 
,16 
.16 
.16 
.21 
.16 
.16 
.Ifi 
.21 


1" 


To  But 
St.Lo«iL 


t  '  I     I  •  I     t  '  I 


2.98  ,  3.61 

.  16  I    ,16 

.40  ;  .as 

.18  ■ 

.2S!    .53 

}  •»  { :M 

25  ]  .'25 
S3  .39 
20  I     .21 


i.m 

.39 


23 
50 
.16 
.16 
.16 
,16 
.20 
2.34 
,17 
.IS 
,^*7 
.17  1 
.16 
.15  ' 
.16 

r  n 

{    50 
.20 

.ao 

.16 
.16 
.16 
.lA 
,16 
.16 
.16 
.20 
3.2il 
,16 
.40. 

.27 

:%■ 


.17 
.17 
,23 
2.*5 
.28 
.20 

,a7 

.20 
.23 
.16 
.16 
.23 

.39 
.2S 
.16 
.16 
.16 
.23 
.16 
.16 
.16 
.23 
3.86 
.16 
.69 


'Jo,  33 

^    .16 

I     .20  ; 

2.79 

I     .17  I 
.IS  ' 


{'■■«¥^'i 


.30 
.50 
.28  I  .16 
.28  !  .16 
.20  1    .16 


.2(JI 
.28 


I  I 


I 


{:t'} 


.43 


n 

16 

15 

16 

.20 

■M 

60 

.W 

,     .20 

.16 

I     .16 

,     .16 

.15 

,    .16 

I     ^16  ,     . 

;     .16  1    , 

I     .20 

'     ,  16       , 
,     ,40  ,     . 

'Ml. 


.26  !  8.00 

,28!  .17 

,23  I  .18 

33  .35 

28  '  .17 

28  '  .16 

19  I  .16 

19  .16 

28  I  .20 

47  I  .20 

28  i  .20 
17 


0.35 
50 

|}.75 

I     .30 
I     .30 

'     .22 

.80 

I  3.60 


\{M)-^. 


19! 

17  , 
17 
17  , 
28 


60  ,  4.20 

16  I  .16 
70  I  .40 
...     .20 


.30 
'  .26 
.     -35 

I     .30 

I  -^ 
I  .20 
i     .30 

!}.76 

r  .50 

I     .30 

I  .18 
I  .20 
I  .18 
I  .30 
I  .18 
'  .18 
I  .18 
I  .30 
I  4.95 
.16 


I 


25 


'  I. 


!  . 


.33  1 
.20  I 


:'  -I  ■ 

J,  1.1«  ' 
.1     .43: 


.51 
.28 

}  .^\. 

.1    .60  1. 

:!  :Si: 

.i    .61  i. 


.33 
.33 
.20 


.75 
65 
5 
85 
'  .56 
I    .30 

I    .30 

'    .65 

.30 

.40 

1.60 
I  .75 
I    .55 


iJ0.41 

'  .35 
58 
19 
19 

'     .19 

I     -23 

8.48 

1  '^ 
.21 

.41 
!  .20 
I  .19 
.  .17 
'     .19 

.28 
•r.85 

t    .28 

i     •» 
I    .19 

;  .19 

'  .19 
.17 
.19 

',      1' 
I     .19 

i     -28 
!  4.87 

'     .40 
<     -^ 

!     .41 


1- 


.» 
.3 
.» 
.3S 
4.0s 
.» 
.9 
.41 

.a 

.2S 

.3 


.21 

.a 
,21 

.21 
.a 
.fl 

5l74 

.19 
.S7 


70      .35       ..,  ,    ... 

_^!}.^!{:5^,}.«i{:^ 


.88  :  .41 
.38  M 
.23        .» 

.:» 

75 

.85 
.46 

....     1.74 

87 

64 


a  Not  exceeding  80  inches. 


b  Exceeding  80  inches. 


The  New  York,  New  Haven  and  Hartford 

Railroad  Company, 
Xeic  IJaiJtn^  Conn.^  October  9^  1905 » 
Dear  Sir:  In  reply  to  your  letter  of  the  2d,  I  desire  to  call  your 
attention  to  the  fact  that  the  question  of  import  rates,  the  inland  pro- 
portions thereof,  the  relation  of  rates  on  import  traffic  to  rates  on 
domestic  traffic,  and  the  whole  subject  of  import  traffic  was  exhaustively 
investigated  by  the  Interstate  Commerce  Commission  last  year. 

The  railroad  officials,  at  the  request  of  the  Interstate  Commerce 

Cx)mmission,  j^ave  exhaustive  data  and  information,  and  it  occurred  to 

me  that,  as  a  result  of  that  investi^ition.  perhaps  you  could  find  all 

that  yon  wanted,  in  very  compact  ^o\vv\,,  \w  the  Interstate  Commence 

Commission  records. 
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The  above  relates  to  the  general  inquiiy  contained  in  your  letter. 
In  re^rd  to  the  specific  practice  during  the  year  1905,  which  of 
course  is  not  covered  oy  the  investigation  of  the  Interstate  Commerce- 
Commission  of  last  year,  I  beg  to  say: 

The  regular  class  rates  from  Boston  to  Chicago  on  domestic  traffic- 
are  as  follows: 

Classes 1    1    1     1    A    1 

Cents  per  cwt 75    6o    60    35    30    25 

The  rates  from  Boston  on  domestic  traffic  by  way  of  the  Canadianj 
lines,  via  Montreal,  are  as  follows: 

Classes ^     1'   1     ^     1    JL 

Cents  per  cwt....  70    61    47    33    28    23} 

On  all  import  traffic  passing  through  Boston  to  the  west  all  roads, 
including  this  company,  use  the  Canadian  route  rates  given  above,  as 
a  maximum,  when  landed  at  their  respective  docks. 

So  far  as  we  know,  no  railroad  in  Boston  absorbs  an}'  charge  for 
transfer  of  freight  from  a  terminal  of  another  i*ailroad  to  its  own  and. 
applies  thereon  the  Canadian  route  rates. 

There  are  ocean  steamers  arriving  at  Boston  some  of  which  land  at 
the  terminals  of  the  Boston  and  Albany,  others  at  the  terminals  of  the 
Boston  and  Maine,  and  others  at  the  terminals  of  this  company.  '  The 
import  traffic  brought  to  Boston  by  these  ocean  lines  is  forwarded 
over  the  road  at  whoso  terminals  they  land.  Should  any  freight  landed 
at  the  Boston  and  Albany  or  Boston  and  Maine  terminal  be  ordered 
to  a  point  on  or  via  the  New  Haven  road,  the  cost  of  transfer  by  lighter, 
team,  or  switching  movement  is  added  by  this  company  to  the  inland 
rate.     - 

Import  traffic  comes  to  us  under  two  heads,  viz,  first,  that  which 
reaches  Boston  on  a  bill  of  lading  from  some  foreign  port  to  Boston, 
which  bill  of  lading  does  not  provide  a  through  rate  to  any  point  west 
of  Boston;  second,  that  which  comes  under  through  bills  of  lading 
from  foreign  ports  to  tinal  destination  in  this  country. 

On  the  first-named  class  of  this  traffic,  viz,  that  which  is  not  cov- 
ered by  through  bill  of  lading  when  delivered  to  us,  the  Canadian  route 
rates  given  above  are  charged  when  the  traffic  is  forwarded  from. 
Boston. 

On  the  second  class  named,  viz,  that  which  is  (covered  by  through 
bills  of  lading,  the  inland  proportion  charged  from  Boston  to  western 

f^oints  is,  as  a  rule,  based  on  the  domestic  rates  from  Baltimore  to 
;)hicago  and  other  western  points.     Those  rates  are,  to  Chicago: 

Classes 12      3      4      5      6 

Cents  per  cwt.  67    57    47    32    27    22 

The  Baltimore  basis  of  rates  is  also  used  by  Canadian  lines  from  Hali- 
fax, St.  John.  New  Brunswick,  and  Montreal,  on  traffic  from  foreign 
countries  landed  by  vessels  at  those  ports  destined  to  Chicago  and  other 
western  points  in  the  United  St4ites. 

It  will  be  seen  from  the  above  that  tlie  inland  proportions  from 
Boston  to  the  West,  whether  the  Canadian  route  rates  in  effect  from 
Boston  or  the  Baltimore  basis  of  rates  in  e fleet  from  Canadian  porta 
are  used,  are  slightly  less  than  the  domestic  rates  iYotsi  \^o%Vow  \»  >^^ 
West. 
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This  does  not,  however,  affect  adversely  the  Boston  domestic  ship- 
per, because  if  we  were  to  charge  the  Boston  domestic  basis  on  import 
traffic,  we  would  not  receive  any  import  traffic,  as,  the  oc^an  rates  from 
foreign  ports  to  Boston  being  substantially  the  same  as  they  are  to 
Baltimore,  to  St.  John,  New  Brunswick,  Montreal,  and  Halifax,  unle% 
the  inland  proportions  from  Boston  were  the  same  as  from  those  other 
ports,  the  import  traffic  would  all  move  by  way  of  those  other  ports; 
the  competition  to  the  Boston  merchant  woula  be  precisely  the  same, 
and  Boston,  as  a  port,  would  lose  all  this  tonnage,  and  if  the  ocean  ves- 
sels could  not  secure  any  impoit  traffic  to  Boston  they  naturally  would 
withdraw  from  that  port  and  Boston  would  lose  the  benefit  of  these 
ocean  lines  for  export  purposes; 

There  are  two  lines  of  ocean  steamers  from  Europe  which  land  at  the 
docks  of  this  company  in  South  Boston. 

Bv  far  the  larger  proportion  of  the  traffic  that  they  bring  to  us  is 
for  local  points  in  New  England  on  our  system — principally  raw  mate- 
rial, such  as  Egyptian  cotton  and  iron  pyrites — only  about  30  per  cent 
of  the  total  import  cargo  brought  by  these  vessels  goes  to  points  west 
of  the  Hudson  River,  and  a  very  small  percentage  goes  to  western 
points,  such  as  Cleveland,  Chicago,  etc. 

The  rates  upon  such  small  portion  of  this  traffic  as  does  eo  to  west- 
ern Doints  are  governed  entirely  by  through  tariffs  filed  at  Washington, 
which  give  the  through  rates  from  the  point  of  origin  in  Europe  to 
final  destination  in  this  country. 

The  basis  for  the  inland  proportion  of  these  rates  when  covered  by 
through  bills  of  lading  are  the  Baltimore  rates  above  referred  to;  but 
in  occasional  instances,  in  order  to  meet  the  competition  of  through 
rates  via  Gulf  ports  or  Canadian  ports  or  other  North  Atlantic  ports, 
the  inland  proportions  are  less  than  the  so-called  Baltimore  basis,  pro- 
vided, of  coursre,  the  steamer  lines  accept  proportions  of  the  through 
mtes  that  are  agreeable  to  us. 

So  far  as  the  import  traffic  to  western  points  is  concerned,  statistics 
show  that  this  company  for  the  first  six  months  of  this  year  carried 
only  li  per  cent  of  the  total  import  traffic  via  all  North  Atlantic  ports; 
our  actual  tonnage  being  6,448  tons. 

If  the  import  traffic  to  United  States  points  handled  by  way  of  Cana- 
dian ports  and  by  way  of  Gulf  ports  was  included,  our  proportion  of 
the  total  would  probably  be  considerably  less  than  one-half  of  1  per 
cent. 

In  regard  to  the  statement  that  you  ask  for.  I  do  not  like  to  say 
that  anything  is  impossible,  but  I  do  not  think  you  realize  the  amount 
of  work  involved  in  taking  each  shipment  to  each  destination  for  the 
period  since  January  1  and  showing  thereon  the  data  asked  for;  nor 
do  I  think  that  you  realize  that  if  all  railroads  furnished  this  informa- 
tion that  the  volume  of  statements  when  compiled  would  be  enormoa:^ 
and  practically  impossible  to  make  use  of. 

I  will,  however,  regardless  of  the  cost  and  trouble,  endeavor  to  hare 
such  a  statement  prepared  for  you  if  after  receipt  of  this  letter  you 
still  think  it  is  necessary. 

Yours,  truly,      "  Percy  R.  Todd, 

First  Vice-President, 

lion.  S.  B.  Elkins, 

Chairman  In fj^r state  Commerce  Committee^ 

United  States  Senate.^  AYosKiugtoi^  D,  O. 
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New  York,  Ontario  and  Western  Railway  Company, 

New  Y<^k,  October  30,  1906. 

Dear  Sir:  In  reply  to  yours  of  the  2d  instant  (an  answer  to  which 
has  been  somewhat  delayed  by  necessity  of  hunting  out  the  details  of 
the  business)  I  beg  to  say: 

This  company  has  engaged  in  the  carrying  of  import  freight  to  a 
very  slight  extent,  the  total  tonnage  carried  from  February  1  to  Octo- 
ber 1,  1905,  having  been  but  6,789  tons.  Of  this  amount  5,654  tons 
was  smoked  fish  imported  from  Holland  and  Norway,  which  has  gone 
almost  entirely  via  Chicago  to  points  in  the  Northwest,  and  is  of  a  Kind 
or  quality  not  found  or  prepared  in  this  countr^%  as  I  am  informed. 

Tne  import  tariff  rate  on  fish  from  New  Ifork  to  Chicago  up  to 
August  23  was  20  cents  per  100  pounds,  and  since  that  date  19  cents. 
During  this  same  period  the  domestic  tariff  rate  was  28  cents, 
very  respectfully,  yours, 

J.  C.  Anderson, 

Traffic  Manager. 
Hon.  S.  B.  Elkins, 

Chairman  Interstate  Commerce  Committee, 

United  States  Senate,  Washinyton,  D.  C. 


The  Pennsylvania  Railroad  Company, 

Philadelphia,  October  17,  1906. 

Dear  Sir:  Replying  to  your  letter  of  October  2,  relative  to  the 
import  traffic  handled  by  our  company',  I  beg  to  advise  you  that  anv 
import  traffic  handled  by  our  company  through  New  York,  Philadel- 
phia, and  Baltimore  and  destined  to  any  points  east  of  Buffalo,  Erie, 
and  Pittsburg  would  be  handled  imder  our  domestic  rates;  therefore, 
we  can  not  very  well  give  you  the  import  tonnage  on  this  traffic,  and 
as  there  are  no  comparisons  to  make  a8  between  import  and  domestic, 
we  have  not  gone  to  any  trouble  or  expense  in  trying  to  prepare  this 
data. 

Referring  to  the  import  traffic  handled  through  the  ports  of  New 
York,  Philadelphia,  and  Baltimore  and  destined  to  points  west  of  Buf- 
falo, Erie,  and  Pittsburg,  1  beg  to  attach  hereto  copy  of  our  I.  C.  C. — 
G  No.  2445,  showing  the  proportional  rates  published  on  certain 
import  traffic  taking  commodity  rates,  and  have  shown  in  red,  opposite 
each  article,  the  import  and  domestic  rate  as  applying  New  York  to 
Chicago,  usual  differentials  from  Philadelphia  and  Baltimore.  All 
other  traffic  not  specified  in  this  publication  will  take  our  full  domes- 
tic rates. 

I  also  attach  hereto  a  memorandum  showing  the  import  tonnage  car- 
ried by  our  line  from  New  York,  Philadelphia,  and  Baltimore  for  the 
six  months  ending  June  30, 1905,  as  compared  with  the  total  west-bound 
tonnage  carried  by  the  Pennsylvania  Railroad,  which  figures,  I  trust, 
will  meet  3^our  requirements. 

If  there  is  any  other  information  in  this  connection  which  you  would 
like  to  have,  I  will  take  great  pleasure  in  trying  to  comply  with  your 
wishes. 

As  far  as  our  company  is  concerned  we  do  not  publish  au^  tJKVws.^ 

S.  Doc.  244,  59-J iO 
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i*ates  from  foreign  countries;  we  only  publish  our  import  rates  from 
seaboard  cities,  and  these  rates  are  duly  filed  with  the  Interstate  Com- 
merce Commission. 

Yours,  truly,  George  D.  Dixon, 

Freight  Traffic  Manager. 
Hon.  S.  B.  Elkins, 

Chairman  Interstate  Cominerce  Committee^ 

United  States  Senate^  Washington^  D.  C. 


(The  tariff  referred  to  in  the  foregoinj^  shows  the  following  comparisons  betweeD 
rates  on  import  and  domestic  traflBc  carried  from  New  York  to  Chii^ago. ) 

[Rates  in  centa  p«r  100  pounds.] 


Commodities. 


Acid,  carbolic  and  crystals,  carload , 

Albums,  any  quantity 

Ale,  stout,  sodfa  and  mineral  waten*.  carload 

Ammonia,  carbonate  of,  carload , 

Am monia,  muriate  of,  carload 

.Ammonia,  sulphate  of,  carload 

Aspbaltum  and  asphaltum  substitutes  in  Nolid  form,  in  cakes,  sacks,  slack  bar- 
rels or  barrels  with  one  head  only,  carload  minimum  weight  40,000  pounds  .... 

Ba«rging,  carload , 

Beans,  castor,  carload , 

Bleach,  carload 

Brimstone,  crude,  in  bulk  only,  carload 

Burlaps,  carload 

Carbonate,  cryntal,  carload 

Cement,  carload,  minimum  weight  38,000  pounds,  except  that  when  the  capacity 
of  the  car  is  Icns  the  actual  capacity  of  the  car  will  govern,  but  in  no  case  shall 

the  minimum  carload  weight  be  less  than  30,000  pounds 

Clay,  carload I 

Crocker>'  and  china,  any  quantity 

Dolls,  any  quantity 

Dormant  plants  and  seedlings,  in  crates,  boxes,  or  barrels  (carload,  minimum 
weight  16,000  pounds) :  I 

Carload i 

Leas  than  carload I 

Emery  ore,  carload I 

Ferromanganese,  carload 

Fish,  salted,  in  packages,  carload 1 

Flax  waste,  in  bales,  carload  ( minimum  weight  20,000  pounds) 

Pul  1  er'  s  earth ,  carl oad I 

Glycerin,  cnide.  carload j 

Gravel  spar,  carload | 

Hemp,  carload 

Kainit,  carload | 

Kaolin,  carload 

Leaves,  roots,  and  herbs,  carload ' 

Linoleum,  carload 

Magnetiite,  in  bags  or  in  bulk,  carload 


Mahogany  logs,  carload  . 

Matting  (carload  minimum  weight  20.000  pounds),  less  than  carload  and  carload. 

Naphthalene  or  dry  disinfectants,  carload 

Oil,  cocoanutand  palm,  carload 

Oil,  creosote,  carload 

Olives,  in  wood,  any  quantity 

Ore,  chrome,  carload .' 

Ore,  iron,  carload 

Ore,  manganese,  carload 

Pig  iron,  all  kind;*,  carload 

Plate  glass,  loaded  in  box  cars,  carload 

Potash,  carbonate  of,  in  ca^ks,  carload 

Potash,  caustic,  carload 

Potash,  muriate  of,  carload 

Potash,  sulphate  of.  carload 

Pyrites,  iron,  carload 

Rags,  waste  paper,  and  old  rope,  carload 

Rice,  brewers',  carload 

Sal  ammoniac,  carload 

Salt,  carload(minimum  weight,  in  barrels,  30,000  pounds:  in  boxes,  40,000  pounds; 

in  sacks  or  in  bulk,  40.000  pounds;  mixed  carloads,  40.000  pounds) 

SaH  cake,  carload 

Saltpctvr.  carload 

SeeoB,  all  kinds,  carload 
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.20 

.30 

.20 

.80 

8.60 

4.00 

3.60 

4.00 

3.60 

4.95 

4.62 

4.(5 

.35 

.50 

.16 

♦) 

.16 

.£ 

.16 

22 

.16 

■»» 

3.00 

3. so 

.17 

.30 

.18 

.25 

.16 

A» 

.15 

.30 

.16 

.30 

.20 

.30 

.10 

.» 
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Commodities. 


I  Import 
I  traffic. 


Domestic 
traffic. 


Biaal.  carload 

Bodaash,  carload 

Soda,  bicarbonate,  carload 

Soda,  caustic,  carload 

Soda,  nitrate,  carload •. 

Soda,  sal,  carload 

Soda,  silicate,  carload 

Soda,  sulphate,  carload 

Spieffeleisen,  carload « 

Sulpnur.  crude,  in  bulkonlv,  carload 

Tea,  carload  (minimum  weight  20,000  pounds) 

Tea  sweepings  or  tea  waste,  carload  (minimum  weight  24, 000  pounds) 

Tobacco,  many  quantity, from  Cuba 

Toys,  any  quantity 

Wool,  grease,  carload 


I 


10.16 
.16 
.16 
.16 
.16 
.16 
.16 
.16 
4.20 
.16 
.40 
.20 
.85 
.26 
.20 


10.80 
.18 
.20 
.18 
.80 
.18 
.18 
.18 
4.96 
.16 
.75 
.75 
.75 
.76 
.80 


In  most  cases  the  New  York  to  Chica^  rate  is  the  minimum  rate  to  all  percentage 
points  east  of  Chica^. 
The  memorandum  referred  to  in  the  foregoing  letter  is  as  follows: 

Summary  of  Pennsylvania  Railroad  import  tonnage  for  six  moriths  ending  June  SO,  1906 , 
via  New  York,  PhUadelphiay  and  Baltimore^  as  compared  vdlh  Pennsylvania  Railroad 
total  toest-bound  tonnage. 


From— 

Import 

West 
bound. 

Percent. 

New  York 

Tom, 
9,224 
23.428 
12,982 

Tons, 
149,129 
149,124 

50,886 

6.2 

Philadelphia 

15  7 

Baltimore 

25.7 

Total 

45,604 

848,588 

13.1 
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DIGEST  OF  THE  HEARINGS 

BEFORE  THE  COMMITTEE  ON  INTERSTATE  COMMERCE, 

SENATE  OF  THE  UNITED  STATES, 

HELD  FROM  DECEMBER  16,  1904,  TO  MAY  28,  1906, 

INCLUSIVE, 

TOGETHER  WITH  CERTAIN  DATA 

IN  RESPONSE  TO  A  LETTER  OF  INSTRUCTIONS  OF 

THE  CHAIRMAN  OF  THE  COMMITTEE. 

DATED  JULY  3,  1905. 


COMPILED  BY  ORDER  OF  THE  COMMITTEE 

BY 

HENRY  C.  ADAMS, 

STATISTICIAN  TO  THE   UNITED   STATES    INTEBSTATB  COMMBBCB  COMMISSION^ 

AND 

H.  T.  NEWCOMB. 


APFEIVJ3IX:    VI. 

DECEMBER  15,  1905. 

Prepared  by  WILLLA.M  J.  MEYERS, 

UNDER  THE  DIRECTION  OF 

ME88R8.  ADAMS  AND  NEWCOMB. 


APPENDIX  VI. 


COHCEHTBATIOH  OF  BAUWAT  COHTBOL  IN  THE  innTED 

STATES. 

I 

[Prepared  by  Mr.  Wm.  J.  Meyers,  under  the  direction  of  Merars.  Adams  and 

Newcomb.] 

A  number  of  witnesses  who  appeared  before  the  Senate  Committee 
on  Interstate  Commerce  made  reference,  either  directly  or  by  infer- 
ence in  their  argument,  to  the  concentration  of  control  in  the  opera- 
tion of  railway  property. 

The  extent  to  wnicK  this  tendency  has  progressed,  the  means  by 
which  such  concentration  "has  been  accomplished,  as  well  as  the  politi- 
cal, social,  and  industrial  results  likely  to  follow,  were  regarded  by 
all  who  touched  this  phase  of  the  railway  problem  as  of  importance. 
This  being  the  case,  it  was  believed  that  the  committee  would  be 
assisted  in  its  deliberations  by  definite  information  concerning  con- 
centmtion  of  railway  control/  It  is  the  purpose  of  this  appendix  to 
supply  such  information  as  was  obtainable. 

Tne  information 'here  presented  is  based  primarily  upon  the  official 
reports  of  the  railway  companies  to  the  Interstate  Commerce  Com- 
mission. Owing,  however,  to  the  fact  that  many  of  the  reports  for 
the  year  ending  June  30,  1905,  had  not  been  received  at  the  time  this 
work  was  done,  and  owing,  further,  to  the  fact  that  in  some  cases  the 
reports  filed  did  not  fully  disclose  the  information  sought,  use  was 
also  made  of  certnin  standard  financial  publications. 

The  results  of  this  investigation  are  presented  in  the  form  of  tables, 
which,  being  for  the  most  part  self-explanatory,  are  submitted  without 
extended  comment. 

Table  I  shows  for  each  of  the  principal  railway  systems  operating 
in  the  United  States  (the  word  ''system"  being  used  in  a  technical 
sense,  as  explained  below)  the  number  of  miles  of  operated  line  on 
•lune  30.  1904,  the  number  of  miles  of  seijond,  third,  and  fourth  track 
operatea  on  the  same  date,  the  gross  earnings  for  the  year  ending  on 
that  date,  and  the  number  of  ton- miles  of  freight  carried  during  the 
same  year,  together  with  percentage  figures  showing  the  relations  of 
these  various  items  to  the  totals  for  the  Ignited  States.  This  table 
shows  also  commercial  values  of  certain  groups  of  railways.  It  was 
not  possible  to  obtain  for  publication  the  values  of  the  systems  or  of 
the  individual  railways  of  which  the  systems  are  composed,  inasmuch 
as  part  of  the  data  upon  which  this  value  rests  were  furnished  by  the 
railwavs  as  a  matter  of  courtesy.  The  manner  in  which  the  values 
here  given  were  arrived  at  is  fully  described  in  Census  Bulletin  No.  21, 
which  gives  the  commercial  valuation  of  railwavs  in  the  United  States 
as  of  .Tune  30,  1904. 
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In  the  exjiniination  of  the  above  tables  the  peciiliaru.se  of  the  word 
''  system ''  should  not  ))e  overlooked.  Bv  this  word  is  ineatit  the  ^f^ff^ 
gafioii  of  i-aihva}'  elements  the  control  of  w)iich  rests  ultimately  in  a  sin([le 
corporation.  This  control  may  be  exercised  directly  throu«rli  the  corpo- 
rate ownership  of  the  tunt/ibles,  or  indirectly  throucrh  th(*  corporate 
ownership  of  all  or  of  a  majority  of  the  voting  securities  of  thesubsidiarr 
corporation,  or  it  may  arise  directly  from  a  lease  or  other  operatiDg 
contract  between  corporations.  The  details  upon  which  are  based  the 
aggregation  and  arrangenient  of  the  component  parts  of  the  various 
systems  presented  inTa))le  I  will  be  found  in  Table  II,  which  givesade- 
tailed  analysis  of  inter-railway  organization,  and  is  submitted  a8  the 
justiKcation  of  the  classification  reported  in  Table  I.  It  also  gives  the 
names  and  mileage  of  all  of  the  component  parts  of  the  systems,  and 
shows  the  manner  in  which  these  systems  are  held  together,  so  far  as 
their  organization  depends  upon  cor])orat(»  stock  ownership  or  con- 
tractual agreement. 

By  reference  to  this  tnble  it  appears  that  in  most  cases  the  contn)! 
IS  exercised  by  the  indirect  nutans  of  stock  ownership,  the  controlling 
corporation  having  the  power  of  electing  all  or  a  major  ptirt  of  the 
directors  of  the  su))sidiarv  corporation,  and  through  these  directors 
of  controlling  the  operations  of  the  corporation. 

A  variati(m  in  the  use  of  the  word  ''system/'  as  just  defined,  mav  l)e 
found  in  connection  with  what  is  called  the  (Jn^at  Northern — Northern 
Pacific  System.  Shortly  after  the  organization  of  the  Northern  Secur- 
ities Company  in  the  latter  part  of  19<>1  this  corin^ration  ac<iiiircd,  iu 
exchange  for  its  own  shares,  a  majority  of  the  shares  of  tlie  Great 
Northern  Railway  Company  and  a  majority  of  those  of  the  Northern 
Pacific  Hallway  Company.  Later  this  corpomtion  was  adjudged  bv 
the  Fedeml  courts  to  be  an  illegal  combination  and  was  oixlered  di*i- 
solved.  B\'  the  time  of  such  adjudication  it  had  acquired  iiioi-e  than 
94  per  cent  of  all  the  shares  of  the  Great  Northern  Railway  Coinpanv 
ancl  more  than  W  p«M*  cent  of  all  of  those  of  the  Northern  Pacitic  Rail- 
way Cx)mpany.  The  plan  of  distribution  adopted  by  the  Northeni 
Securities  Company,  and  aft<'r  litigjition  sustained  by  the  Federal 
courts,  was  a  pro  lata  distribution  of  assets  among  its  shai*eholder>. 
Thus,  it  came  about  that  approximately  IH  per  cent  of  the  shares  of 
the  Great  Northern  Railway  (!ompany  and  ai)out  1^9  ptM*  cent  of  those 
of  the  North(»rn  Pacific  Railwav  C-ompany  went  into  the  hands  of  the 
same  persons.  Evidently,  if  tliest*  persons  have  not  changed  their 
holdings  of  these  shares,  the  control  of  the  two  railway  corporations 
is  practically  as  unified  as  before  the  dissolution  of  the  Northern 
Securities  (V)mpany.  since  it  is  scarcely  to  be  supposed  that  the  minor- 
it}'  holding  of  l(»ss  than  0  per  cent  of  tli(»  shares  of  the  (Jreat  Northern 
Railwa\'  Company  which  did  not  pass  into  the  possession  of  the 
Northern   St»curiti(vs  Company  would    ever  exercise   the    bahince  of 

Eower.  As  there  is  no  public  evidence  of  material  changes  in  the 
oldings  of  the  shares  of  these  two  railway  corporations  since  the  di^^- 
solution  of  the  Northern  Securities  Company,  the  two  corpoi'ation> 
mav  fairly  be  assumed  to  1m*  at  the  present  time  parts  of  a  system 
which  is  here  called  the  (ireat  Northern-Northern  Pacitic  Systom. 

The  extent  of  the  centralization  of  control  in  railway  administration 
is  not  fully  disclosed  by  the  infoiniation  thus  far  presented.     Com- 
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niunity  of  interesjt  and  unity  of  direction  extend  beyond  the  con- 
trac'tnal  or  proprietary  relations  which  underlie  the  systems.  This 
may  be  termed  tlie  control  of  group  interests.  It  has  lonff  been  matter 
of  common  knowledge  that  in  many  cases  a  comparatively  small  num- 
ber of  men  acting  unitedly  may,  through  their  ownership  or  control 
of  stocks  in  the  controlling  corporations  of  two  or  more  systems,  unify 
the  operations  of  those  systems  in  such  wise  as  to  produce  as  har- 
monious operation  as  could  be  had  if  all  the  elements  were  aggregated 
into  a  single  system.  To  determine  the  precise  location  of  ownership 
of  the  capital  shares  of  the  controlling  corporations  of  the  various 
systems  would  rec^uire  access  to  the  stock  books  of  these  sevei*al  cor- 
porations. Obviously  this  was  impracticable.  The  best  evidence 
which  it  seemed  practicable  to  obtain  from  public  sources  in  regard 
to  this  unification  of  ownership  is  that  (Mubodied  in  the  personnel  of 
the  boards  of  directors  of  the  controlling  corporations  of  the  several 
systems.  When  the  same  individuals  constitute  harmoniously  acting 
majorities  of  th(»  boards  of  directors  of  two  or  more  corporations,  it 
seems  proper  to  say  that  the  control  of  the  particular  corporations 
whos(»  boards  are  thu.*-  constituted  is  actually  unified.  It  is  the  purpose 
of  Ta))le  III  to  show^  the  extent  to  which  concentration  of  milway 
control  is  evidenced  bv  th(»  personnel  of  boards  of  railway  directors. 

An  inspection  of  Table  III  shows  scnenil  significant  results.  It 
shows,  for  example,  that  the  majoriti<\s  of  the  boards  of  directors  of 
th<^  corporations  under  whose  control  is  carried  a  very  large  portion 
of  the  east-bound  traffic  traversing  that  portion  of  the  United  States 
east  of  the  Mississippi  river  may  be  selected  from  a  group  of  persons 
only  89  in  number. 

The  0  persons  indicated  by  the  asterisks  in  the  first  line  of  Table 
III  constitute  a  majority  of  the  board  of  directors  of  the  Pennsylvania 
Railroad  Company.  To  these  may  1h*  added  four  othei*s,  making  a 
total  of  18  persons,  with  the  result  that  these  13  constitute*  majori- 
ties of  the  boards  of  the  Pennsylvania  Railroad  Company  and  the  1^1- 
timore  and  Ohio  Railroad  Company.  Inspection  shows  that  these 
13  also  may  control  the  Norfolk  and  Western  Railway  Company,  and 
the  systems  of  these  three  companies  comprise  what  is  in  Table  I 
i*alled  the  Pennsylvania  group.  Throwing  these  statements  into  tabu- 
lar form  we  have  — 


Ti>  tht»  pret'ed- 
ing  total  of — 


May  W 
Jidded— 


Mukiiif^a  total 
of- 


CanaMe  (»f  coiitrolliilK  the  boards  of  directors  of  aU 
iiif  preceding' cor|»oratioiis  in  thiH  list  and  that  of 
the— 


No  i)erson8 9  persons 9[H*rsoiis 

9  pf  rsons 4  person.* Ki  [MTst)n>  . . 

V6  persons No  p<Tsons V.i  |H*rsons  . . 

13  iKTsons (i  |>er*»onH 19  [)ersonH  . . 

19  persims Ni>  persons 19  persons  . . 

19  |>er^»ns T)  porsotis LM  persons  . . 

24  i>er«onM 1  fwrson 25p4'rsons.. 

25  IK-Tsons 2  yx^rsons 27  persons  . . 

27  iKT-ons 3  pen-ons :W  [KTsons  . . 

:J0  p^.rsons 5  f)ersons '^S  persons  . . 

35  persons 2  i»ers4)ns 37  i>ersons  . . 

37  |)er«on» 2  p<»rsons 39  JHTstms  , . 

39perH»)ns 4  jMfrMms 13  persons  . . 

43  persons :>  pers<)ns ix  p4Tsons  . . 

•\H  iK!rs4)ns 2  jK-rsons 5o  [H*rst>ns  . . 

TiO  persf»ns 1  perxm 51  p(>rsons  . . 

51  jiersoni fi  persons 57  per-ons  . . 


. .  Pennsylvania  Railroad  Co. 

..  Baltimore  and  Ohio  R.  R.  Co. 

..  Norfolk  and  Western  R.  R.  Co. 

. .  New  York  Central  and  Hndson  River  R.  R.  (\». 

. .  iMitutfipeake  and  Ohio  Rwy.  Co. 

..  chicajfij  and  Northwestern  Rwy.  Co. 

.,  (Cleveland.  Cineinnat  I,  Chii-ajroandSt.  I^>nis  Rwy.Co. 

..  Reading  Co. 

..  Krie  R.  R.  Co. 

..  Sonthcrn  Rwy.  ('o. 

. .  Delaware,  Uifkawanna  and  Western  R.  R.  Co. 

..  LehiKh  Valley  R.  R.Co. 

. .  Great  Northern  Rwy.  (^o. 

. .  Northen  Paeifle  Rwy.  Co. 

..  Cnion  Paeifie  R.  R.  Co. 

. .!  Sonih4Tn  l»aeitie  Co. 

. .'  Ro<*k  Island  Co. 
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This  group  of  39  persons  (shown  above  the  heavy  line  in  the  fore- 
going) MS  within  its  control  all  railway  access  to  the  port  of  Phik- 
delpnia,  and  practically  all  of  that  to  the  ports  of  New  York  and 
Baltimore.  The  only  exceptions  worthy  of  mention  are  the  New  Yort 
New  Haven  and  Hartford  and  the  Central  Vermont  in  connection  with 
New  York,  and  the  Western  Maryland  system  in  connection  with  Bal- 
timore. The  significance  of  these  svstems  in  this  connection  may 
readily  be  judged  upon  reference  to  iVble  I.  A  large  portion  of  the 
export  traffic  of  the  port  of  Boston  originating  west  of  the  Hudson 
river  is  also  within  the  control  of  this  group,  as  also  is  a  considerable 
part  of  the  export  traffic  of  the  ports  ot  New  Orleans,  Mobile,  Brun;»- 
wick,  Savannah,  Charleston,  ana  Norfolk. 

If  to  this  group  there  be  added  18  persons,  including  6  for  the  Rock 
Island  system,  like  influence  at  the  Pacific  ports  is  made  possible. 

The  important  systems  reaching  the  Pacific  and  not  within  the  con- 
trol of  this  group  are  the  Atchison  and  Canadian  Pacific:  the  only  ones 
reaching  the  Gulf  and  the  South  Atlantic  are  the  Atchison  System, 
the  Gould  Group,  the  Illinois  Central  System,  the  Seaboard  Company 
System,  and  the  Atlantic  Coast  Line  Company  S3^stem.  To  include 
all  these  systems,  except  the  Canadian  Pacifac  System,  will  require  the 
extension  of  the  number  of  persons  in  the  controlling  group  to  98. 
These  93  persons,  if  the}'  actecl  together,  would  be  able  to  control  more 
than  75  per  cent  of  the  operated  mileage  of  the  country,  more  than 
81  per  cent  of  the  gross  earnings,  more  than  87  per  cent  of  the  ton- 
mileage,  and  more  than  82  per  cent. of  the  commercial  value  of  the 
railway-operating  property. 

It  may  DC  proper  to  say  a  word  with  regard  to  the  authorities  used 
in  drawing  up  the  table  here  submitted.  Table  III  is  based  upon  the 
information  contained  in  the  *' Railway  and  Industrial  Section'^  of  the 
Commercial  and  Financial  Chronicle  Ijearing  date  July  20,  1905,  the 
weekly  issues  of  the  Chronicle  since  that  date,  to  and  including  Octo- 
ber 7,  1905,  and  such  reports  of  railway  corporations  for  the  year 
ending  June  80, 1905,  as  were  filed  with  the  Interstate  Commerce  Com- 
mission prior  to  October  8.  The  table  is  believed  to  be  substantially 
correct  aiid  to  indicate  fairly  the  present  concentration  of  railway 
control  through  directors. 

Table  II  shows  in  the  column  headed  '•Authority''  the  source  of  the 
particular  information  covering  intcrcorporation  control,  the  initials 
*'I.  C.  C."  denoting  the  official  reports  of  railway  companies  to  the  Inter- 
state Commerce  Commission,  the  word  ''Chronicle''  denoting  the  Rail- 
way and  Industrial  Section  ot*  the  Commercial  and  Financial  Chronicle 
of  July  29, 1905,  and  subyc(iuent  weekly  issues  of  that  periodical  prior 
to  October  8,  1905,  the  word  *"Poor"  denoting  Poor's  Manual  of  the 
Railroads  of  the  Unitt^l  States  for  1904,  and  the  word  '*  MckkIv  ''  denot- 
ing Moody's  Manual  of  Railroad  and  Corporation  Securities  for  the 
year  1905.  The  stated  numbers  of  miles  operated  are  from  the  report 
of  the  statistician  to  tin*  Interstate  Commerce  Commission  for  the  vear 
ending  June  30,  1904. 

Table  I  is  l)as(»d  with  regard  to  the  selection  of  systems  upon  Table 
II,  and  the  statistical  data  of  mileage,  earnings,  and  freight  traffic 
from  the  official  reports  of  the  railwav  coiporations  to  the  Interstate 
Commerce  Commission  for  the  yc^ar  just  stated.  The  values  are,  a> 
b(^fore  stated,  compiled  from  the  material  used  in  the  prepiration  of 
Census  Kulletin  No.  2V. 
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In  view  of  the  extent  to  which  concentration  of  control  has  been 
carried,  as  indicated  by  the  foregoing  table,  another  Question  is  natu- 
rally suggested.  Is  this  form  of  concentration  wnolly  of  recent 
development,  and  if  not,  is  the  tendency  stronger  at  present  than  for- 
merly^ It  is  of  course  apparent  that  a  question  of  this  nature  is  not 
capable  of  definite  statistical  answer,  but  some  light  may  be  thrown 
upon  it  by  a  comparative  study  of  boards  of  directors  for  diflFerent 
years.  The  tables  next  introduced  attempt  such  a  comparison.  Thev 
cover  the  fiscal  years  1889, 1898,  and  1904.  The  year  1898  was  selecteH 
in  view  of  the  fact  that,  beginning  with  July,  1897,  the  railways  of 
the  United  States  entered  upon  the  present  period  of  commercial  pros- 
perity. 

Table  IV  A. — Number  of  directors  compared  niih  number  of  corporations  and  of  miles. 


Veara. 


Operating  eorp<»ra- 
tions. 

I  IncludiKl  in 
this  report. 


In  the  : 
United 
States. 


No.! 


Propor- 
tion of 
total. 


1904  1.314  7.V* 
1H98  1,102,  ?39 
1889  997'  559 


Miles  operated. 


Included  in  this 
I  report. 


In  the 
United  ; 
States. 


No. 


Perct. 
57. 69, 
<i2.U0' 
56.07 


220,112:  211.812 
190,870i  178.362 
100. 406;  142,346 


K 

9 

10 

11      1 

12 

Total 

Individuals  be- 
longing to  these 
boards. 

Average  number 
of  directorships. 

mem- 
bership 
of 

Propor- 
tion of 
total 

Per  op- 
erating 

Per  1,000 
miles  of 

boardH 
of  di- 

No.   1 

member- 
ship. 

ration.  ^ 

line. 

rectors*. 

1 

1 

lOOXC'oI.  9. 

Col.  8.    1 

.OOOXCoKS. 

1 

1 

U6\:s 
I'erct. 

(.'Ol.S. 

Col.  ft. 

1 

5,871 

4,212 

71.75 

7.74 

27.72 

5.865 

4.556 

77.68 

7.93, 

82.88 

4,836 

3,665 

1 

75.78 

8.65' 

33.97 

Table  IV  B. — Xttmber  of  operainig  corjHjrationn  clasi<ified  according  to  the  relation  of 
their  directors  to  other  operating  arrjxmttions. 


Item. 


Total  numlMjr  of  directors  . 


Having  no  directors  in  boards  of  other  com  jMinies. 
Having  1  direi'tor  in  board.^  of  other  ('ompanies.  J 
Having  2  direct<>rs  in  txrnrdh  of  other  cDmpanles. . 
Having  3  dirwtors  in  lx»anls  of  other  companies. . 
Having  4  directors  in  Ixwirds  of  other  <'()ni panics. . 
Having  5  directors  in  l)oards  of  other  companies. 
Having  6  diref'tors  in  lK)ards  of  other  companies. 
Having  7  directors  in  Vioanls  «»f  other  companies. 
Having  8  directors  in  l>oard8  of  other  <'onipanies. 
Having  9  directors  in  boanis  of  other  com|>anics. 
Having  lOilirectors  in  l)Oiirds  of  other  companies. 
Having  11  directors  in  boards  of  other  comimnics. 
Having  12  directors  in  Inmrds  of  other  companies. 
Having  is  directors  in  boards  of  other  <M)mpanit»s. 
Having  14  directors  in  boards  of  other  companies. 
Having  15  directors  in  boards  of  other  companies. 
Having  16  diret'lors  in  boards  of  other  companies. 


1904. 


Year  ending  June  30— 


1898. 


1889. 


Num- 
ber. 

Per  cent. 

Num- 
ber. 

Per  cent. 

Num- 
Iwr. 

Percent. 

758 

100.00 

739 

100.00 

559 

100.00 

218 

32. 72 

216 

33.29  ! 

156 

27.91 

84 

11.08 

106 

14.34 

78 

13.96 

69 

9.10 

76 

10. 28 

58 

10.38 

73 

9.63 

71 

9.61 

59 

10.56 

67 

8.8-1 

76 

10.28 

53 

9.48 

45 

5.94 

46 

6.22 

39 

6.96 

44 

5.80 

34 

4.t)0 

r.7 

6.62 

44 

5.80 

31 

4.20 

28 

5.01 

29 

3.83 

17 

2.30  1 

14 

2.50 

9 

1.19 

15 

2.03  ■ 

11 

1.97 

13 

1.  72 

s 

1.08 

8 

1.43 

12 

1.58 

6 

.81 

8 

1.43 

8 

1.06 

5 

.68  1 

9 

1.61 

8 

1.06 

1 

.14 

•> 

.26 

1 

.14 

2 

.26 

1 

.18 

1 

.13 
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Table  IV  C. — RaUway  mileage  clamiiM  according  to  the  relntioiisoffhe  dinrtor*  of  tk 
operating  corporatiom  to  other  oj}erating  eoT})oratioiis. 


I  torn. 


Total  milengo  covered  by  reports. .. 

Having  no  directors  in  boartis  of  other  ' 

corapanieH 

Having  1  director  in  Jx)anls  of  other  ' 

companies 

Having  2  directors  in  boards  of  other 

companies 

Having  3  directors  in  boanis  of  other  , 

companies 

Having  4  directors  in  boards  of  other  , 

companies I 

Having  5  directors  in  boards  of  other 

companies ' 

Having  ti  directors  in  boards  of  other 

companies 

Having  7  directors  in  boards  of  other 

companies 

Having  8  directors  in  boanis  of  other 

companie-* 

Having  9  directors  in  Iwmrds  of  otJier 

companies 

Having  10  directors  in  boards  of  other 

com(Minies 

Having  11  directors  in  boards  of  other 

companies 

Having  12  dlrettors  in  ix)ards  of  other 

companies 

Having  13  dire<:tors  in  boards  of  other 

companies 

Having  1 4  directors  in  boards  of  other 

companies 

Having  15  directors  in  boards  of  other 

companies 

Having  16  directors  in  boards  of  other 

comfianies 


1904. 


Year  ending  June  ;W — 
I  189H. 


1V>9. 


Mileage. 

Propor- 
tion of 
total. 

Mileage. 

Proj)or- 
tion  of 
total. 

Mileage. 

Fn>p.»r 
lion  of 
total. 

Mile*. 
211.812 

I\ir  cent. 
100.00 

178.362 

/Vr  rent. 
100.00 

142.  346 

100. 00 

10.033 

4.73 

9. 375 

5.26 

•    1>.  52.i 

6.® 

6.413 

2. 56 

8.317 

4.66 

12..i;H» 

h.S) 

4,541 

2. 14 

9,427 

5. 2S 

I0.36L» 

:.•i^ 

8.M3 

4.08 

13,176 

7.39 

10, 148 

7.13 

21.618 

10. 21 

15, '235 

8.. 54 

16.4;W 

11.54 

7.956 

3.76 

20.256 

11.36 

11,394 

8.(11 

13.181 

6. 22 

16.332 

9.16 

11,551 

1 

^12 

20,3S1 

9. 62 

14, 840 

8.  ;i2 

IS. 252 

12.82 

30.470 

14.38 

20,676 

11.59 

7.  127 

5.01 

6,149 

2.90 

18,396 

10.31 

8,969  ' 

6.» 

11,132 

5.26 

4.499 

2.52 

S,149  ' 

5.r.' 

18,4X6 

8.73 

11,306 

6.34 

6,566  1 

4.  SI 

15,002 

7.08 

9. 592 

5.  :j,s 

7,092  ' 

4.ys 

25. 450 

12.02 

5,08t» 

2.8.5 

1 

4,026 

1.90 

1,849 

1.04 

I 

7,448 

3.52 

4.255  ' 

i» 

1,883 

.89 



T.^.BLE   IV  D. — Xutnber  of  indiridual  directors  damnified  according  to  the   nnnihern  of 
operating  corporations  tt)  the  boards  of  director}^  U)  irhich  the'/  f*efong. 


Year  ending  Jmic  30- 


Iicm. 


Total  number  of  directors  . 


Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Behmging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 
Belonging 


to  1  l>oard . . . 
to  2  J>oanis. . 
to  3  boards., 
to  4  boards. . 
to  5  lK)ar<ls.. 
to  6  boanis.. 
to  7  i>oar<is.. 
to  8  boanis.. 
t4>  9  boards. . 
to  10  boards, 
to  11  boanis., 
to  12  boanis., 
to  13  Ijoards., 
to  14  Ixianis. 
to  15  boards, 
to  16  lK>anls, , 
to  17  board"*, 
to  18  boards, 
to  19  IwardK. 


1904. 


1898. 


I  Pn>i>or-  I  ProfMir- 

N umber,     tion  of    I  Number.  |   tion  of 
total.  total. 


1^89. 


XumlxT. 


.05 
ATI 
.05 
.02 


Prop«»r- 
tion  tif 
total. 


Per  out.  , 

Pei-  cent. 

Prrcrui. 

4.212 

100.00  , 

4, 556 

100.00 

3.665 

100  00 

3,52:1 

Ki.M  ' 

3,936 

86.39 

3.l;i8 

*Vfi2 

399 

9.47  , 

:i56 

7.82 

302 

.8.24 

95 

2.26 

112 

2. 46 

105 

it* 

72 

1.71  i 

.   52 

1.14 

39 

1.06 

44 

1.04 

38 

.83 

W 

.,« 

is 

.43  1 

26 

.57 

14 

.as 

l.H 

.4:t  ' 

13 

.29 

8 

•>> 

6 

.14  1 

<> 

.13 

9 

.24 

H 

.19  1 

3 

.07 

.Id 

7 

.17  , 

6 

.13 

5 

.13 

4 

.10  I 

2 

AM 

1 

.« 

2 

.ft) 

3 

.07 

1 

.0? 

2 

.05  1 

1 

.02 

1 

.OJ 

4 

.10 

1 

.02 

.fit 

.CB 
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Table  IV  D. — Number  *of  individual  directon  classijied  according  to  the  numbers  of 
operating  corporation  to  the  boards  of  directors  to  which  they  belong — Continaed. 


Item. 


Year  ending  June  30— 
19(M.  1898.  I 


1  Proper-  Proper-  I  Propor- 

Number.     tion  of     Number,     tion  of     Number. ,   tlon  of 
total.  total.    '  '    total. 


Pfr  cent.  I  Per  cent. 


Belont^ing  to  2()  bimrds. 

Belonging  to  21  boards 1  1  !  .OS 

Bel cmging  to  22  boards li  .02    ..*. ' I 

Belonging  to  23  boards li  .02    i 

Belonging  to  24  boards 1  .02 

Belonging  to  25  boards J 

Belonging  to  26  boards. 
Belonging  to  27  board^^. 


Belonging  to  28  boardn j  1  .08 

Belonging  to  29  rM)ardH 

Belonging  to  30  boards I I  1  <  .08 

Quite  a  number  of  significant  observations  may  be  drawn  from  the 
facts  submitted  in  the  above  tables.  B}'  reference  to  Table  A  one  may 
learn  the  number  of  operating  railway  corporations  in  the  United  States 
for  the  years  1889, 1898,  and  1904,  as  also  the  number  included  in  this 
compilation.  Thus  56.07  per  cent  of  operating  corporations  are 
included  in  the  compilation  for  the  year  1889  and  57.69  per  cent  for 
the  year  1904.  The  mileage  covered,  however,  as  may  be  learned  from 
column  7  of  this  table,  was  88.74  percent  in  1889  as  against  96.22  per 
cent  in  1904.  The  significance  of  these  percentages  are  the  most 
clearly  suggested  by  observing  the  proportion  of  mileage  of  corpora- 
tions excluded  from  the  compilation  during  the  years  in  question. 
Thus,  in  1889  the  amount  of  mileage  excluded  from  the  investigation 
was  11.26  per  cent  of  total  operated  mileage,  which  was  represented 
by  44.9v^  per  cent  of  the  total  number  of  operating  corporations. 
In  1904,  on  the  other  hand,  but  3.78  per  cent  of  o|>erated  mile- 
age was  excluded,  represented  bv  42.31  per  cent  of  the  total  num- 
ber of  operating  corporations.  T^hese  tigures  indicate  the  relatively 
insignificant  character  of  the  large  number  of  railway  corporations 
which  are  excluded  from  this  report,  but  which  are  included  in  the 
usual  ctmipilations  of  independent  operating  I'ailwa^'s.  This  class  of 
railways  is  composed  of  branches  and  spurs,  switc^hing  lines,  industrial 
lines,  and  the  like,  which  have,  for  one  reason  or  another,  assumed  the 
form  of  independent  railway  corporations. 

Columns  8  to  10,  inclusive,  in  Table  A,  show  the  total  membership  of 
boardsof  direction  and  the  total  numberof  individuals  representing  these 
directorships,  and  a  comparison  of  the  ratio  of  the  latter  to  the  former 
for  the  years  covered  by  the  investigation  may  be  accepted  as  indicat- 
ing the  tendency  toward  concentration  of  railway  control  by  means  of 
the  method  under  consideration.  In  1889  the  total  number  of  director- 
ships for  the  559  operating  coiporations  was  4,836  as  against  5,871 
directorships  for  the  758  railway  corporations  in  1904.  The  number 
of  individuals  represented  on  the  boardsof  directors  was  3,665  in  1889 
as  against  4,212  in  1904,  the  ratio  of  individuals  to  directorships  being 
75.78  to  100  in  18.S9,  as  against  71.75  to  100  in  1904.  In  this  connec- 
tion the  figures  for  the  \nnir  1898  are  significant.  Thus  the  proportion 
of  individuals  to  directorships  in  that  year  was  TT.^^  \»  \^.,^\^^ 
shows  (assuming'-  that  the  \'ears  covered  by  tViVi  VsiVA^^iT^  l^^vj;^  >iKs»^. 
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the  tendency  toward  concentration  of  railway  control  of  the  form 
under  consideration  came  to  be  of  especial  importance  beginning  with 
1898. 

The  facts  submitted  in  columns  11  and  12  of  Table  A  are  also  sug- 
gestive. Thus  the  average  number  of  directorships  per  operating  cor- 
poration has  decreased  from  8.65  in  1889  to  7.74  m  1904,  while  the 
average  number  of  directorships  per  1,000  miles  of  line  has  decreased 
from  33.97  to  27.72. 

Table  B  undertakes  a  classification  of  operating  corporations  accord- 
ing to  the  relation  which  their  directors  sustain  to  other  corporations. 
Or  more  significance,  hojvever,  is  Table  C,  which  submits  a  similar 
classification  upon  a  mileage  basis.  As  indicating  the  tendency  dis- 
closed by  these  tables,  attention  is  called  to  the.mfleage  controlled  bv 
corporations  having  seven  directors  in  boards  of  other  corporations. 
Referring  to  the  two  tables  (B  and  C).  it  will  be  observed  that  in  1881* 
there  were  28  corporations  with  a  mileage  of  18,252  miles,  having  7 
directors  in  the  boards  of  other  companies,  while  in  1904  there  were 
44 corporations  representing  20,381  miles  of  line  in  this  class.  Other 
similar  comparisons  may  l^e  made. 

In  Table  D  is  found  yet  another  classification  which  shows  the  num- 
ber of  individual  directors  according  as  they  are  upon  one,  two,  three, 
or  more  boards  of  direction. 

While  the  summaries  submitted  in  Table  IV  are  in  no  sense  conclu- 
sive as  measuring  the  concentration  of  railway  control,  they  do,  when 
taken  in  connection  with  the  preceding  tables,  throw  considerable  light 
upon  the  situation. 
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APPENDIX  VII. 


SYNOPSIS  OF  CASES  OF  ALLEGED  DISCRLMINATION  OTHER 
THAN  IN  TARIFF  RATES. 


COBLPANT  CHABOES,  REBATES,  BEFUNDS,  ETC. 

Docket  Xo.  K). 

Corn  plaint. — The  complainant,  a  copartnership  doing  business  as 
dealers  in  coal  at  Providence,  R.  I.,  complained  of  the  defendant 
railroad: 

1.  That  it  was  guilty  of  unjust  discrimination  in  that  it  received 
shi[)ments  free  of  wharfage  at  one  of  its  wharfs,  while  not  at  another. 

2.  That  it  was  guilty  of  giving  unreasonable  preferences  and  ad- 
vantages in  making  a  discount  or  rebate  of  10  per  cent  to  anv  person, 
firm,  or  corporation  which  should  receive  consignments  o^  coal  in 
any  one  year  amoimting  to  80,000  tons  or  upwards  at  any  one  station 
on  the  line  of  the  road. 

Facts. — The  tariff  taking  effect  April  4,  1887,  reads  as  follows: 
''  For  the  purpose  of  facilitating  quick  dispatch  of  the  coal  cars  of 
this  company  a  discount  of  10  per  cent  will  be  made  from  the  follow- 
ing rates  to  any  person,  firm,  or  corporation  who  shall  receive  con- 
signments of  coal  in  any  year  amounting  to  30,000  tons  or  iipwai'd 
at  any  one  station  on  the  line  of  this  road,  quick  dispatch  to  be 
conditioned  on  immediate  unloading  of  coal  on  its  arrival  at  desti- 
nation.'' 

It  was  found  that  ''  the  offer  is  not  made  conditional  on  quick  dis- 
patch." ''The  pretended  consideration  is  purely  imaginary,"  and 
''  the  quick  dispatch  has  no  necessary  connection  with  the  offer.-' 

There  was  no  reasonable  probability  when  this  tariff  was  put  out 
that  30,000  tons  would  be  received  by  any  consignor  at  more  than 
three  i)laces  on  defendant's  road,  and  it  was  doubtful  if  the  quantity 
would  be  received  at  any  other  station  than  at  Worcester,  and  it 
would  probably  be  recinved  by  only  one  dealer  there. 

Condushn  of  the  CommiHHwn. — The  discount  is  not  supportable 
(1)  on  the  published  offer  (vide  supra),  (2)  on  the  statement  in  the 
answer,  which  showed  that  whether  quick  dispatch  were  received  or 
not  the  promise  was  left  to  stand  on  the  single  condition  of  quantity, 
or  (3)  on  the  evidence  which  shows  *'  beyond  question  "  that  a  party 
receiving  a  much  smaller  quantity  than  30,000  tons  can  comply  with 
a  condition  of  quick  dispatch  as  promptly  and  fully  as  any  larger 
dealer. 

The  attempt  in  the  argument  to  uphold  the  discrimination  on  a 
consideration  of  quantity,  merely,  is  an  afterthought.  The  defend- 
ant has  publicly  selected  the  ground  on  which  it  wull  base  the  dis- 
crimination ancl  must  be  bound  thereby.     But  it  mv^VA,  dxviw^^vi.  S5^^ 
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ground  in  making  a  new  offer.  However,  "  there  is  nothing  in  the 
showmg  in  this  case  to  justify  the  fixing  of  a  limitation  as  the 
ground  of  rebate  at  any  specified  quantity,  and  therefore  if  the 
discount  is  paid  to  one  dealer,  the  payment  will  be  evidence  of  the 
right  of  all  other  dealers  to  a  like  and  proportionate  discount/' 

Order  and  result, — Order  for  relief  to  complainant,  which  order 
was  complied  with. 

Docket  No.  186. 

Complaint. — Documentary  evidence,  filed  by  the  Michigan  Centi-al 
Eailroad  Company,  tending  to  show  that  the  Grand  Trunk  Railway 
was*  granting  rebates  on  traffic  from  points  in  the  United  States  to 
points  in  Canada,  and  also  charging  less  than  its  published  tariff 
rates  on  such  traffic. 

Facta, — Facts  agreed.  The  Grand  Trunk  Railway  Company  filed 
a  tariff  with  the  Interstate  Commerce  Commission  on  October  20, 
1888,  which  gave  the  rates  on  coal  and  coke  to  a  large  number  of 
points  in  Canada,  among  them  Hamilton  and  Dundas,  to  which  the 
rate  named  was  $1  a  ton.  After  October  15,  1888,  it  failed  to*  main- 
tain such  rates  on  anthracite  coal  from  points  named  in  the  United 
States  to  points  in  Canada.  It  charged  to  Hamilton  at  the  rate  of 
75  cents  a  ton,  inclusive  of  the  tolls  for  crossing  Suspension  Bridge. 

Conclusion  of  the  Commission, — ^The  provisions  of  the  act  apply  to 
the  transportation  in  question,  and  the  Commission  has  jurisdiction. 
The  minor  contention  of  the  respondent  that  no  domestic  carrier  or 
other  complainant  makes  proof  of  specific  injury  from  disregard  of 
statutory  duty,  and  without  such  proof  the  Commission  should  not 
interfere,  not  sustained.  Neither  a  formal  complaint  nor  direct 
damage  to  a  complainant  is  necessary  to  give  jurisdiction  to  the 
Commission.  The  conclusion  of  the  Commission  is  that  the  Grand 
Trunk  Railway  Company  violated  the  sixth  section  of  the  act  to 
regulate  commerce. 

Disposition  of  case, — Respondent  ordered  to  cease  and  desist  from 
such  violations.     Order  complied  with. 

Docket  No.  130. 

Complaint, — That  since  about  April  4,  1887,  the  defendants  have 
professed  to  maintain  joint  rates  and  classifications  between  Chicago 
and  New  York  on  flour,  grain,  provisions,  etc.;  that  they  have  not 
maintained  the  same  and  have  been  guilty  of  unjust  discrimination 
in  granting  "  special  rates,  rebates,  and  drawbacks,  either  ^ven  di- 
rectly or  indirectly,  by  means  of  such  devices  as  underbiUing  or 
underweighing  property  transported,"  and  charging  a  large  number 
of  persons  for  transportation  of  flour,  grain,  provisions,  etc.,  between 
Chicago  and  New  \  ork  City  the  published  rates  "  when  for  domestic 
consumption  or  subsequently  exported,"  while  charging  other  per- 
sons rates  much  lower,  and  even  as  low  as  50  per  cent  thereof,  for 
a  like  and  contemporaneous  service  under  substantially  similar  cir- 
cumstances and  conditions  when  the  property  was  delivered  to  ves- 
sels and  steamship  lines  for  shipment  to  loreign  ports  under  through 
bills  of  lading,  issued  by  such  defendants  under  common  arranj^ment 
with  such  vessels  and  steai\As\\\p  Wu^s.  ioT  continuous  carriage  \o 
Europe, 


DIGEST   OF   HEARINGS   ON   BAILWAY   BATES.  689 

Facts. — Defendants  answered,  in  some  cases  denying  the  alleged 
violations,  in  others  admitting  them,  but  attempting  to  justify  under 
their  interpretation  of  the  statute. 

Tables  put  in  evidence  showed  the  inland  tariff  on  certain  commodi- 
ties from  Chicago  to  Baltimore,  Philadelphia,  and  New  York  from 
November  4,  1887,  to  February  20,  1888^  and  the  proportion  of  the 
through  tariffs  to  Liverpool  to  the  same  cities  for  the  same  time.  For 
example,  on  Februarv  10,  1888,  the  rate  to  New  York  for  consi^- 
ments  to  the  seaboard  on  flour  was  27.6,  while  the  inland  proportion 
of  the  through  rate  was  14.625. 

Conclusion  of  the  Commission. — ^"  Substantially  the  charge  of  the 

'complaint  in  respect  to  discrimination  is  sustained  by  the  evidence, 

and  it  was  not  justified  by  the  circumstances  and  conditions  shown 

to  exist."    The   discrimination   was  actual,   unjust,   and  therefore 

unlawful. 

"  In  making  and  publishing  export  tariffs  the  rate  to  the  seaboard 
should  be  specified,  and  should  not  discriminate  against  the  inland 
rate  unless  justifiable  conditions  exist  for  a  difference." 

It  is  not  shown  that  such  conditions  exist  at  New  York,  and  very 
clearly  that  they  do  not  exist. 

Disposition  of  case. — Ordered  that  defendants  cease  from  unjustly 
disci-iminating  in  their  rates  for  inland  transportation  between 
traffic  consigned  on  through  bills  to  foreign  ports  from  interior 
points  and  like  traffic  consigned  to  the  seaboard.  Order  complied 
with. 

Docket  No.  158. 

Complaint. — The  defendants  violated  the  provisions  of  the  act  to 
regulate  commerce  in  the  following  particulars :  By  granting  of  spe- 
cial rates,  rebates,  and  commissions,  and  other  devices. 

Disposition  of  case. — Complaint  filed.  No  further  proceeding  on 
docket,  but  reference  made  to  docket  No.  165.  This  was  an  investi- 
gation "  in  the  matter  of  the  rate  sheets  of  the  Chicago  and  North- 
western Eailway  Company  et  al,"  which  investigation  was  insti- 
tuted for  the  purpose  of  ascertaining  whether  the  rate  sheets  of  the 
railroads  in  question  gave  the  information  called  for  by  law, 
whether  they  were  printed  and  published  in  the  manner  required  by 
law,  etc. 

Docket  No.  342. 

Complaint. — Investigation  on  Commission's  own  motion,  follow- 
ing informal  complaint  that  the  defendant  carriers  "resort  to  in- 
genious devices  whereby  rates  less  than  the  established  rates  are 
given  to  favored  shippers." 

Facts. — The  facts  do  not  appear  in  the  complaint,  and  onljr  that 
part  of  the  testimony  which  was  used  to  aid  the  Commission  in  in- 
voking the  assistance  of  the  circuit  court  for  the  northern  district 
of  Illinois  to  compel  certain  witnesses  to  testify  is  included  in  the 
record.  Such  testimony  related  only  to  refusal  of  witnesses  to  tes- 
tify. From  the  correspondence  preceding  the  hearing,  however,  it 
appears  that  the  alleged  "  ingenious  devices "  were,  among  other 
things,  the  practice  of  CTanting  rebates  and  making  it  difficult  to 
place  the  guilt  by  providing  that  freight  agents,  who  were  r««^i\xw^ 

S.  Doc.  244,  59-1 44 
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to  approve  vouchers  for  payment  of  rebates  should,  instead  of  sign- 
ing their  names  thereto,  use  a  punch  of  a  particular  pattern  which 
was  accepted  in  place  of  signature. 

Disposition  of  case, — Investigation  had,  but  no  order  issued.  Wit- 
ness refused  to  testify  under  advice  of  counsel,  and  a  proceeding  was 
instituted  in  the  circuit  court  of  the  northern  district  of  Illinois  to 
compel  witness  to  testify. 

Docket  No.  347. 

Complaint. — ^That  defendants  give  rebates  from  established  tari^ 
rates  on  cotton. 

Facts  and  disposition  of  case, — Though  the  complaint  involved 
the  question  of  rebates,  the  case  turned  upon  discrimination  in  rates 
appearing  in  the  published  tariffs. 

Docket  No.  436. 

Complaint. — ^That  defendants,  through  special  rates,  rebates,  or 
drawbacks,  collected  from  certain  parties  less  compensation  for  car- 
rying com  from  Wichita  and  central  Kansas  to  eastern  and  south- 
em  ports  than  they  charged  other  persons  for  like  service  under  simi- 
lar conditions. 

Disposition  of  case. — No  hearing.  On  September  18,  1896^  counsel 
for  complainant  filed  motion  to  dismiss  case  without  prejudice.  On 
September  25  one  of  defendant  companies  filed  amended  answer.  On 
April  17,  1897,  order  was  issued  dismissing  complaint. 

Docket  No.  492. 

Complaint. — It  appearing  to  the  Commission  that  respondent  has 
violated  the  act  to  regulate  commerce  in  the  transpK)rtation  of  grain 
between  points  mentioned  in  case  heading,  which  violations,  if  prac- 
ticed, are  prejudicial  to  shippers,  consignees,  and  the  public  gener- 
ally, respondents  are  ordered  to  file  verified  answers  to  the  questions 
set  lorth  in  the  order. 

Disposition  of  case. — On  May  5  this  case  was  indefinitely  post- 
poned, apparently  having  been  merged  in  other  cases  upon  the  same 
general  suDJect. 

Docket  No.  538. 

Complaint. — That  defendant  companies  have  charged,  since  about 
April  1,  1898,  and  are  now  charging  and  receiving^  from  certain 
persons,  firms,  and  corporations,  through  various  devices  or  means, 
a  less  sum  per  100  pounds  and  in  the  aggregate  for  the  transporta- 
tion of  property  shipped  from  Baltimore  and  Philadelphia  to  East 
St.  Louis  and  Chicago  or  through  East  St.  Louis  or  Chicago  to 
points  in  Missouri,  etc.,  than  the  rates  specified  in  the  tariffs  and 
received  from  other  persons ;  that  the  rebates,  drawbacks,  and  allow- 
ances amounted  in  the  various  cases  specifically  set  forth  in  the  com- 
plaint as  much  as  20  cents,  23  cents,  and  8  cents  per  100  pounds^ 
respectively. 
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Disposition  of  case, — Apparently  no  testimony  was  taken  in  this 
case,  none  appearing  in  the  record.  The  last  entries  in  tiie  record 
are  those  of  JNovember  21,  1898,  continuing  hearing  to  December  12, 
1898,  and  December  1,  an  entry  of  order  served. 

Docket  No.  557. 

Complaint, — That  defendants,  since  January  1,  1899,  and  at  the 
present  time,  and  at  time  of  complaint  were  transporting  wool,  steel, 
and  other  conmiodities  at  less  than  the  charges  lawfully  established 
and  in  force  "  by  means  of  rebates,  drawbacks,  commissions,  or  other 
devices." 

Disposition  of  case. — Hearing  was  had  at  St.  Louis,  Mo.,  on 
August  17,  1899,  when  considerable  testimony  was  taken.  The  case 
was  then  adjourned  with  the  understanding  that  it  would  be  taken 
up  again,  as  all  the  witnesses  desired  had  not  been  summoned,  but 
there  is  no  evidence  that  it  was  again  taken  up. 

Docket  No.  595. 

Coraplaint, — Ordered  that  a  proceeding  of  inquiry  and  investiga- 
tion be  had  with  respect  to  the  transportation  of  flour,  wheat,  and 
other  grain  products  to  and  from  Buffalo  and  adjacent  localities,  and 
that  the  respondent  railroads  be  required  to  file  answers  to  the  charges 
formulated  in  the  order. 

Disposition  of  case, — ^Answers  were  filed  in  this  proceeding  in 
ficcordance  with  order  of  Commission,  the  last  answer  having  been 
filed  November  18,  1901,  and  this  being  the  last  proceeding  of  record 
on  the  docket. 

Docket  No.  396. 

Complaint, — That  defendant  gave  rebates  in  the  interests  of  in- 
terior cotton  compresses  and  interior  buyers  along  its  line  to  such  an 
extent  as  to  prohibit  producers  from  shipping  cotton,  forcing  them 
thereby  to  sell  to  local  buyers. 

Facts  and  disposition  of  case, — Although  the  complaint  suggested 
the  q^uestion  of  rebate,  the  case  turned  upon  discrimination  wimin  the 
published  tariffs,  and  therefore  is  not  within  the  scope  of  this  inquiry. 

Docket  No.  781. 

Complaint, — That  defendant  unjustly  discriminated  against  com- 
plainant in  favor  of  a  number  of  competitors,  and  that  complainant 
was  charged  the  full  schedule  rate  for  transportation  of  coal  from 
mines  at  Glasgow,  Pa.,  to  points  in  New  York  and  elsewhere,  whila 
at  the  same  time  his  competitors,  by  means  of  special  rebate  or  draw- 
back, were  charged  a  rate  from  40  to  60  per  cent  lower  than  tkat 
charged  complainant  and  named  in  the  defendant's  published  and 
posted  schedules. 

Disposition  of  case, — Case  assigned  for  hearing.  Hearing  ^q^~ 
poned,  on  the  application  of  defendant,  to  a  d«A;b\/ci\>^&sftA.* 
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INFORMAL   CX)MPLAINT8. 

The  following  informal  complaints  bear  upon  the  subject  of  re- 
bates: "  Seeming  irregularity  in  charges,"  809;  "  concessions,'"  1120; 
rebates,  255,  356,  399,  876,  1059, 1101,  1604.    Total,  9. 

DocicET  No.  248. 

Complaint, — ^That  defendants  are  guiltv  of  unjust  discriminations 
in  that  they  have  been  and  are  in  the  habit  of  charging  regular  tariff 
rates  upon  property  when  delivered  to  them  at  New  York  and  Phila- 
delphia for  transportation  to  Chicago  and  other  western  points,  while 
charging  other  persons  rates  which  are  lower,  even  to  50  per  cent 
thereof,  for  a  like  and  contemporaneous  service  under  substantifdlj 
similar  circumstances,  when  the  property  was  or  is  delivered  to  them 
at  New  York  or  Philadelphia  by  vessel  and  steamship  lines  imder 
through  bills  of  lading  rrom  foreign  ports  and  foreign  interior 
points,  issued  under  an  arrangement  between  defendants  and  such 
vessels  and  steamship  lines  and  foreign  railroads  for  the  continuous 
carriage  at  joint  rates  from  the  point  or  port  of  shipment  to  Chicago 
and  otner  western  points,  the  defendant's  share  of  such  through  rate 
being  lower  than  their  regular  tariff  rates. 

Conclusion  of  the  Commission. — Merchandise  carried  between  ports 
of  entrv  and  places  of  destination  in  the  United  States  is  entitled  to 
no  preierence  in  rates  or  facilities  afforded  over  domestic  merchan- 
dise when  there  are  like  kinds  of  traffic  transported  from  such  points 
of  entry  to  such  places  of  destination.  It  must  be  carried  upon  that 
part  of  its  journey  which  begins  with  the  port  of  entry  and  ends  with 
the  point  of  destination  in  the  United  States  imder  the  inland  tariffs 
of  the  carriers  established  for  the  transportation  of  domestic  merdian- 
dise  or  other  freights,  and  under  the  same  rules  governing  their  car- 
riage. The  jDublication  of  these  inland  joint  tariffs  for  the  transpor- 
tation of  foreign  merchandise,  and  of  advances  and  reductions,  should 
be  made  at  the  port  of  entry  and  also  at  the  point  of  destination  of 
freight  in  the  United  States. 

Disposition  of  case. — Ordered,  that  the  defendant  railway  compa- 
nies named  desist  from  carrying  any  article  of  imported  traffic 
shipped  from  any  foreim  point  through  any  port  of  entry  of  the 
United  States  or  of  any  loreign  countiy  adjacent  to  the  United  States 
on  through  bills  of  lading  destined  to  any  place  within  the  United 
States  at  any  other  than  the  inland  tarirf  covering  through  freight 
from  such  port  of  entry  to  such  place  of  destination.  Other  defend- 
ants required  to  comply  with  rules  and  practices  stated  in  the  opinion 
herein. 

Docket  No.  48G. 

Complaint. — That  defendants  charged  on  three  shipments  of  asbes- 
tos roofing  from  Summerdale,  III.,  to  Lima,  Ohio,  rates  which' were  in 
excess  of  the  rates  published  by  the  defendants. 

Facts  and  conclusions  of  the  Commission. — ^The  question  involved 
in  this  case  is  ])rimarily  one  of  discrimination  within  the  published 
tariffs. 

Disposition  of  case. — Ordered.  November  1,  1899,  that  defendants 
cease  from  charging  for  tW  lT^itv^^oYls\\AOTv  oi  ^^o^Xft^  ^xticles  in  less 
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than  carload  quantities  to  Lima,  Ohio,  etc.,  any  sum  which  would 
involve  a  violation  of  the  fourth  section.  (Details  stated  in  order.) 
Order  also  provided  for  reparation.  Proceedings  instituted  in  the 
circuit  court  of  the  United  States  for  the  northern  division  of  the 
northern  district  of  Illinois  to  compel  compliance  with  order,  June 
11, 1900. 

Docket  Nos.  446  and  448. 

Complaint.— No.  446.  That  defendant  charged  complainant  on  com 
shipped  over  its  line  a  greater  rate  than  that  stipulated  in  the  pub- 
lished tariffs. 

No.  448.  Same  as  No.  446,  with  further  stipulations  concerning 
wrongful  decision  with  respect  to  weights  of  cars. 

Complaints  in  both  cases  further  set  forth  in  substance  that  the 
alle^d  overcharges  were  made  by  the  defendant  upon  the  authority 
of  circulars  issued  by  the  carrier  providing  maximum  and  minimum 
charges;  that  the  rules  prescribed  in  such  circulars  are  incapable  of 
proper  enforcement,  or,  if  enforced,  they  will  subject  shippers  to  un- 
usual delays  from  the  lack  of  sufficient  equipment  or  other  causes; 
that  the  rules  operate  to  attach  fictitious  weights  to  shipments;  that 
such  circulars  were  issued  separately  from  the  schedules  showing 
transportation  charges ;  that  they  were  not  thereafter  included  in  any 
newly  printed  schediiles  of  rates. 

Facts  and  concliisions  of  the  Commission. — The  complaints  present 
two  questions  for  determination :  First.  Were  the  rules  or  regulations 
stated  in  said  circulars,  or  either  of  them,  put  in  force  or  effect  in  the 
manner  prescribed  by  the  statute  ?  Second.  Are  the  rules  and  refla- 
tions set  forth  in  the  circulars  in  question,  or  either  of  them,  in  viola- 
tion of  the  statute  ? 

With  respect  to  the  first  question,  it  was  "  Held,  that  whether  a 
rule  or  regulation  concerning  transportation  can  lawfully  be  estab- 
lished by  the  issuance  of  a  schedule  or  document  which  neither  pre- 
scribed rates,  fares,  nor  charges,  nor  refers  to  any  rate  or  fare  sched- 
ule, depends  upon  the  rule  or  regulation."  If  rules  or  regulations  in 
any  way  change,  affect,  or  determine  any  part  of  the  aggregate  of 
such  aforesaid  rates,  fares,  or  charges,  they  must  be  stated  upon  the 
schedules  of  such  rates,  fares,  and  schedules.  According  to  this  opin- 
ion, the  rules  in  the  circulars  involved  in  this  case  should  have  been 
stated  upon  the  schedule  of  the  railway. 

AVith  regard  to  the  second  question  the  following  determinations 
were  made.  The  defendant  company  had  prescribed  maximum  and 
minimum  carload  rates  for  grain,  depending  upon  the  capacity  of 
the  car  furnished  by  the  railway  company  to  the  shipper.  The 
rules  so  prescribed  were  not  shown  upon  the  carrier's  posted  sched- 
ules of  rates  and  charges,  and  application  of  the  rules  to  three  carload 
shipments  of  corn  carried  for  complainant  resulted  in  materially 
increasing  the  charges  above  those  in  force  upon  the  carrier's  pub- 
lished rate  schedules.  Held,  that  complainant  was  entitled  to  recover; 
that  he  was  obliged  only  to  consult  schedules  showing  defendant's 
rates  and  charges. 

Carrier  had  not  provided  track  scales  at  stations  prescribed,  and  a 
rule  forbidding  shippers  to  load  grain  in  cars  beyond  a  snecififtdL 
weight  above  the  marked  capacity  under  a  ?^-c^\Y^^  '•'' ^^wAv^''''  ^a^ 
increased  rates  on  the  freight  was  made,    HeVd,  >i>A»A,  %\x^  x\>\^  <5Jt 
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regulation  if  properly  established  is  not  unlawful,  provided  that  it 
is  not  unreasonable. 

It  is  further  held  that  the  minimum  carload  weights  for  com  or 
other  grain  which  vary  with  the  size  of  cars  furnished  by  the  carriers 
are  unreasonable  and  cause  unjust  discrimination,  and  that  the  car- 
rier should  establish  a  fixed,  reasonable,  and  just  minimum  carload 
weight  for  corn  and  for  each  other  kind  of  gram. 

Disposition  of  case, — Order  entered  directing  defendant,  the  rail- 
road company,  to  desist  from  enforcing  the  minimum  weights  on 
com  or  any  other  kind  of  grain  which  vary  with  the  capacity  of  cars 
furnished  to  shippers;  to  desist  from  omitting  to  establish  a  fixed 
and  just  minimum  carload  weight  for  corn  and  other  kinds  of 
grain;  to  desist  from  enforcing  rules  concerning  minimum  or  maxi- 
mum carload  weights  on  com  or  other  grain  which  are  not  stated 
upon  its  schedule,  and  to  pay  to  the  complainant  a  certain  sum,  as 
stated  in  the  order. 

Docket  No.  550. 

Complaint. — That  unjust  discrimination  exists  against  shipments 
of  corn  from  points  east  of  the  Mississippi  River  to  New  York  for 
export  as  compared  with  rates  that  prevail  on  such  shipments  from 
points  west  of  the  Mississippi  River,  such  discrimination  being  in 
violation  of  sections  1,  2,  3,  4,  and  6  of  the  act. 

Docket  No.  826. 

Complaint, — Proceeding  on  investigation  ordered  by  Commission 
covering  rates  and  practices  of  carriers  engaged  in  the  transportaticm 
of  cast-iron  pipes  and  other  articles  from  Atlantic  seaboard  points 
to  western  destinations,  particularly  to  determine  whether  tariff  rates 
for  transportation  aforesaid  have  been  and  are  being  observed. 

Disposition  of  case, — Hearing  at  Washington  July  31,  1005. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  failure 
to  observe  the  tariff:  569,  1147. 

Docket  No.  218. 

Complaint, — ^That  defendants  give  unreasonable  preference  in  rates 
on  petroleum  and  its  products  to  important  points  on  their  lines  where 
the  Standard  Oil  trust  or  affiliated  companies  have  large  receiving 
and  shipping  tank  stations,  so  that  the  said  trust  or  companies  can 
receive  and  reship  at  such  stations  over  defendant's  line  to  interme- 
diate and  final  points  of  delivery  at  much  less  rates  for  the  entire 
service  than  are  charged  petitioner  for  the  carriage  of  similar  prod- 
ucts from  the  points  of  origin  to  the  same  points  of  final  delivery 
without  reshipping  the  same  at  any  point. 

Facts  and  conclusions  of  the  Commission, — Among  other  things, 
it  appeared  that  the  Southern  Pacific  Company  and  the  Atchison. 
To|)eKa  and  Santa  F'e  Railroad  Company  each  had  several  stations 
on  its  lines  at  which  no  p\\\A\c^\\ow  *\s"vcv^^^  <5i  live  rates  at  such 
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stations.  This  was  admitted,  but  the  Commission  found  that  such 
conduct  on  their  part  was  due  to  misrepresentation  and  misconstruc- 
tion of  the  law. 

Disvosition  of  case. — The  above  railway  companies  were  ordered 
to  make  publication  of  the  rates  at  stations  where  publication  had  not 
been  made.  In  other  respects,  as  to  these  defendants  and  the  Union 
Pacific  Railway  Company,  petition  was  dismissed.  As  to  the  other 
rail  carrier  defendants,  case  was  retained  for  further  hearing  and 
investigation. 

Docket  No.  150. 

Complaint. — The  defendant's  charges  on  anthracite  coal  to  com- 
plainants are  greater  than  those  to  others  on  bituminous  coal  shipped 
contemporaneously  and  under  similar  circumstances ;  that  def enciant 
charges  complainant  more  on  anthracite  coal  than  it  charges  the 
Lehigh  Valley  Coal  Company  under  similar  circumstances  and  con- 
ditions. 

Facts  and  conclusions.— Th^  question  involved  in  this  case  was 

Erimarily  one  of  discrimination  within  the  published  tariffs.  It  was 
eld,  inter  alia,  that  when  the  classification  is  used  as  a  device  to 
effect  unjust  discrimination  or  as  a  means  of  violating  other  pro- 
visions in  the  statute  the  act  requires  the  Commission  so  to  revise 
and  correct  such  classification  and  arrangement  as  to  overcome  the 
abuse. 

Disposition  of  case. — Ordered  that  defendant  desist  from  charging 
more  on  anthracite  coal  between  points  stated  than  sum  stipulated 
in  order  of  Commission.  On  April  30, 1901,  petition  to  enforce  order 
was  filed.  On  May  11  failure  to  comply  with  the  order  was  reported 
to  the  United  States  district  attorney,  and  on  May  14  copy  of  peti- 
tion and  order  sent  to  Attorney-General. 

Docket  No.  282. 

Complaint. — That  the  defendants'  rates  on  oranges  and  lemons 
from  various  points  stated  in  Florida  to  Baltimore,  Philadephia,  New 
York,  and  other  eastern  cities  are  unjust  and  are  not  established  as 
required  by  law,  ten  days'  notice  of  advance  not  having  been  given. 

Facts  and  concltmons  of  the  Com?nission. — The  question  involved 
was  in  substance  one  of  discrimination  within  the  published  tariffs. 
Facts  as  to  failure  of  railroad  to  notify  or  give  due  notice  of  an 
advance  in  rates  were  submitted  in  evidence,  but  it  was  held  that 
there  was  no  evidence  that  defendant  willfully  omitted  or  failed  to 
notify  Commission  or  the  public  of  the  advance  in  rates  complained 
of,  or  that  any  one  sustained  damage  or  injury  by  reason  of  such 
failure,  and  therefore  no  case  was  made  out  for  an  application  by 
the  Commission  to  the  district  attorney  of  the  United  States  for  the 
institution  of  a  prosecution,  and  no  ground  for  a  recommendation  of 
reparation  of  such  injury. 

Disposition  of  case. — After  intermediate  orders,  issued  on  October 
29,  1891,  and  December  22,  1891,  order  was  made  on  February  9, 
1892,  for  a  rehearing,  the  last  record  according  to  docket  bem^  1\n»^ 
of  service  of  order  on  February  20,  1892, 
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Docket  No.  252. 

Complaint, — Complaint  alleges,  among  other  things,  that  defend- 
ants discriminated  against  complainant  by  charging  him  a  higher 
rate  of  freight  than  they  did  other  sliippers  or  the  same  weights  per 
carload  over  their  lines  of  railroad ;  tnat  the  defendants  "  in  deto- 
mining  the  weight  of  such  carloads  have  rendered  untrue  and  false 
weights ;  "  that  defendants  in  a  number  of  instances  charged  a 
higher  rate  per  100  pounds  than  they  agreed  to  charge  and  changed 
their  rates  on  freight  without  giving  the  notice  by  law. 

Facts  and  conchisions  of  the  Commission, — Case  wa.s  considered 
depending  in  the  main  upon  reasonableness  of  the  rates  charged. 
And  to  the  complainant's  testimony  that  he  was  charged  for  carloads 
of  lighter  weight  the  same  or  greater  amount  of  freight  than  others 
were  charged  for  carloads  of  greater  weight,  there  is  no  satisfactorr 
proof.  The  evidence  also  fails  to  sustain  the  charge  that  defendants 
willfully  rendered  untrue  and  false  weights.  As  to  overcharges,  it 
appears  that  some  of  small  amounts  were  made  by  the  road,  but  no 
complaint  was  ever  made  of  them  by  the  complainant.  It  was  also 
shown  that  in  some  instances  the  complainant  was  charged  for  less 
than  the  actual  weight  of  his  carloads. 

Disposition  of  case, — Complaint  dismissed. 

Docket  No.  311. 

Complaint, — Complaint  alleges  unreasonable  rate  on  beer  in  car- 
loads irom  Cincinnati,  Ohio,  to  Middleboro,  Ky.,  and  that  such  rate 
is  also  higher  than  defendants  charged  to  other  shippers  for  the  same 
service. 

Facts  and  conclvsums  of  the  Commission, — ^The  question  involved 
in  this  was  primarilv  one  of  discrimination  within  the  published 
tariff. 

Disposition  of  case, — Ordered  that  defendants  cease  from  charging 
or  receiving  for  transportation  of  beer  in  carloads  from  Cincinnati, 
etc.,  any  greater  ag^egate  compensation  for  transporting  carload 
shipments  of  like  kind  of  property  for  the  shorter  distance  from 
Cincinnati,  etc.  On  July  8, 1893,  failure  to  comply  with  the  order  waj? 
reported  to  the  United  States  district  attorney,  copy  of  the  petition 
and  the  letter  to  the  district  attorney  being*  sent  to  the  Attorney- 
General. 

Docket  No.  270 — Docket  No.  271. 

No.  270.  Complamt. — That  defendants  charged  complainant  on  a 
carload  of  household  goods  from  Louisville  to  Ix)S  Angeles,  Cal.,  $263. 
and  for  the  return  of  similar  goods  of  less  weight  $350;  that  the 
charge  for  a  carload  quantity  was  made  on  both  shipments,  when  only 
1.300  pounds  were  delivered  for  transportation  to  IjOS  Angeles.  That 
on  the  oast-boimd  shipment  the  goods  were  in  transit  six  or  eight  days 
longer  than  is  usual  for  the  passage  of  cars  over  that  route  and  about 
eight  days  longer  than  the  transit  of  the  west-bound  carload  and 
were  received  by  complainant  at  Louisville  in  a  badly  damaged  con- 
dition. 

"No.  271.  Complaint, — ^That  defendant  received  and  shipped  to 
complainant  a  carload  of  YiOusfeYioVQi  gpodi^  vcvdL^xc$Tv^\Qi!fi.'&cciiiL  Louis- 
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ville  to  Los  Angeles,  Cal.,  at  a  contract  price  of  $263;  that  part 
thereof,  to  wit,  the  household  goods,  were  delivered,  but  provisions 
were  retained  and  held  for  additional  freight  charges,  on  tne  ground 
that  the  carload  was  a  mixed  carload;  mat  charges  were  imposed 
upon  20,000  pounds,  when  the  actual  weight  was  about  12,000  pounds; 
that  afterwards  these  goods  were  delivered  in  damaged  condition  and 
said  demand  for  extra  freight  was  withdrawn;  that  sale  of  the  provi- 
sions resulted  in  considerable  damage,  which  defendant  railway  com- 
pany refused  to  pay. 

Conclusion  of  the  Commission. — ^The  remedy  of  a  party  for  injury 
to  goods  shipped  resulting  from  delay,  detention,  loss,  breakage,  or 
other  deterioration  or  damage,  not  attributable  to  a  violation  of  the 
act  to  regulate  commerce,  is  by  appropriate  action  in  the  courts. 
Where  a  contract  is  made  with  shippers  by  the  carrier,  member  of  a 
through  line,  at  less  than  the  published  lawful  rate  charged  shippers 
in  general,  it  is  not  a  violation  of  the  act  to  regulate  commerce  for 
the  delivering  carrier  to  exact  payment  of  the  full  lawful  rate  before 
delivery.  Wnere,  however,  the  snipper  did  not  enter  into  a  contract 
willfully  for  the  purpose  of  securing  a  rate  which  he  knew,  or  by  the 
exercise  of  reasonable  diligence,  might  have  known,  to  be  illegal,  but 
was  an  innocent  party  to  it,  and  made  the  shipments  on  the  faith  of 
the  rate  named,  the  courts  seem  inclined  to  hold  (and  it  is  a  matter 
for  their  determination)  that  justice  to  the  shipper  requires  that  the 
goods  be  delivered  on  payment  by  him  of  the  amount  specified  in  the 
contract. 

The  balance  of  the  conclusions  involved  questions  of  discrimination 
within  the  published  tariffs,  and  reasonable  rates,  and  need  not  be 
included  here,  further  than  to  note  that  it  was  held  that  there  was  no 
necessary  connection  or  relation  between  the  rates  on  tariffs  of  the 
same  kinds  or  class  transported  between  the  same  points  in  opposite 
directions  over  the  same  lines  or  roads,  especially  where  the  hauls 
are  of  great  length. 

Disposition  of  case. — Orders  were  issued  November  3,  1893,  requir- 
ing amendment  of  defendant's  tariffs. 

Docket  Ko.  780. 

Complaint. — ^That  defendant  has  in  effect  a  rate  of  12^  cents  per 
100  pounds  on  cotton  seed  from  Shreveport  and  points  north  thereof 
in  Louisiana  to  Texarkana,  Ark.;  that,  relying  on  this  rate,  com- 
plainants bought  50  carloads  of  cotton  seed  to  he  shipped  from  said 
Louisiana  points  to  Texarkana,  but  in  December,  after  transporting 
15  carloads,  defendant  refused  to  accept  one  carload  at  the  rate  pub- 
lished, demanding  a  rate  of  22  cents  per  100  pounds ;  that  this  same 
car,  when  billed  to  a  competitof,  was  carried  at  the  12|-cent  rate. 

Disposition  of  case. — It  was  ordered  in  this  case  that  defendant  pay 
compkinant  the  sum  of  $2,240,  with  interest  from  January  1,  1904, 
as  reparation  for  damages  for  refusal  to  transport  at  its  established 
rate  of  12^  cents  per  100  pounds  carloads  of  cotton  seed  consigned  to 
complainant  at  Texarkana,  Ark.,  and  points  in  Louisiana. 

Docket  No.  335. 

Complaint.— Thsii  defendant  charged  an  unreasonable  rate  oa  dx. 
carloaos  of  peaches  from  Lebanon,  X.  J.,  to  B\\ft«\o^^.X ..^^\vv^^^s» 
higher  than  their  published  rates  for  less  tVv^Tv  c»lt\o^Sl VAs». 
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Disposition  of  case.— On  March  24,  1893,  owing  to  apparent  ina- 
bility to  serve  complainant  with  notice  of  hearing,  the  nearing  was 
indefinitely  postponed. 

Docket  No.  452. 

Complaint. — That  defendants  discriminated  against  complainant 
in  charring  a  higher  rate  for  substantially  the  same  service  than  they 
-charged  complainant's  competitors. 

Disposition  of  case. — On  March  15  case  was  called,  but  no  testimony 
was  taken,  and  the  hearing  was  indefinitely  postponed. 

Docket  No.  543. 

Complaint. — ^That  defendant  has  been  for  a  year  past  and  is  nov 
•charging  a  less  sum  per  ton  in  the  aggregate  for  the  transportation  of 
■coal  m  carloads  from  mines  in  New  Kiver  and  Kanawha  districts  in 
West  Virginia  to  Cincinnati  than  the  rates  named  in  said  schedules 
when  shipped  by  or  on  account  of  the  Chesapeake  and  Ohio  Fuel 
Company,  while  complainant  and  other  dealers  at  Cincinnati  are 
<:harged  full  rates. 

Disposition  of  case. — ^Hearing  had  at  Washington,  November  28-30, 

1898.  No  further  efitry  in  docket. 

Docket  No.  546. 

Complaint. — ^That  defendant  carriers  since  January  1,  1898,  have 
■chargea,  through  various  devices,  a  less  sum  per  ton  on  bituminous 
-coal  from  Pennsylvania  to  Buffalo  and  Rochester,  N.  Y.,  than  the 
rates  specified  and  authorized  by  the  tariff;  that  such  lower  rates  are 
allowea  to  some  persons,  firms,  and  corporations,  while  higher  rates 
are  charged  and  collected  from  other  persons. 

Disposition  of  case. — ^Hearing  had  at  Buffalo,  N.  Y.,  January  24, 

1899.  On  February  4,  1899,  the  hearing  was  continued  to  a  date  "  to 
be  hereafter  named."    No  further  entry  in  docket. 

Docket  No.  614. 

Complaint. — Among  other  things,  that  by  verbal  and  secret  ar- 
rangements certain  favored  firms  in  Kansas  City  and  other  points  on 
defendant's  lines  are  given  a  rate  so  much  lower  than  other  shippers, 
including  members  of  complainant,  can  obtain  that  they  can  buy  the 
OTain  and  pay  a  higher  price  than  any  other  merchant,  miller,  or 
dealer  at  Kansas  City,  thereby  preventing  the  smaller  snipper  and 
buyer  from  competing. 

Disposition  of  case. — On  March  17,  1903,  an  order  was  made  dis- 
missing the  complaint  without  prejudice;  the  order,  as  it  appears  in 
the  record,  showing  that  the  reason  for  dismissal  was  that  "  the  rates 
involved  herein  have  been  readjusted  by  defendants  to  the  satisfac- 
tion of  complainants." 

Docket  No.  738. 

Complaint. — ^That  deieivdaivts^  without  giving  ten  days'  notice 
required  by  law,  did  on  Janviarj  ^,  \^^^  ^N^xtfi^  >3cv^  T%.tft  for  tiie 
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transportation  of  coal  from  San  Antonio,  N.  Mex.,  to  El  Paso,  Tex., 
subjecting  complainants,  their  traffic,  ana  the  town  of  San  Antonio 
to  undue  discrimination  and  giving  preference  to  shippers  at  mines 
north  of  San  Antonio  in  violation  of  sections  1,  2,  3,  ana  6  of  the  act. 
Disposition  of  case. — Hearing  had  at  El  Paso,  Tex.,  December 
15,  1904.  Briet  for  defendant  filed  April  17,  1905,  this  being  the 
last  docket  entry. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  dis- 
crimination between  shippers  in  rates:  12,  514,  553,  641,  719,  842, 
1073,  1632,  2105. 

Docket  No.  454. 

Complaint. — General  investigation  at  the  primary  instance  of  the 
Commission  concerning  the  legality  of  the  practices  attendant  upon 
rebilling  at  the  balance  of  the  through  rate. 

Facts. — ^The  practice  investigated  is  illustrated  by  actual  example, 
as  follows:  During  the  period  covered  by  this  investigation,  which 
was  from  April  1  to  July  7,  1896,  and  for  a  considerable  period  prior 
thereto,  the  rate  on  grain  from  Kansas  City  to  Chicago  was  20  cents 
per  100  pounds.  Hutchinson,  Kans.,  is  a  station  upon  the  Santa  Fe 
Kailway,  which  runs  from  there  through  Kansas  City  to  Chicago,  111. 
The  through  rate  from  Hutchinson  to  Chicago  was  25  cents  and  the 
local  rate  from  Hutchinson  to  Kansas  City  13^  cents.  The  shipper 
from  Hutchinson  would  forward  a  carload  of  com  to  Kansas  Caty 
and  pay  the  local  rate  of  13^  cents.  If  afterwards  he  concluded  to 
send  this  carload  on  to  Chicago  he  might  ship  it  by  the  Santa  Fe  road, 
or  by  any  other  road  between  the  two  points,  at  the  balance  of  the 
through  rate  from  Hutchinson.  The  Chicago  and  Alton  Railroad, 
for  instance,  would  transport  this  carload  of  corn  from  Kansas  City 
to  Chicago,  not  for  20  cents  per  100  pounds,  but  for  11^  cents.  If  the 
grain  were  sold  at  Kansas  City  the  purchaser  succeeded  to  the  right  of 
sending  it  forward  at  the  reduced  rate. 

When  the  shipper  forwarded  his  corn  to  Kansas  City  he  ordinarily 
had  no  idea  or  purpose  as  to  its  ultimate  destination.  Nothing  on 
any  papers  connected  with  its  transportation  indicated  what  its  des- 
tination beyond  Kansas  City  was,  or  that  it  was  destined  to  any  point 
beyond.  As  a  result,  nearly  all  grain  was  shipped  into  Kansas  City 
upon  a  local  bill  of  lading  in  the  first  instance;  and  was  afterwards 
sent  forward,  if  it  finally  went  forward,  upon  a  new  bill  of  lading, 
at  the  balance  of  the  through  rate.  The  difference  between  the 
through  rate  from  the  point  oi  origin  to  the  point  of  destination  and 
the  local  rate  from  the  point  of  origin  to  Kansas  City  was  not  the 
same  in  all  cases,  or  in  most  cases,  and  consequently  the  balance  of  the 
through  rate  continuallv  varied.  For  example,  the  balance  of  the 
through  rate  from  Hutchinson  to  Chicago  was  \\\  cents  from  Salina, 
Kans.;  from  Coronado,  Kans.,  8  cents;  while  from  a  point  within  a 
few  miles  of  Kansas  City  it  might  be  15  cents.  That  is,  different 
carloads  of  corn  might  be  transported  from  Kansas  City  to  Chicago 
by  the  same  train  at  rates  varying  from  8  to  15  cents,  w'hile  the  rate 
at  which  the  original  car  of  corn,  originating  at  Kansas  Cit\[^^QwJA^ 
be  transported  was  20  cents. 
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The  testimony  was  that  the  practice  of  rebilling  at  the  balance  of 
the  through  rate  sprang  up  as  a  means  of  preserving  the  elevator 
interests  at  Kansas  City,  "  but  it  is  evident  that  it  must  also  have  been 
for  the  purpose  of  enabling  eastern  roads  without  western  connec- 
tions to  secure  a  portion  of  the  business  from  the  West." 

The  machinery  by  which  the  rebilling  was  effected  at  Kansas  Gty 
was  adjusted  with  the  hope  of  making  certain  that  the  shipi>er  who 
demanded  a  reduced  rate  had  paid  his  corresponding  local  rate  into 
Kansas  City.  To  this  end  the  roads  centering  there  employed  & 
joint  agent,  who  maintained  an  office  with  from  10  to  15  clerks. 
The  local  shipper,  upon  the  arrival  of  his  grain  in  Kansas  City,  paid 
the  local  rate  and  received  from  the  railroad  company  transporting 
the  grain  what  was  known  as  an  '*  expense  bill."  This  expense  biu 
gave  the  amount  paid,  the  nature  of  the  freight,  point  of  origin,  the 
road  over  which  it  had  come  to  Kansas  City,  the  number  of  the  car 
in  which  it  came,  and,  if  unloaded  into  an  elevator,  the  name  of  the 
elevator  in  which  it  was  stored.  If  the  shipper  afterwards  desired 
to  forward  the  grain,  he  would  cause  it  to  be  loaded  and  would  then 
take  his  expense  bill,  with  a  bill  of  lading  partly  filled  out,  to  the 
office  of  this  joint  agent.  The  joint  agent  would  transfer  from  the 
expense  bill  to  the  bill  of  lading  the  facts  contained  on  the  expense 
bill  and  would  certify  the  rate  at  which  the  grain  was  entitled  to  go 
from  Kansas  City  to  its  destination.  The  expense  bills  were  retained 
by  the  joint  agent. 
"  This  system  afforded  opportunity  for  many  abuses.  For  example, 
if  a  corn  grower  who  had  hauled  by  w^agon  and  stored  in  some  ele- 
vator a  carload  of  corn  from  the  vicinity  of  Kansas  City,  could  ob- 
tain possession  of  an  Ada  expense  bill  (the  balance  of  the  through 
rate  irom  Ada,  Kans.,  being  9  cents),  he  thereby  saved  11  cents  per 
100  pounds  upon  the  price  of  that  corn  in  the  Chicago  market.  It 
was  suggested  that  inasmuch  as  these  expense  bills  must  have  had  an 
actual  market  value,  they  would  probably  be  bought  and  sold,  and  the 
testimony  shows  that  this  was  done. 

The  practice  of  shipping  at  the  balance  of  the  through  rate  was 
known  as  "  protecting  the  through  rate."  This  practice  also  pre- 
vailed at  other  Missouri  River  points,  as  Leavenworth,  Atchison,  St. 
Joseph,  Omaha,  etc.,  and  the  authority  of  the  joint  agent  extended 
to  all  these  points. 

Conclusion  of  the  Commission, — ^The  first  question  arising  from 
these  facts  is :  Were  the  shipments  under  this  practice  through  ship- 
ment^, and  for  that  reason  entitled  to  the  benefit  of  the  through  rate 
which  they  received  ?  The  mere  fact  that  the  grain  was  elevated  at 
Kansas  City  would  not  necessarily  deprive  the  shipment  of  the 
quality  of  a  through  shipment ;  it  might  be  necessary  lor  the  process 
of  transferring  the  grain  from  car  to  car,  or  for  the  preservation  of 
grain  itself.  The  exact  question  involved  has  been  ruled  upon  by  the 
Commission  in  the  Chicago.  Rock  Island  and  Pacific  Railwav  Com- 
pany ?'.  The  Chicago  and  Alton  Railroad  Company  (3  I.  C.  (J.,  450), 
and  adopting  the  language  in  this  case,  the  Commission  holds  that  the 
shipments  as  shown  by  the  facts  in  this  case  are  not  through  ship- 
ments. It  did  not  decide,  in  the  ca^-e  relied  upon,  whether  the  practice 
of  protecting  the  through  rate  was  legal  or  illegal ;  it  did  not  decide 
whether  there  might  be  \iv  l\v^  e^?^  oi  i^ev^ht  something  akin  to  i 
through  rate  with  stop-over  \>y\V\\^^^^^  ^xv^  >(}tv^sfc  ^vcv\s.  TsaVVLvrinf 
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been  decided  in  the  precedent  are  expressly  excluded  in  the  present 
opinion.  "Assuming  the  principle  to  be  justifiable,  the  methods  dis- 
closed are  indefensible.  The  time  allowed  between  the  shipping  in 
and  shipping  out  was  ridiculously  long.  The  whole  system  as  con- 
ducted was  altogether  too  loose.  It  lent  itself  to  the  manipulation 
of  rates  and  prices.  Instead  of  securing  the  producer  and  con- 
sumer a  better  market  and  a  cheaper  freight  rate,  it  offered  a  fertile 
field  for  the  speculator  and  jobber. 

"  We  do  not  desire  to  be  understood  as  expressing  any  opinion  upon 
the  practices  of  milling  or  reconsigning  or  holding  in  transit  if  the 
shipment  is  a  through  shipment  upon  a  through  rate.  What  we  de- 
cided is  that,  upon  the  facts  found,  the  shipment  from  the  point  of 
origin  to  Kansas  City  was  local  and,  that  being  so,  when  the  grain 
went  forward  it  should  have  been  carried  upon  the  same  terms  and 
conditions  with  grain  which  originated  at  Kansas  City." 

Disposition  of  case, — Xo  order. 

Docket  No.  782. 

Complaint. — ^That  defendants,  since  January  1,  1903,  have  col- 
lected a  reconsignment  charge  of  $2  for  each  car  of  hay  received  by 
complainants  and  reconsigned  within  forty-eight  hours  to  the  Union 
and  National  warehouses  m  East  St.  Louis,  and  a  car  service  charge 
of  $1  per  day  for  each  day  over  the  two  days  allowed  for  unload- 
ing; that  these  charges  do  not  apply  to  shipments  of  oats,  wheat, 
rye,  or  corn;  that  under  the  schedules  published  and  posted  by 
defendants  five  days  should  be  allowed  for  unloading,  and  that 
complainants  are  subjected  to  the  payment  of  unjust  charges. 

Facts. — The  complainant  is  a  corporation  engaged  in  the  purchase 
and  sale  of  hay,  with  its  principal  office  in  East  St.  Louis.  It  owns 
and  operates  two  warehouses  in  East  St.  Louis,  situated  upon  the 
tracks  of  the  Wiggins  Ferry  Company  and  the  Southern  Railway, 
It  purchases  hay  in  the  yard  at  East  St.  Louis,  which  it  takes  to  these 
warehouses  for  the  purpose  of  unloading,  storing,  and  reloading  to 
various  points  outside  the  State  of  Illinois,  practically  all  hay  handled 
by  it  through  these  warehouses  finally  becoming  the  subject  of  inter- 
state transportation  by  rail. 

The  Wiggins  Ferry  Company  and  the  Southern  Railway  Company 
each  charge  complainant  $2  for  switching  a  carload  of  hay  to  its 
warehouses.  In  addition,  defendant  carriers,  which  bring  hay  from 
the  country,  make  a  "*  reconsignment  charge  '■  of  $2  per  car  for  deliv- 
ering hay  to  the  Wiggins  Ferry  Company  or  the  Southern  Railway. 
It  is  the  imposition  of  this  charge  which  the  coinplainant  attacks. 

Certain  of  the  steps  in  the  handling  of  hay  at  East  St.  Louis  are  as 
follows :  Defendant  railroads  have,  without  exception,  what  are  known 
as  "  team  tracks,"'  where  cars  are  placed  for  unloading  by  team,  all 
hay  for  consumption  in  East  St.  Louis  being  received  upon  these 
tracks.  Defendants  also  have  "  hold  "  tracks,  upon  which  incoming 
carloads  of  freight  are  placed  in  the  first  instance.  If  no  special 
delivery  has  been  designated  previous  to  the  arrival  of  the  car,  it  is 
placed  upon  the  team  tracks  as  soon  as  may  be;  if  special  delivery  has 
been  designated,  it  is  delivered  at  consignee's  warehouse  or  track  or 
otherwise,  as  the  case  may  be.     Almost  invariaibl^- ,  \w  csxsfc  <A\svQf^\>  <5k\ 
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the  defendants,  the  car  was  put  on  tlie  team  tracks  before  notice  of 
its  arrival  was  given,  so  that  the  commission  merchant,  when  he  took 
his  prospective  customers  to  inspect  the  hay,  generally  found  it  upon 
those  tracks. 

If  the  hay  is  purchased  for  sale  outside  East  St.  Liouis,  it  mpfc 
usually  be  taken  to  some  warehouse,  and,  in  that  event,  the  commission 
man  makes  reconsignment  of  the  carload  and  directs  the  railway  com- 
pany to  deliver  it  at  the  desired  warehouse,  or^  possibly,  to  some  con- 
necting carrier  for  shipment  in  present  condition.  This  involves  a 
new  and  distinct  service  if  the  car  has  been  already  placed  upon  the 
team  track.  If,  however,  the  car  is  still  upon  the  nold  tracks  of  the 
railway,  it  can  usually  be  sent  to  the  point  designated  by  the  recon- 
signor  at  substantially  the  same  cost  as  it  could  be  placed  upon  the 
team  tracks.  Complainant  conceded  that  $2  was  a  reasonable  sum 
for  the  service  rendered,  provided  any  charge  was  lawful.  No  similar 
charge  for  reconsimment  of  grain  was  made,  and  it  was  alleged  that 
this  amounted  to  discrimination  against  hay  and  other  commodities. 

The  new  and  independent  service  or  reconsignment  above  mentioned 
was  performed  entirely  within  the  State  of  Illinois. 

Conclusion  of  the  Commission. — ^The  service  in  question  being  en- 
tirely withintheStateof  Illinois,  the  Commission  has  ne  jurisdiction, 
but  it  is  considered  that  Congress  might,  directlv  or  through  the  Com- 
mission, require  that  shippers  shall  be  allowecl  a  certain  time  after 
arrival  in  East  St.  Louis  to  designate  the  point  of  delivery  for  inter- 
state shipments,  and  that  such  shipments  may  be  made  accordingly. 

Disposition  of  case. — Complaint  dismissed. 

Docket  No.  757. 

Complaint. — That  defendant's  charge  for  transporting  hay  in  car- 
loads from  East  St.  Ijouis,  111.,  to  points  in  States  south  of  Kentucky 
and  Virginia  and  east  of  the  Mississippi  River,  2  cents  per  100  pounds 
in  addition  to  the  regular  rate  from  Cairo,  111.,  to  said  southeastern 
points,  wlien  shipments  originate  on  other  railroads  and  are  not 
reconsigned  at  St.  Ijouis,  and  4  cents  per  100  pounds  in  addition  to 
the  regular  rate  if  reconsigned  at  East  St.  Louis,  and  that  this  recon- 
signment charge  is  in  violation  of  sections  1,  2,  and  3  of  the  act. 

Facts. — The  complainant  is  a  corporation  under  the  laws  of  the 
State  of  Illinois,  with  its  principal  office  at  St.  Louis,  Mo.,  engaged 
in  the  business  of  handling  hay,  in  the  course  of  which  it  operates 
two  warehouses  at  East  St.  Louis.  Defendant  railroad  companies 
have  in  effect  what  they  term  proportional  rates  on  hay  which  is 
received  at  East  St.  Louis  from  connections.  These  proj>ortional 
rates  to  southeastern  points  apply  when  the  shipment  is  made  directly 
through  East  St.  Ijouis,  but  ir  the  hay  is  "  reconsigned  "  at  East  St. 
Louis  the  charges  are  4  cents  above  the  Ohio  River  rate.  The  tariffs 
of  some,  if  not  all,  of  defendants  contemplate  application  of  this 
proportion  only  to  shipments  which  are  in  fact  through  billed  from 
point  of  origin  to  destination.  If  this  rule  were  strictly  applied,  hav 
shipped  locally  to  East  St.  Louis  and  afterwards  sent  on,  even  thougti 
not  unloaded,  should  pay  a  rate  of  4  cents  above  the  Ohio  River  rate: 
hutj  in  point  of  fact,  iiE  a  carload  of  hay  is  consigned  to  East  St. 
Louis  locally  upon  a  local  ra\ft  aiv^  eoiv^\^^<i^\k^t^f  (Jetermines  upon 
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its  arrival  at  East  St.  Louis  to  send  it  directly  forward  he  may 
do  so  by  paying  the  line  which  brings  it  into  St.  Louis  what  is  called 
a  reconsigning  charge  of  $2  per  car.  This  line  upon  receiving  direc- 
tions from  consignee  delivers  car  to  the  proper  southern  line,  which 
carries  it  on  as  a  through  shipment,  though  such  southern  line  is 
Hware  that  the  car  was  shipped  into  St.  Louis  upon  the  local  rate.  If, 
however,  the  hay  is  unloaded  by  the  owner  at  St.  Louis,  a  rate  of  i 
cents  above  the  Ohio  River  rate  is  always  imposed. 

Complainant  puts  his  hay  into  warehouses  at  East  St.  Louis.  The 
practical  effect  of  the  reconsigning  rule  is  to  permit  the  track  buyer 
at  East  St.  Louis,  who  sends  the  carload  he  purchases  directly 
through  without  unloading,  to  do  so  at  a  rate  of  2  cents  better  than 
that  paid  by  complainant,  who,  as  stated,  puts  his  hay  into  ware- 
houses. The  evidence  shows  that  the  privilege  of  unloading  is  val- 
uable to  the  complainant,  but  does  not  show  how  valuable. 

Defendants  justify  this  higher  charge  where  hay  is'taken  to  a  ware- 
house and  unloaded,  as  in  the  case  of  complainant,  by  the  additional 
cost  which  loading  and  unloading  entails. 

No  reconsignment  charge  is  made  at  East  St.  Louis  in  case  of  grain, 
and  the  complainant  insists  that  this  worked  an  undue  discrimination 
against  hay. 

Conchmon  of  the  Commission. — "  Stopping  of  a  commodity  in 
transit  for  the  purpose  of  treatment  or  reconsignment  is  in  the  nature 
of  special  privilege,  which  the  carrier  may  concede,  but  which  the 
shipper  can  not,  in  the  present  state  of  the  law,  demand  as  a  lawful 
right.  *  *  *  Carrier  can  not,  however,  discriminate  between 
markets  or  between  individuals  in  the  granting  of  such  privileges.'^ 
The  case  shows,  though  not  very  clearly,  that  defendants  concede  this 
privilege  at  other  markets,  and  that  a  track  buyer  in  East  St.  Louis 
itself  can  send  along  a  carload  which  he  purchases,  but  does  not  un- 
load, without  payment  of  this  charge.  It  further  shows  that  the 
right  to  unloaa  this  hay  and  handle  it  at  its  warehouse  is  of  value 
to  the  complainant  and  that  it  costs  defendant  something.  "  Under 
the§e  circumstances,  we  think  it  not  an  undue  preference  against  this 
complainant  if  the  railroads  charge  for  the  privilege  what  it  actually 
costs  them,  but  we  do  not  think  they  should  charge  more  than  the 
actual  cost.  The  case  shows  that  the  fair  average  cost  when  the 
complainant  handles  its  hay  through  its  warehouse,  over  and  above 
the  cost  of  the  through  shipment,  is  from  $2  to  $2.50  per  car,  or  ap- 
proximately 1  cent  per  100  pounds."  Therefore  the  reconsignment 
charge  ought  not  to  exceed  the  proportional  rate  by  more  than  1 
cent,  and  complainant  is  entitled  to  recover  whatever  it  has  paid  in 
addition  to  that  sum. 

In  deciding  the  case,  the  Commission  has  given  t^  these  schedules 
the  practical  interpretation  which  the  defendants  themselves  have 
put  upon  them,  and  it  is  "  very  doubtful  whether  a  strict  construction 
of  these  various  tariffs  would  permit  the  southern  lines  to  receive 
hay  at  the  2-cent  rate,  where  it  was  not  billed  through  to  final  desti- 
nation from  the  point  of  origin." 

Disposition  of  case. — Defendants  ordered  to  desist  from  imposting 
a  reconsignment  charge  of  4  cents  per  100  pounds,  and  directed  to  pay 
to  complainant  one-half  of  the  sum  stated  in  the  findings  of  ia.c>t.  \s^ 
have  been  paid  by  complainant  to  the  variowa  Aelc![vdL?iTA&. 
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Docket  No.  343. 

Complaint. — Investigation  by  Commission  on  informal  complaint 
that  respondent  "  through  the  device  of  fictitious  expense  bills," 
unjustly  discriminates  in  rates  for  the  transportation  of  proper^ 
from  various  places  in  Nebraska  via  Chapin,  ID.,  to  Toledo,  Ohio. 

Facts. — Hearing  was  commenced  at  Chicago  July  14,  1892.  It  was 
testified  that  there  had  been  no  violation  of  the  law.  Question  of 
discrimination  through  manipulation  of  expense  bills  was  not  brought 
out  in  the  testimony,  as  it  appears  in  the  record. 

Disposition  of  case. — No  further  proceeding  beyond  hearing  at 
Chicago  on  July  14,  1892. 

Docket  No.  522. 

Complaint. — That  defendants,  members  of  the  Cleveland  Car  S«t- 
ice  Association,  have  adopted  certain  car  service  or  demurrage  char^ 
in  carloads  placed  on  the  public  team  tracks  or  private  siding  of  ship- 
pers or  consignees  when  not  unloaded  or  loaded  within  forty-eight  to 
ninety-six  hours,  which  charges  in  themselves  are  not  claimed  to  be 
unreasonable,  but  that  said  defendants  discriminate  in  favor  of  par- 
ticular shippers  by  allowing  the  large  shipper  privileges  which  the 
small  shipper  and  consignees  do  not  enjoy;  that  defendants  have  & 
terminal  charge  of  $1  per  day,  which  charge  has  been  departed  from 
continually  bv  means  of  "  slow  switching  "  and  false  reporting  of 
actual  time  of  arrival  of  the  cars,  in  favor  of  various  large  shippers 
and  consignees  to  the  prejudice  and  damage  of  petitioner  and  oth« 
producers,  shippers,  and  dealers  at  Cleveland,  Onio. 

Disposition  of  case. — ^The  complaint  in  this  case  was  elaborate, 
the  proceedings  extensive,  and  the  testimony  voluminous,  but  the 
case  was  dismissed  on  July  15,  1899,  on  application  of  A.  M.  Sim- 
mons, one  of  the  small  shippers,  who,  in  his  letter  to  the  Commission, 
stated  that  life  was  too  short  to  continue  the  prosecution  of  the  case. 

Docket  No.  605. 

Complaint, — That  on  corn  and  other  grain  transported  from  points 
in  Illinois  and  Missouri  to  Vicksburg,  Miss.,  and  other  points  in 
southern  Mississippi  Valley  territory,  rates  less  than  those  set  forth 
in  the  published  tariffs  are  panted  various  favored  dippers  by 
means  of  reconsignment  or  rebilling  privileges,  or  by  rebate  or  other 
device. 

Disposition  of  case. — Case  was  called  for  hearing  at  Chicago,  but 
upon  request  of  complainant,  or  with  complainant's  acquiescence,  was 
indefinitely  postponed. 

INFORMAL    complaints. 

Tlie  following  informal  complaints  bear  upon  the  subject  of  dis- 
crimination in  re<?onsignment  or  rebilling:  61,  2367,  3346. 

Docket  No.  385. 

Complaint. — Investigation  on  order  of  Commission  to  ascertain 
^jiiiong  other  things  whether  the  requirements  of  section  6  of  the  act 
to  regulate  commerce  and  Wv^  T^^w\ai\\ow%  Oki  the  Commission  here- 
Tmder  are  complied  \v*\t\\miWftL\\Tvg,^iidi^\M\^\s^|,^^ 
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Disposition  of  case. — Hearing  was  had  in  this  case  on  July  0, 1894; 
report  and  opinion  filed  April  3, 1897. 

Docket  No.  554. 

OompUmt. — ^That  rates  for  the  transportation  of  grain  for  export 
from  various  interior  points  on  the  Atlantic  seaboard  and  the  Gulf 
of  Mexico  are  applied  which  are  lower  than  those  applied  for  the 
transpoi*tation  oi  similar  grain  for  domestic  consumption;  that  no 
tariffs  are  filed  showing  a  through  rate  from  points  in  the  United 
States  to  points  in  foreign  countries. 

Facts  and  conclusions  of  the  Commission. — The  facts  as  brought 
out  in  this  case  have  little  bearing  upon  the  quastion  of  deviations 
from  th^  rates  shown  in  the  published  tariffs.  It  was  held,  among 
other  things,  that  rates  upon  export  traffic  nmst  be  published  and  filed 
in  accordance  with  the  provisions  of  section  C  of  the  act  to  regulate 
commerce. 

Disposition  of  case. — Ordered  that  respondents  cease  and  desist 
from  charging  or  receiving  rates  from  places  in  the  interior  of  the 
United  States  to  am'  seaport  on  the  Atlantic  or  (iulf  of  Mexico 
which  are  higher  for  the  transportation  of  flour  than  for  the  trans- 
portation of  wheat  shipped  or  intended  for  export  by  sea  to  foreign 
countries  by  an  amount  of  from  4  to  11  cents  per  100  pounds;  that 
rates  from  points  in  the  United  States  to  said  seaports  which  are 
higher  on  flour  than  on  wheat  shipped  for  export  by  sea  to  foreign 
countries  by  more  than  2  cents  per  100  pounds  are  unlawful;  tliat 
rates  upon  grain  and  grain  products  when  for  export  must  l)o  pub- 
lished and  filed  with  the  Commission  the  same  as  domestic  rates. 

Docket  No.  727. 

Complaint. — The  Commission  being  of  the  opinion,  and  having  so 
decided,  that  the  law  relating  to  the  publication  and  filing  of  tariffs 
applies  as  well  to  export  and  import  traffic,  it  was  proposed  to  give 
general  notice  that  from  and  after  January  1,  1904,  the  Commission 
would  require  the  publication  and  filing  of  tariffs  on  export  and  im- 
port traffic  as  well  as  on  domestic  traffic,  but  before  taking  such  action 
it  was  ordered  that  a  public  hearing  be  held  at  the  office  of  the 
Commission. 

Facts. — Tt  was  brought  out  on  the  evidence  that  there  were  some 
three  or  possibly  four  methods  of  making  the  through  rate  in  case  of 
export  traffic : 

"  1.  By  adding  the  inland  rate  to  the  ocean  rate. 

"2.  By  the  method  illustrated  by  the  following  example:  Aber- 
deen, Miss.,  is  located  upon  both  the  Illinois  Central  and  the  Mobile 
and  Ohio  railroads,  of  which  the  Illinois  Central  operates  exclus- 
ively to  the  port  of  New  Orleigis,  and  the  Mobile  and  Ohio  to  the 
port  of  Mobile.  Assume  that  a  cotton  shipper,  on  January  1', 
1904,  applied  to  the  Mobile  and  Ohio  for  a  through  rate  on  cotton  to 
Liverpool,  England,  and  that  the  published  export  rate  of  the  Illi- 
nois Central  to  New  Orleans  on  that  date  was  48  cents  per  100  pounds. 
Assume  that  the  ocean  rate  quoted  in  New  Orleans  upon  the  same 
day  was  30  cents  per  100  pounds  (approximately  iVv^  l?ic^\>^  .^  ^'^  «<ws!w 

8.  Doc  244,  59-1 45 
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of  these  through  rates  establishes  the  through  rate  from  Aberdeen  to 
Liverpool  at  78  cents  per  100  pounds  through  the  port  of  New  Or- 
leans. The  export  rate  by  the  Mobile  and  Ohio  from  Aberdeen  to 
Mobile  was  43  cents  on  January  1,  but  the  ocean  rate  from  Mobile  to 
Liverpool  on  that  day  was,  perhaps,  40  cents  per  100  pounds,  83 
cents  in  all.  But  the  through  rate  via  that  port  would  be  ffreater 
than  via  the  port  of  TS^ew  Orleans.  Hence  if  the  Mobile  and  Ohio 
is  to  compete  for  this  traffic  it  must  quote  a  rate  not  higher  than  78 
cents.  This  it  does,  protecting  the  through  rate;  that  is,  paying 
the  steamship  company  40  cents  for  the  ocean  carriage  and  retaining 
for  its  own  services  38  cents,  thereby  accepting  5  cents  per  100  pouncS 
less  than  its  published  rate. 

"  3.  Upon  request,  the  carrier  names  whatever  export  or  import 
rate  it  sees  fit.  The  rates  may  vary  to  different  persons  at  the  same 
time,  or  may  vary  from  hour  to  hour  and  day  to  day. 

"  4.  What  is  described  as  being,  possibly,  the  fourth  method  is  the 
following:  The  carrier  establishes  a  joint  through  rate  from  the  in- 
land point  to  the  point  of  destination.  The  tariff  contains  no  state- 
ment of  either  the  inland  or  water  division,  nor  does  it  appear  how 
the  total  rate  is  determined.  The  rail  carrier  files  and  publishes  a 
joint  through  rate,  exactly  as  joint  domestic  rates  are  published.  It 
IS  understood  the  rates  are  adhered  to. 

"  The  extent  to  which  these  different  methods  are  applied  can  not 
be  stated  with  absolute  accuracy.  Import  traffic  through  the  ports 
of  Boston,  New  York,  Philadelphia,  and  Newport  News  is  for  the 
most  part  handled  by  the  first  method.  Grain  of  all  kinds  is  com- 
monly exported  by  the  first  method,  and  such  seems  to  be  the  case 
with  respect  to  exports  from  territory  east  of  the  Mississippi  River 
and  north  of  the  Ohio  and  Potomac  rivers.  Cotton  is  exported 
through  all  the  ports  by  the  second  method,  and  probably  some  other 
articles  in  eastern  and  southern  territory,  particularly  lumber,  are 
handled  in  the  same  way.  Traffic  from  points  west  of  the  Mississippi 
River,  which  may  pass  through  both  the  Atlantic  and  Gulf  ports, 
particularly  grain  and  packing-house  products,  seems  to  be  handled 
Dy  all  ports  to  some  extent  by  the  third  method,  whidi  method  seems 
to  be  applied  to  considerable  traffic,  both  inbound  and  outbound,  to 
the  Pacific  coast  ports.  The  fourth  method  is  used  from  various 
southern  ports  to  Habana,  Cuba. 

"  Probably  at  least  75  per  cent  of  the  foreign  business  is  now  trans- 
ported upon  the  published  rates,  and  the  balance  is  handled  at  what- 
ever rat^  seem  most  convenient.  The  whole  subject  is,  however,  in 
great  confusion,  no  definite  rule  being  observed  in  any  territory." 

Conclusion  of  the  Commission, — ^The  act  now  requires  the  pubUca- 
tion  of  import  and  export  tariffs  in  the  same  manner  as  oomestic 
tariffs.  Public  policy  requires  that  inland  transportation  of  export 
and  import  commerce  be  subject  to  the  act  to  regulate  commerce.  If 
carriers  are  to  any  extent  relieved  by  act  of  Congress  from  giving  the 
notice  required  of  advances  and  reductions  in  rates  on  foreign  com- 
merce, the  rates  actually  made  should  in  all  cases  be  filed  with  the 
Commission  and  there  snould  be  such  further  notice  to  the  public  as 
may  be  possible. 

/disposition  of  case, — ^No  order.  Report  and  opinion  were  filed 
February  6, 1904. 
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Docket  No.  460. 

Complaint. — Investigation  on  order  of  Commission  to  ascertain 
whether  respondents  engaged  in  the  transportation  of  corn,  wheat, 
oats,  and  other  grain,  flour,  meal,  and  other  products  of  grain,  cattle, 
hogs,  dressed  beef,  and  other  packing-house  products,  provisions,  and 
other  kind  of  property,  violate  the  act  to  regulate  commerce  by  charg- 
ing less  compensation  per  100  pounds  on  carloads  for  shipments  con- 
signed for  export  than  for  like  shipments  when  consignea  for  domes- 
tic use,  and  whether  they  are  transporting  such  export  traffic  at  rates 
not  authorized  by  or  set  forth  in  any  schedule  or  tariff  (involving 
shipments  from  Omaha  and  South  Omaha,  Nebr.,  Chicago,  111.,  and 
other  points  to  New  Orleans) . 

Disposition  of  case, — Hearings  were  had  in  this  case  at  Chicago,  St. 
Louis,  and  Washington,  the  last  entry  in  the  docket  being  that  of  the 
filing  of  proposed  findings  of  fact  by  the  Illinois  Central  Railroad 
on  August  26,  1897. 

Docket  No.  461. 

Complaint. — Investigation  on  order  of  Commission  to  ascertain 
whether  respondents,  engaged  in  the  transportation  of  corn,  wheat, 
oats,  and  other  grain,  flour,  meal,  and  other  products  of  grain,  cattle, 
hogs,  dressed  beef,  and  other  packing-house  products,  provisions,  and 
other  kind  of  property,  violate  the  act  to  regulate  commerce  by  charg- 
ing less  compensation  per  100  pounds  on  carloads  for  shipments  con- 
signed for  export  than  for  like  shipments  when  consigned  lor  domestic 
use,  and  whether  they  are  transporting  such  export  traffic  at  rates 
not  authorized  by  or  set  forth  in  any  schedule  or  tariff  (involving 
shipments  from  Omaha  and  South  Omaha,  Nebr.,  Chicago,  111.,  and 
other  point.s  to  New  Orleans). 

Disposition  of  case. — On  June  28,  1897,  this  case  was  called,  but 
respondents  failed  to  make  appearance.  Hearing  having  been  held 
on  April  7.  1897,  order  was  entered  June  28,  allowing  forty  days  for 
filing  briefs,  this  being  the  last  entry  on  the  docket. 

Docket  No.  462. 

Complaint. — Investigation  on  order  of  Commission  to  ascertain 
whether  respondents,  engaged  in  the  transportation  of  corn,  wheat, 
oats,  and  other  grain,  flour,  meal,  and  other  products  of  grain,  cattle, 
hogs,  dressed  beef,  and  other  packing-house  products,  provisions,  and 
other  kind  of  property,  violate  the  act  to  regulate  commerce  by  charg- 
ing less  compensation  per  100  pounds  on  carloads  for  shipments  con- 
signed for  export  than  for  like  shipments  when  consigned  for  domes- 
tic use,  and  whether  they  are  transporting  such  export  traffic  at  rates 
not  authorized  by  or  set  forth  in  any  schedule  or  tariff  (involving, 
shipments  from  Minneapolis  and  St.  "Paul,  Minn.,  Kansas  City,  Mo., 
and  other  points  to  New  York,  Philadelphia,  and  other  ports). 

Disposition  of  case. — Hearing  had  at  Chicago,  111.,  September  19, 
1896.     This  is  the  last  entry  in  the  docket. 

Docket  No.  463. 

'  Complaint. — Investigation  on  order  of  Goxxmccossvotl  \ft  %s«!fcx\axss. 
whether  respondents  engaged  in  the  trai\spoTt«L\ivoxv  ol  ^i«ra..»  ^V^^^^ 


708  DIGEST  OF  HBABINGS  OK  BAILWAT  BATB8. 

oats  and  other  grain,  flour,  meal,  and  other  products  of  grain,  cattle, 
hogs,  dressed  b^f ,  and  other  padking-house  products,  provisions,  and 
other  kinds  of  property,  violate  the  act  to  regulate  contimerce  by 
char^g  less  compensation  per  100  pounds  on  carloads  for  shipments 
consigned  for  export  than  for  like  shipments  when  consigned  for 
domestic  use,  and  whether  they  are  transporting  such  export  traffic 
at  rates  not  authorized  by  or  set  forth  in  any  sdiedule  or  tariff  (in- 
volving shipments  from  Kansas  City,  Mo.,  and  other  points  to  New 
Orleans) . 

Disposition  of  case. — The  last  entry  in  docket  is  that  of  the  filing 
of  proposed  findings  of  fact  by  the  Illinois  Central  Railroad  ana 
Kansas  City,  Fort  Scott  and  Memphis  Railway,  the  Illinois  Central 
Railroad  Company  having  been  made  a  party  respondent,  together 
with  the  Yazoo  and  Mississippi  Valley  Railway,  on  January  26,  1897. 

Docket  No.  487. 

Complaint: — That  the  defendant  company  fails  to  print,  publish, 
and  post  in  its  depot  at  Biloxi  schedules  of  its  rates  trom  Biloxi  to 
various  points  as  named. 

Disposition  of  case, — Order  of  discontinuance  entered  March  2, 
1898. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  dis- 
crimination by  failure  to  publish  the  tariffs :  8,  20,  295,  477,  566,  1033, 
1117,  1991,  2137,  3241. 

Docket  No.  418. 

Complaint — The  complaint  is  of  discrimination  in  the  published 
tariffs,  but  it  appears  that  the  facts  brought  out  in  the  evidence  in- 
volve granting  of  free  transportation  to  snippers. 

Facts, — "  The  findings  show  that  on  some  of  the  lines  passes  en- 
titling the  holder  to  free  transportation  as  a  passenger  are  issued  to 
shippers  or  dealers  on  account  of  the  interstate  milk  traffic  of  the 
road"  (p.  163). 

Conclusion  of  the  Commission. — "  The  issuance  of  such  passes  for 
interstate  transportation  is  an  offense  against  the  law,  as  affording 
transportation  lor  an  interstate  journey  at  less  than  established  far^ 
or  charges,  and  whether  the  pass  issued  entitled  the  holder  to  inter- 
state passage  or  not,  if  granted  on  account  of  the  interstate  transpor- 
tation of  freight,  it  results  in  a  '  rebate '  or  '  device '  whereby  the 
pass  holder  obtains  such  freight  transportation  not  only  at  sonie- 
.thing  less  than  tariff  rates,  but  for  a  less  net  price  than  is  exacted 
from  persons  not  so  favored  who  are  shippers  of  like  traffic  trans- 
ported under  similar  Conditions  between  the  same  points.  The  giv- 
ing of  free  or  reduced  transportation  to  shippers  of  or  dealers  in 
milk  carried  by  a  road  to  interstate  destinations  is  unlawful."  The 
opinion  also  says,  "  extraordinary  or  unnecessary  cost  can  not  be  per- 
mitted to  cause  unreasonable  or  unjust  rates,  discriminations,  pref- 
erences, or  prejudices." 

Dispositton  of  case.—^o  otA^t  t^^.'s^qXaxv^  It^^  transportation  of 
shippers. 
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Order  tliat  defendants  immediately  readjust  their  rates  in  accord- 
ance with  the  conclusions  of  the  Commission  and  establish  and  file 
the  same  within  a  time  stated.    Order  complied  with. 

Docket  No.  305. 

Complaint. — ^That  defendant  by  prohibitinjg  complainant  from  rid- 
ing on  its  trains  Nos.  1  and  5  under  a  pass  issued  to  him  for  return 
transportation  from  Chicago  to  Odeboit,  Iowa,  after  having  accom- 
panied a  shipment  of  stock  to  Chicago,  by  which  complainant  lost 
one  day's  time,  while  permitting  stock  men  returning  to  Council 
Bluffs  and  other  points  in  Iowa  and  Nebraska  to  ride  on  such  trains 
under  like  passes,  unlawfully  discriminated  against  complainant. 

Facts. — (jontrticts  were  made  by  the  railway  to  transport  stock 
into  Chicago.  Contracts  were  also,  made  by  some  roads  to  transport 
stock  from  points  west  of  the  Missouri  River  to  Chicago.  In  these 
contracts  agreement  is  made  to  transport  a  certain  number  of  men, 
depending  upon  the  size  of  the  shipment,  back  to  the  place  of  ship- 
men.  There  are  four  passenger  trains  running  from  Chicago  every 
twenty-four  hours,  two  of  which  are  run  for  me  Iowa  business,  the 
other  two  for  business  west.  An  attempt  is  made  to  distribute 
traffic  among  these  four  trains  so  as  to  meet  the  demands  of  the 
public.  In  aoing  this  an  attempt  is  made  to  put  passengers  destined 
west  of  the  Missouri  on  those  trains  which  connect  at  the  Missouri 
River.  The  complainant  in  this  case  not  residing  west  of  the  Mis- 
souri River  did  not  receive  a  pass  good  on  such  trains,  and  claimed 
that  he  thereby  lost  time.  These  facts  apjpear  in  the  testimony,  there 
being  no  formal  findings  of  fact  by  the  Commission. 

Disposition  of  case. — On  February  25,  1898,  it  appearing  that  de- 
fendant had  satisfied  the  complaint  in  this  proceeding,  the  Com- 
mission directed  that  the  complaint  should  be  dismissed  without 
prejudice. 

INFORMAL  COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  dis- 
crimination in  the  granting  of  free  passes  to  shippers  of  freight  or 
their  agents:  21,  360,  1634,  2670,  2855,  3469. 

Informal  complaint  No.  669  concerns  rebates  by  hauling  empty 
barrels  free. 

Informal  complaints  101  and  173  bear  upon  rebates  by  the  giving 
of  commissions. 

Docket  No.  307. 

Complaint. — Investigation  ordered  on  motion  of  Commission  fol- 
lowing informal  complaints  of  unjust  discrimination,  through  the 
medium  of  rebates  allowed  by  defendant  company  to  certain  manu- 
facturers and  others,  while  denied  to  other  persons. 

Facts. — The  Louisville  and  Nashville,  owning  a  controlling  in- 
terest in  the  stock  of  the  Nashville,  Chattanooga  and  St.  Louis,  main- 
tained coal  rates  over  both  lines  into  Nashville  by  agreement  or 
^^understanding"  between  the  traffic  officers  of  the  two  companies. 
They  had  agreed  to  carry  from  certain  mines  in  Kentudsy  and  Ten- 
nessee coal  at  a  rate  to  general  consumers  in  NaslmV\fc^  ^<»»x5M^%\Ri 
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the  season  of  the  year,  of  from  $1  to  $1.50  per  ton,  but  to  ^^  manu- 
facturers "  the  minimum  rate  of  $1  per  ton  was  accorded  the  year 
round.  The  application  of  the  term  "manufacturers*'  was  ariri- 
trarily  made  by  the  raikx»ad  companies.  They  issued  lists  of  persons 
entitled  to  manufacturers'  rates,  chan|rod  such  lists  at  their  pleasure; 
in  some  instances  denyiujg  the  special  rate  to  individuals,  firms,  or 
companies  whose  occupation  would  seem  to  be  more  properly  termed 
"manufacturing"  than  that  of  others  to  whom  the  special  rate  was 
given.  The  "manufacturers'  rate"  was  not  established  by  direct 
contract  between  the  railroad  and  the  individual,  but  was  applied  as 
follows:  Purchases  of  coal  were  made  from  coal  dealers  in  tne  city, 
who  were  furnished  by  the  railroad  with  a  "manufacturers'  list^" 
shipments  being  made  to  the  dealers  at  the  regular  rate  charged  to 
them.  However,  on  receiving  from  the  dealers  a  certificate  that  cer- 
tain quantities  of  coal  had  been  sold  to  persons  on  the  manufacturers' 
list,  the  railroads  would  refund  the  difference  between  the  regular 
and  the  manufacturers'  rate.  The  dealer  got  no  personal  advanta^ 
from  the  refund,  the  benefit  going  entirely  to  the  consimier — that  is, 
the  "  manufacturer  " — ^in  the  reduced  prices  made  to  him  by  the  dealer.- 
Pending  investigation,  the  Louisville  and  Nashville  Bailroad  Com- 
pany put  in  a  new  coal  tariff  from  the  western  Kentucky  mines  to 
Nashville,  by  which  the  "  manufacturers'  rate  "  was  abolished  and  the 
company  relinquished  the  custom  of  arbitrarily  deciding  who  were 
manufacturers  entitled  to  the  rate. 

ConchiMons  of  the  Commission. — "  C!onceminff  the  practice  form- 
erly prevailing  at  Nashville,  where  the  railroad  company  exercised 
the  exclusive  power  of  determining  the  persons  to  whom  the  so-called 
"  manufacturers'  rate  "  should  be  given  it  need  now  only  be  said  that 
it  seems  to  have  been  a  clear  violation  of  the  act,  and  would  have 
been  forbidden  by  the  Commission  had  not  the  carrier  abandoned  it." 

Disposition  of  case, — The  practices  attendant  upon  the  establish- 
ment of  a  "  manufacturers'  rate  "  having  been  discontinued  pending 
the  investigation,  no  order  upon  that  point  was  made. 

Docket  No.  736. 

Complaint. — That  defendants  in  transportation  of  bituminous 
coal  from  Norwood,  N.  Y.,  to  Montpelier,  Vt,  charge  a  rate  of  90 
cents  per  ton  when  the  coal  is  intended  for  "  railroad  supplies  "— 
that  is,  for  consumption,  in  the  operation  of  a  connecting  carrier— 
that  when  intended  for  commercial  purposes  a  rate  of  $1.85  per  ton 
is  charged,  thereby  subjecting  complainant  and  other  dealers  and 
shippers  of  bituminous  coal  and  the  city  of  Montpelier  to  unjust  dis- 
advantage. 

Facts. — Complainant  was  a  corporation  organized  for  the  puFpose 
of  manufacturing  and  selling  gas  at  Montpelier,  Vt. ;  the  bituminous 
coal  used  in  this  business  being  procured  in  Pennsylvania  and  brought 
by  rail  to  Montpelier. 

By  joint  through  tariff  established  in  June,  1903,  and  in  force  at 
the  time  of  the  decision,  defendants  had  established  a  through  rate 
of  90  cents  per  ton  on  bituminous  coal,  carloads,  from  Norwood,  N.  Y., 
to  MontpeUer,  Vt.,  when  intended  for  railway  supplies.  On  all 
bituminons  coal  transported  between  the  points  mentioned,  "  except 
for  railroad  supply  "  the  deieivdaivVs  e-xsLcVftdi  ^  ^xs^YBaXki^  r%te  of 
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$1.85  per  ton  in  carloads.  When  bituminous  coal  was  carried  by 
defendants  from  Norwood  to  Montpelier  the  service  was  performed 
under  substantially  similar  circumstances  and  conditions  whetiber 
carried  for  the  complainant  or  for  the  connecting  railroad.  It  was 
not  claimed  that  the  $1.85  rate  per  se  was  unreasonable,  except  by 
comparison  with  the  lower  rate  accorded  by  the  defendant  to  another 
earner,  nor  did  defendants  offer  any  explanation  or  show  any  reason 
for  such  lower  rate. 

Conchmon  of  the  Commission, — The  circumstances  and  conditions 
under  which  coal  was  transported  between  Norwood  and  Montpelier 
for  railroad  supply  and  for  suppljy  of  complainant  and  otlier  con- 
signees being  the  same  in  all  material  respects,  the  difference  in  rates 
is  a  violation  of  the  statute.  "  It  is  not  permissible  under  this  sec- 
tion for  two  or  more  carriers  to  establish  a  joint  tlirough  rate  less 
than  the  sum  of  their  locals,  which  is  available  only  to  a  particular 
shipper  or  class  of  shippers,  while  denying  such  lower  rates  to  other 
shippers  of  like  traffic  between  the  same  points  of  origin  and  desti- 
nation." The  only  point  decided  in  this  case  is  the  unlawfulness  of 
the  discrimination,  the  reasonableness  of  the  rate  not  being  decided. 

Disposition  of  case, — Ordered,  that  defendant  companies  cease  and 
desist  from  the  unlawful  discrimination  resulting  from  the  mainte- 
nance of  a  rate  of  90  cents  on  coal  for  railroad  supply  between  Nor- 
wood, N.  Y.,  and  Montpelier,  Vt.,  and  a  rate  of  $1.85  for  shipment 
of  coal  when  consigned  to  complainant  and  other  consignees  from 
Norw^ood  to  Montpelier. 

Docket  No.  400. 

Complaint, — ^That  defendants  were  guilty  of  unjust  discrimination 
in  granting  spectial  rates,  rebates,  and  other  favors  to  the  Omaha 
Elevator  Company  and  other  dealers  in  grain  at  Cozad,  Nebr.,  which 
they  did  not  grant  to  complainants,  who  were  engaged  in  the  same 
busmess;  that  defendants  paid  F.  H.  Peavey,  president  of  the  Omaha 
Elevator  Company,  the  sum  of  $5,629  on  or  about  June  24,  1892,  as 
rebates  on  grain  shipped  from  Cozad  and  other  points  on  the  Union 
Pacific. 

Disposition  of  case, — Hearing  at  Chicago,  111.,  on  February  18, 
1896.  Complainant  was  not  present,  and  on  July  21,  1897,  an  order 
was  entered  dismissing  the  complaint  without  prejudice. 

INFORMAL   COMPLAINTS. 

No  inforiAal  complaints  bearing  directly  upon  the  subject  of  special 
rates.     But  see  No.  232,  refusal  to  deliver  at  contract  rates. 

Docket  No.  454. 

Complaint, — Investigation,  on  motion  of  the  Commission,  of  the  fol- 
lowing informal  complaints:  That  various  carriers  were  engaged  in 
unlawful  practices  in  violation  of  the  act  to  regulate  commerce  in 
the  transportation  of  grain  and  grain  products  m)m  western  points, 
and  particularly  that  the  Chicago  Great  Western  Bailway  had  formed 
a  so-called  "  development  company,"  whereby  it  secured  the  carriage 
of  grain  through  a  device  which  was,  in  effect,  the  payment  of  a  re- 
bate. 
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Facts, — The  Iowa  Development  Company  was  a  corporation  organ- 
ized under  the  laws  of  Iowa  for  the  purpose  of  holding  certain  Emd 
belonging  to  the  Chicago  Great  Western  Railway  Q>inpany.  Its 
capital  stock  had  never  been  paid  in  money,  the  secretary  of  tne  two 
companies  being  the  same,  and  the  vice-president  of  the  railway  com- 
pany being  president  of  the  development  <iompany.  The  president 
of  the  railway  company  testified  that  the  three  active  directors  who 
managed  the  affairs  of  both  companies  were  the  same,  and  that  fact 
was  found  to  be  so. 

I'he  Iowa  Development  Company  was  formed  for  the  purpose  of 
securing  increased  grain  traffic  for  the  railway  company.  For  this 
purpose  the  following  plan  was  put  in  operation:  A  Chicago  com- 
pany, engaged  in  the  handling  of  grain  and  provisions,  known  as 
the  Anglo-American  Provision  Company,  w^as  employed  by  the  rail- 
way to  purchase  grain  in  the,  Kansas  City  market  and  ship  it  to 
Chicago  over  the  railway.  The  grain  was  bought  and  consigned 
to  the  Anglo-American  company  "  by  one  of  its  agents  at  Kansas 
City,  who  acted  as  the  consignor,  the  Anglo-American  company  be- 
ing the  consignee."  On  receipt  of  a  bill  of  lading  from  the  railway 
company  this  consignor  would  draw  a  draft  upon  the  consignee  for 
the  amount  of  the  purchase  price  and  attach  the  bill  of  lading  to 
draft  as  security.  Upon  arrival  of  the  grain  in  Chicago  it  was 
sold  upon  the  Chicago  market  by  the  consignee  at  maAet  price. 
From  the  proceeds  the  consignee  paid  the  drart  and  passed  the  bal- 
ance remaining  for  the  purchase  and  sale  over  to  the  Iowa  Develop- 
ment Company.  The  Anglo-American  Company  paid  the  freight  by 
means  of  a  draft  upon  the  development  company,  which  the  land 
agent,  acting  under  instructions  from  the  railway,  received  and 
treated  as  a  cash  payment  of  the  freight. 

Tliis  practice  began  on  April  1,  1896.  It  was  not  apparent  what 
the  development  company  did  with  the  funds  so  passed  over  to  it 
for  the  time  being,  but  it  did  appear  that  there  was  no  settlement 
and  no  payment  of  the  freight  until  after  the  order  in  this  case, 
which  was  made  on  July  7,  1896,  a  period  of  over  three  months, 
during  which  the  development  company  had  no  settlement  and  made 
no  payment  on  account  of  the  freight  to  the  railway  company. 
During  this  time  the  railway  ordinarily  required  a  cash  payment 
of  its  freight  bills,  but  in  the  case  of  some  of  the  large  shipments 
permitted  weekly  payments. 

Neither  the  railway  nor  the  development  company  furnished  any 
money.  The  security  of  the  Anglo-American  Company  lay  in  the 
fact  that  the  railway  accepted  in  payment  of  freight  a  draft  upon 
the  development  company,  thus  in  reality  pledging  the  entire  value 
of  the  gram  in  Chicago  as  payment  for  its  cost  m  Kansas  City,  a 
security  which  was  at  all  times  ample,  since  the  rate  between  the\wo 
places  was  usually  one-half  the  value  of  the  grain  in  Chicago. 

It  was  found  that  this  plan  was  devised  and  entered  upon  by  the 
railway  for  the  sole  purpose  of  securing  the  grain  for  transi>orta- 
tioii ;  that  the  only  i>iirpose  or  use  of  the  development  company  was 
to  act  at  the  bidding  of  the  railway  in  the  furtnerance  of  this  endL 
and  that  neither  it  nor  the  railway  had  any  bona  fide  intention  oi 
dealing  in  the  grain  so  bought  any  further  than  might  be  neceasaiy 
to  secure  it  for  transportation  over  the  railway.    The  result  was  that 
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be  railway  moved  for  a  time  nearly  70  per  cent  of  the  corn  moved 
etween  Cnicago  and  Kansas  City. 

Conclusion  of  the  Commission, — Upon  the  supposition  that  the 
evelopment  company  had  a  substantial  existence  and  held  the  legal 
itle  to  the  grain  and  actually  paid  the  nominal  freight  charges  it 
ras  none  the  less  merely  a  tool  m  the  hands  of  the  railway  and  the 
ct  accomplished  was  the  act  of  that  company.  "  The  railway  com- 
•any  furnished  the  credit  by  accepting  drafts  in  payment  of  its 
reiffht  charges;  it  suffered  the  whole  loss  by  virtue  of  its  ownership 
f  the  entire  stock  of  the  development  company  *  *  *  it  mav 
ot  have  been  a  special  rebate,  but  it  was  clearly  a  '  device '  by  which 
)  transported  this  merchandise  for  a  carrier  for  less  compensation 
lan  it  exacted  from  all  other  persons  for  a  like  and  contempora- 
eous  service  under  similar  circumstances  and  conditions." 

Upon  the  supposition,  on  the  other  hand,  that  the  development 
Dmpany  should  be  entirely  eliminated  from  consideration  and  the 
•ansaction  treated  as  the  transaction  of  the  railway,  then  the  rail- 
way owned  the  grain,  transported  it  for  itself,  and  received  for  itf 
ampensation  the  difference  in  the  price  paid  and  what  it  sold  for, 
5SS  the  commission.  There  was  no  fixed  rate.  It  varied  with  each 
idividual  shipment,  and  in  fact  was  the  profit  upon  each  transac- 
on.  But  unless  the  railway,  by  virtue  of  the  fact  that  it  owned 
le  merchandise  transported,  was  relieved  from  the  operation  of  the 
ct,  it  was  guilty  of  unjust  discrimination.  It  was  held  not  to  be  so 
^lieved  by  any  such  conditions  of  fact. 

Disposition  of  case, — Ordered  that  the  railway  desist  from  trans- 
orting  grain  for  the  development  company,  or  any  other  person  or 
orporation  owned  or  controlled  by  said  railway,  where  such  grain 
>  bought  at  its  instance,  for  the  purpose  of  securing  transportation 
f  same,  and  where  the  rate  paid  is  not  the  published  tariff,  but  in 
act  the  profit  upon  the  transaction,  and  also  that  it  desist  from  trans- 
►orting  grain  owned  by  it  which  is  bought  for  the  purpose  of  secur- 
ng  transportation  for  the  same,  and  for  the  transportation  of  which 
he  rate  paid  is  not  the  published  tariff,  but  is  in  feet  the  profit  upon 
he  transaction. 

Docket  No.  392. 

Complaint, — That  defendant,  in  that  its  stockholders  were  owners 
•f  a  controlling  interest  in  a  land  developing  company,  which  com- 
pany purchased  defendant's  tickets  and  sold  them  to  its  own  patrons 
.t  a  reduced  rate,  but  refused  to  sell  complainant  tickets  at  such 
educed  rate,  was  guilty  of  unjust  discrimination. 

Facts, — Complainant  resided  on  the  line  of  and  had  occasion  to 
[se  defendant's  railroad.  The  land  company,  organized,  among  other 
mrposes,  for  the  construction  and  operation  of  a  passenger  railway, 
onstructed  such  a  railroad,  and  on  March  3,  1891,  sold  it  to  the  de- 
fendant. For  some  time  after  the  sale  tRe  defendant  carried  passen- 
gers between  all  points  on  the  entire  line  for  5  cents  each,  and  sold 
ickets  for  such  passage  at  the  rate  of  six  for  25  cents.  The  land  com- 
pany purchased  tickets  of  the  railway  in  packages  of  six,  which,  to 
nduce  the  public  to  patronize  its  hotel,  it  sold  to  such  persons  as  it 
leased  at  one-half  of  the  price  paid  therefor.  The  railway  com^wvj 
nd  the  land  company  were  distinct  corporat\oivs\  ^i)[v^T^  ^«c^  ^V/a^- 
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holders  in  each  that  were  not  stockholders  in  the  other,  but  two  per- 
sons owned  substantially  all  the  stock  in  both  companies,  and  one  of 
the  said  persons  holds  more  than  two-thirds  of  the  stock  in  each  cor- 
poration. 

Conclusion  of  the  Commission. — No  diiscrimination  is  practiced  by 
the  railway,  and  its  facilities  are  available  to  all  persons  upon  the 
same  terms.  If  the  land  company  saw  fit  to  sell  at  naif  price  tickets 
for  which  it  had  paid  the  defendant  full  price,  it  is  not  apparent  thit 
any  legal  right  is  exceeded  or  any  legal  duty  disregara^,  and  the 
circumstance  that  both  companies  are  under  a  common  ownership 
does  not  affect  the  relations  of  the  railway  to  the  public,  "  for  it  is  not 
to  be  presumed,  and  we  can  not  hold  from  the  evidence  before  us,  that 
this  community  of  interest  is  a  device  for  enabling  the  railroad  to 
evade  its  legal  obligations."  "  This  conclusion  is  based  on  the  as- 
sumption that  the  railway  company,  as  a  matter  of  fact,  receives  its 
full  regular  rates  for  all  tickets  sold  to  or  disposed  of  by  the  land 
company." 

•  Certam  Commissioners  dissented,  saying :  "  If  it  were  conceded 
that  this  discrimination  was  practiced  directly  by  the  railway  com- 
pany the  legality  of  the  transaction  could  hardly  be  questioned.  It 
is  admitted  that  practically  all  the  stock  of  both  the  land  company 
and  the  railway  company  is  owned  by  the  same  persons,  and  that  the 
control  and  management  of  the  two  companies  are  substantially  idoi- 
tical.  This  discrimination  is  the  joint  act  of  the  two  companies,  the 
land  company  being  the  instrumentality  through  which  the  discrimi- 
nation is  eflfected.  The  railway  company,  as  a  common  carrier, 
should  not  be  permitted  to  accomplish  thus  indirectly  what  if  done 
directly  would  be  a  transparent  and  manifest  violation  of  the  act  to 
regulate  commerce." 

Disposition  of  case. — Complaint  dismissed  without  prejudice. 

Docket  No.  230. 

Complaint. — That  defendant  unjustly  discriminates  against  com- 
plainant by  giving  more  favorable  rates  to  the  Delaware  and  Hudson 
Canal  Company  and  to  the  Hillsdale  Coal  and  Iron  Company  than 
it  gives  complainant  on  coal  from  Honesdale  and  Carbondale  dis- 
tricts in  Pennsylvania  to  points  in  New  York  and  New  Jersey;  that 
said  discrimination  amounts  to  as  much  as  25  and  50  cents  per  ton; 
that  defendant  owns  the  capital  stock  of  the  latter  company,  carries 
coal  in  the  name  of  said  company  to  the  points  named,  and  sdls  it 
at  such  prices  that  after  deduction  of  published  rates  of  fright  i 
sum  remains  which  is  much  less  than  the  market  value  of  the  coal  li 
the  mines ;  that  if  the  loss  so  incurred  is  borne  by  said  coal  oompanf 
it  loses  money ;  that  the  loss  is  also  borne  by  the  defendant  as  ^ock- 
holder,  and  that  such  loss  ^oiild  be  deducted  from  present  rates  ii 
force  to  make  rates  reasonable;  that  defendant  discriminates  in  ixm 
of  the  above-named  companies  in  the  distribution  of  cars  ordinarilf  I 
used  and  those  known  as  Delaware  and  Hudson  exolusives. 

Disposition  of  case. — On  September  11,  1889,  counsel  filed  stipvh* 
tion  withdrawing  proceedings,  and  on  the  same  day  an  order  ^ 
entered  discontinuing  them. 


( 
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Docket  No.  594. 

Complaint, — ^Proceeding  of  inquiry  and  investigation  of  the  acts 
of  common  carriers  engaged  in  transportation  of  coal  from  mines  in 
West  Virginia  to  Chicago  instituted.  The  complaint  is  not  specific 
as  to  the  acts  to  be  investigated,  but  it  appears  from  the  statement 
of  the  chairman  of  the  Commission  made  at  the  hearing  held  at 
Chica^,  HI.,  on  February  21,  1901,  that,  among  other  things,  the 
following  was  involved :  Alleged  transportation  during  the  summer 
of  1900  of  some  2,000  tons  of  coal  by  one  railroad  to  Chicago  from 
West  Virginia  mines,  which  coal  was  sold  to  another  railroad  at 
$2  per  ton,  the  published  tariff  on  coal  from  those  West  Virginia 
mines  to  Chicago  at  the  time  being  $1.85  per  ton;  the  inferanoe 
being  that  coal  could  not  have  been  purchased  and  sold  at  15  cents 
per  ton. 

Disposition  of  case. — ^There  is  no  record  of  proceeding  beyond  the 
hearing  above  referred  to. 

PROFITS  AS  RATES. 
No  informal  complaints. 

Docket  No.  699. 

Complaint. — ^That  defendants  on  numerous  occasions  demanded 
and  received  from  complainant  a  rate  higher  than  the  published 
tariff  on  shipments  of  fruit  from  Michigan  to  Chicago,  while  at  the 
same  time  transportating  like  freight  fetween  the  same  points  for 
certain  competitors  at  regular  tariff  rates;  that  defendants  refused 
to  unload  shipments  of  height  consigned  to  complainant,  while  at 
the  same  time  doing  so  for  certain  competitors;  that  published 
schedules  of  defendants  are  unreasonable  and  imjust  and  do  not 
plainly  show  the  rates  on  fruits  and  vegetables  from  the  Michigan 
shipping  points  indicated  to  Chicago. 

Facts  and  conclusions  of  the  Commission. — On  consideration  of  all 
the  evidence,  the  Commission  is  unable  to  arrive  at  the  conclusion 
that  defendants  were  guilty  of  any  willful  or  intentional  violation 
of  the  law  with  respect  to  any  charges  set  forth  in  the  complaint, 
including  the  application  or  nonapplication  of  the  rates  or  discrimi- 
nation in  the  matter  of  unloading. 

Disposition  of  case. — Evidently  the  complaint  was  dismissed,  al- 
thougn  neither  docket  nor  opinion  contains  record  of  an  order  of 
dismissal. 

Docket  No.  203. 

Complaint. — ^That  on  a  shipment  of  household  goods  from  Leaven- 
worth, Kans.,  to  Prescott,  Ariz.,  defendant  prepaid  freight;  that  he 
preceded  the  goods  to  Prescott,  and  before  they  arrived  mere  ordered 
the  Prescott  and  Arizona  Central  and  Atlantic  and  Pacific  com- 
panies to  rebill  and  forward  them  to  San  Diego,  Cal.,  and  upon  such 
goods  being  delivered  to  him  at  San  Diego  he  was  compelled  to  pay 
a  sum  in  addition  to  the  amount  prepaid  which  made  his  payment 
about  $6  per  100  pounds,  whereas  the  through  rate  to  San  Diego  was 
$1.90  per  100  pounds. 
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Disposition  of  case.— On  August  18,  1889,  the  Atchison,  Topela 
and  Santa  Fe  Baikoad  Company,  the  Atlantic  and  Pacific  Railwtj 
Company,  and  the  California  Railroad  Company  filed  their  answers, 
this  being  the  last  step  recorded  on  the  docket. 

Docket  No.  494. 

Complaint. — That  defendant  charges  and  collects  for  transporting 
brick  in  carloads  from  Hanover  Pa.,  to  Middletown,  Pa.,  40  cents  per 
ton;  from  Hanover  to  Taneytown  $1  per  ton  when  such  shipments 
are  received  from  the  Western  Maryland  Railroad,  notwithstanding 
their  published  rates  on  local  shipments  between  said  points  are  45 
and  50  cents  per  ton,  respectively. 

Disposition  of  case. — Hearing  indefinitely  postponed  on  Mav  8. 
1897. 

Docket  No.  495. 

Complaint. — That  defendant,  during  September  and  October,  1895, 
charged  and  collected  from  the  complainant  on  numerous  shipments 
of  hard  coal  in  carload  rates  in  excess  of  the  rates  in  defendant's 
published  tariffs. 

Disposition  of  case. — On  May  8,  1897,  stipulation  of  counsel  to  dis- 
miss complaint  was  filed,  and  on  the  same  day  an  order  of  dismissal 
was  entered. 

Docket  No.  580. 

Complaint. — ^That  defendant  in  February,  1898,  charged  complain- 
ant $45.57  for  the  shipment  of  nine  pieces  of  dressed  granite,  weigh- 
ing 9,300  pounds,  from  Chester,  Mass.,  to  Bassetts,  Wis.,  notwith- 
standing the  fact  that  the  published  rate  was  only  $35.47. 

Disposition  of  case. — Order  of  dismissal  entered  July  7,  1900. 

Docket  No.  779. 

Complaint. — That  on  July  3,  1903,  complainant  shipped  one  car- 
load 01  hay  from  Johnstown,  Ind.,  to  Charleston,  S.  C,  for  whidi » 
rate  of  $72.34  was  collected,  while  the  published  tarin  between  the 
points  named  is  29  cents  per  100  pounds,  amountingto  $63.28. 
Disposition  of  case. — Hearing  was  had  at  Terre  Haute,  Ind.,  and 
reposed  findings  of  fact  were  filed  by  complainant  and  defendant  mi 
uly  27  and  August  10,  respectively. 


5' 


Docket  No.  796. 

Complaint. — ^That  although  defendants  have  classified  p^xoleos  I 
and  its  products  as  third  class,  they  refuse  to  apply  the  tmrd-da0  • 
rates  between  certain  points,  and  on  September  19. 1904,  charged  ooa- 
plainant  for  three  barrels  of  oil  and  three  barrels  of  lubricating  ofl 
from  Pittsburg,  Pa.,  to  Waterbury,  Conn.,  a  rate  of  48  cents  per  IW 
pounds,  instead  of  33  cents,  the  third-class  rate. 

Disposition  of  case. — Case  has  not  proceeded  beyond  the  filiofy 
answers  by  the  railroad  companies;  tne  last  entry  on  dock^  biuf 
the  answer  of  the  railToad  eomp^Tv^.^^Y^rcMwry  18, 1905. 
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Docket  No.  799. 

Complaint. — That  on  several  shipments  of  bells  from  Cincinnati, 
Ohio,  to  Albany  and  Dublin,  Ga.,  and  other  southern  points,  via 
Chattanooga,  Tenn.,  defendant  charged  complainant  through  rates 
which  were  in  excess  of  the  combination  oi  the  Chattanooga  rate 
plus  the  local  rate  from  Chattanooga  to  destination,  in  violations  of 
sections  1  and  3  of  the  act. 

Disposition  of  case. — Answer  of  defendant  filed  March  27,  1905, 
this  being  the  last  entry  in  the  docket. 

COMPANY  CHARGES— OVERCHARGES. 

INrORMAL  COMPLAINTS. 

The  dockets  contain  about  782  informal  complaints  of  overcharge, 
excessive  charge,  and  excessive  rates. 

Docket  No.  224. 

Complamt. — ^That  defendant  has  violated  section  6  of  the  act  to 
regulate  commerce  by  taking  live  stock  (originally  billed  from  west- 
cm  points  to  Chicago,  and  which  was  allowed  l^  such  billing  .to  be 
sold  at  Kansas  City  and  was  there  sold),  from  Kansas  City  to  Chi- 
cago under  the  original  billing,  when  it  was  not  a  party  to  the 
through  rate  named  in  such  billing,  and  that  it  carried  such  live 
stock  at  a  lower  rate  than  that  at  the  time  named  in  its  published 
tariff  from  Kansas  City  to  Chicago. 

Facts  and  concltisions  of  the  Commission. — It  was  held  in  this  case 
that  where  property  is  billed  from  one  State  into  another  with  the 
understanding  that  it  is  to  be  unloaded  at  an  intermediate  station  and 
that  whether  it  shall  be  loaded  for  further  carriage  will  depend  upon 
the  volition  of  the  shipper  or  of  any  one  who  may  become  the  pur- 
chaser, the  case  does  not  fall  within  the  reasons  governing  rates  on 
through  transportation,  and  the  carrier  is  not  at  such  intermediate 
points  entitled  to  have  the  carriage  protected  as  a  through  shipment 
as  against  competitors.  Upon  the  facts  in  this  case  the  Commission 
concluded  that  the  complainant  was  not  entitled  to  protection  in  the 
course  of  business  shown  by  its  complaint  and  by  the  evidence,  as 
against  the  respondent. 

Disposition  of  case. — Complaint  dismissed. 

Docket  No.  255. 

Complaint. — That  defendant  discriminates  in  rates  against  com- 
plainant by  giving  more  favorable  rates  to  shippers  of  like  traffic  to 
and  from  pomts  on  its  other  branch  lines ;  that  it  fails  to  post  rates  at 
Friendsville,  and  that  it  prevents  continuous  carriage  of  freights  to 
and  from  Friendsville  by  requiring  payment  of  local  rates  to  Con- 
fluence and  rebilling  from  that  pomt  to  destination,  and  on  freight 
destined  to  Friendsville  by  requiring  the  freight  tx)  be  rebilled  at 
local  rates  from  Confluence  to  Friendsville. 

Disposition  of  case. — Statement  acknowledging  satisfaction  of  com- 
plaint with  request  to  have  proceeding  discontiuu<id  ftl^d  "O^ysjeK^ws? 
2, 1892.    Case  ordered  discontinued. 


IS' 
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INFORMAL  COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  dis-  ^^^ 
crimination,  amounting  to  discrimination  outside  the  published  twiil'?^ ' 
by  means  of  arbitrary  application  of  the  tariff:  3,  2066,  ^31,  refiisu|^|^^ 

Jhe 
Docket  No.  720. 

Complaint — Inquiry  by  the  Commission,  upon  its  own  motion,  ill 
consequence  of  informal  complaint  that  the  Hutchinson  and  Arkansasl^ 
River  Railroad,  while  not  a  railroad  in  fact,  was  receiving  diviaonsl"^ 
of  the  rate  for  the  transportation  of  salt  from  Hutchinson,  Kans.      I*! 

Facts. — In  July,  1902,  a  railroad  corporation  was  organized  under  p 
the  laws  of  Kansas,  known  as  the  Hutchinson  and  Arkansas  Ri?er"' 
Railroad  Company.  Its  avowed  object,  to  construct  a  railroad  from 
Kechi  to  Hutchinson  for  the  purpose  of  bringing  the  St.  Louis  and 
San  Francisco  Railroad  into  the  latter  town,  was  never  attainei 
Nothing  was  done  toward  the  construction.  Another  alle^d  pin^ 
pose  was  the  reconstruction,  combination,  and  connection  of  the  plants 
owned  bv  the  Hutchinson,  Kansas,  Salt  Company  in  such  a  way  thit 
cars  could  be  conveniently  handled  in  and  out  of  its  different  milk 
Soon  after  its  organization  the  railroad  company  bought  of  the  ssk 
company  sidings,  between  4,000  and  5,000  feet  in  length,  which  hil 
been  built  by  the  company  owning  the  largest  mill  operated  by  tb 
Hutchinson,  Kansas,  Salt  Company  for  about  $8,000.  This  was  tb 
only  track  which  that  company  owned,  and  it  had  no  equipment  ol 
any  kind. 

Irhe  capital  stock  of  the  Hutchinson  and  Arkansas  River  Railroad 
consists  of  800  shares,  of  the  par  value  of  $100  each,  of  which  7M 
were  originally  subscribed  for  and  are  still  owned  by  one  Joseph  P. 
Tracy ;  tne  other  6  shares  are  held,  1  each,  by  directors  of  the  com- 
pany. All  of  the  officers  of  the  railroad  company  except  Tracy 
are  also  officers  or  employees  of  the  Hutchinson,  Kansas,  Salt  Com- 

Sany.  Mr.  Tracy  would  dispose  of  the  stock  as  directed  by  Mr.  Jot 
[orton,  president  of  the  railroad.  The  latter  testified  that  he  §n3 
those  whom  he  represented  owned  the  entire  capital  stock  of  the 
Hutchinson,  Kansas.  Salt  Company.  Ten  per  cent  of  the  par  value 
of  capital  stock  was  paid  in  cash. 

Soon  after  the  organization  of  this  Hutchinson  and  Arkansas 
River  Railroad  Company,  Tracy  approached  the  traffic  officers  of  the 
Atchison,  Topeka  and  Santa  Fe  Kailway,  the  Chicago,  Rock  Island 
and  Pacific  Kailway,  and  the  Missouri  l^acific  Railway,  and  secured 
from  each  of  them  an  agreement  that  the  Hutchinson  and  Arkansas 
River  Railroad  should  be  allowed  a  division  of  25  per  cent  of  the 
rates  to  Kansas  City  and  Omaha,  in  no  case  to  exceed  50  cents  per 
ton,  on  all  bulk  salt  shipped  to  the  Missouri  River.  The  rate  at  this 
time  from  Hutchinson  to  Kansas  City  was  10  cents;  12  cents  to 
Omaha.  The  Santa  Fe  and  Missouri  Pacific  companies  issued  in 
due  form  joint  tariffs  with  the  Hutchinson  and  Arkansas  River  Bail- 
road,  by  which  the  latter  was  made  a  party  to  all  their  salt  rates  from 
Hutchinson  in  every  direction,  although  the  Santa  Fe,  in  fact,  al- 
lowed  divisions  on  tne  b\i\k  s«A.t  oivVj .    ^^i^^cidiiL\^'W!A  tariff  applied 


DIGEST   OF   HEABINGS  ON   RAILWAY  BATES.  719 

bulk  salt  only.    Salt  as  it  leaves  the  evaporating  pan  is  known 

"  bulk  salt,"  and  the  packing  houses,  which  use  very  large  quan- 
ies,  receive  it  from  the  mill  m  bulk  in  carload  lots,  thus  avoiding 
B  expenses  of  barreling  or  other  packing.  This  arrangement  occa- 
>ned  no  change  in  the  method  of  handling  salt  from  the  mills. 

was  billed  in  the  same  way  and  taken  out  by  the  same  engine, 
tie  Hutchinson  and  Arkansas  River  Railroad  issued  no  biU  of 
ding,  "  and  in  no  way  participated,  either  in  fact  or  on  paper,  in 
le  transportation  of  the  commoditv."  The  only  difference  was  that 
le  railroad  company,  instead  of  the  salt  company,  kept  the  switch 
acks  in  repair.  The  divisions  received  by  the  railroad  company 
id  amounted  to  $15,301.39,  the  last  payments  being  on  October  12 
id  November  9.  There  was  no  fixed  method  for  making  the  livi- 
on  settlements,  the  method  of  accoimting  usually  emploved  by  rail- 
»ads  not  being  used.  The  suggestion  was  made  that  the  divisions 
Bre  paid  on  all  bulk  salt  from  Hutchinson.  Mr.  Morton  testified 
at  they  were  allowed  only  on  sliipments  from  the  Morton  mill, 
isapprehension  of  the  requests  of  tne  Commission  prevented  com- 
ete  information  on  this  subject,  but  the  Commission  was  of  "  the 
pinion  that  division  was  claimed  and  allowed  upon  all  shipments 

salt  (bulk)  to  the  Missouri  River  made  by  the  Hutchinson,  Kansas, 
tit  Company." 

Independent  producers  insisted  that  the  division  was  equivalent  to 
e  payment  of  a  rebate  of  50  cents  per  ton.  Mr.  Morton  admitted 
at  the  price  of  $2.10  per  ton,  the  Hutchinson  basis,  was  an  extremely 
w  one  and  would  not  have  been  made  had  not  the  division  been 
ven,  but  insisted  that  the  direction  to  make  that  price  was  given  by 
m  and  without  any  expectation  or  intention  that  any  portion  of  the 
vision  should  be  paid  to  the  Hutchinson  (Kans.)  Salt  Company. 
The  cost  of  equipping  a  modem  salt  mill  with  a  capacity  of  500 
rrels  per  day  is  about  $30,000.  The  cost  of  manufacturing  salt  is 
out  $2  per  ton.  Five  hundred  barrels  of  salt  weigh  70  tons.  "  Fifty 
nts  per  ton  should  be  a  living  profit  in  the  manufacture  of  salt.'' 
srery  manufacturer  of  salt  at  Hutchinson,  .with  the  exception  of  the 
utchinson  (Kans.)  Salt  Company,  has  been  obliged  to  withdraw 
om  the  bulk  salt  business  upon  the  Missouri  River. 
ConclvMon  of  the  Commission. — Up  to  the  present  time,  the  division 
is  been  allowed  by  the  Rock  Island  and  Santa  Fe  systems  on  bulk 
It  only,  but  the  tariffs  of  the  Missouri  Pacific  and  Santa  Fe  embrace 
I  salt."  Divisions  have  been  actually  allowed  by  the  Missouri  Pacific 

some  instances  on  barrel  salt,  and  if  what  has  been  done  is  lawful, 
ey  might  be  allowed  in  all  cases,  which  would  mean  that  the  Hutch- 
son  (Kans.)  Salt  Company  could  shut  down  every  other  salt  mill  in 
e  State  of  Kansas.  The  transaction  is  plainly  illegal.  Though  the 
iginal  pdrpose  of  the  Hutchinson  and  Arkansas  River  Railroad 
ay  have  been  to  construct  a  bona  fide  railroad,  and  though  it  may  be 
3hiiically  a  railroad  under  the  laws  of  Kansas,  "  looking  to  the  sub- 
ince  ana  not  the  form,  it  is  purely  a  scheme  for  the  purpose  of 
staining  a  concession  in  the  rate."  "  Its  sole  function  is  to  absorb 
le^ fourth  of  the  entire  rate." 

"  It  should  be  carefully  noted,  that  we  do  not  express  an  opinion 
at  the  granting  of  a  division  to  an  industrial  road  which  is  a  bona 
le  railroad  and  performs  an  actual  service  oi  ^«\\3l<^  \&  XLWi^sasKt^^ 
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illegal  because  the  road  is  owned  or  controlled  by  the  shipper.    That   " 
question  is  not  considered  or  passed  upon  here.    We  hold  that  this 
so-called  railroad  is  a      *     *     ♦    mere  subterfuge." 

Disposition  of  case. — ^This  proceeding  being  one  of  inquiry  only,  no 
order  to  desist  can  be  made,  "  nor  would  such  an  order  add  anything 
to  the  obligation  of  the  statute."  One  of  the  railroads  has,  howeyer, 
already  canceled  its  tariffs  with  the  Hutchinson  and  Arkansas  Riyer 
Railroad,  and  Mr.  Morton,  at  the  hearing,  stated  that  if,  in  the  opin- 
ion of  the  Conunission,  the  arrangement  was  illegal,  he  desired  to  dis- 
continue it,  and  the  same  intimation  was  given  by  the  other  two 
railroads  interested.  As  violations  of  the  original  features  of  the  act, 
the  matter  to  be  referred  by  the  Commission  to  the  Department  of 
Justice. 

Docket  No.  735. 

Complaint. — Investigation  on  order  of  Commission,  it  appearing 
that  the  division  of  joint  rates  and  other  allowances  made  to  terminal 
connecting  railroads  by  conmion  carriers  engaged  in  the  transporta- 
tion of  freight  by  railroads  between  different  points  in  dinerent 
States  of  the  United  States  calls  for  inquiry. 

Facts. — The  International  Harvester  Company  owns  the  capital 
stock  of  the  Illinois  Northern  Railroad  and  a  controlling  interest  in 
the  Chicago,  West  Pullman  and  Southern  Railroad,  operating  termi- 
nal connecting  roads  in  and  about  the  city  of  Chicago  between  the 
plant  of  the  narvestefr  company  and  various  other  industries  and 
connecting  with  the  roads  leading  to  the  Missouri  River  and  other 
sections  of  the  country.  Until  recently  the  charge  received  for 
services  by  these  terminal  roads  was  a  switching  charge,  amounting 
to  from  $1  to  $3  per  car  for  the  Illinois  Northern  and  $3  per  car  for 
the  Chicago,  West  Pullman  and  Southern.  There  appears  to  be  in 
and  around  the  city  of  Chicago  a  district  more  or  less  accurately 
defined,  which  is  known  as  the  "  switching  limits."  The  switdung 
charge  within  these  limits  varies  from  $1  to  $10.25  per  car.  In- 
stances were  given  where' a  charge  of  $7.80  per  car  was  imposed  for 
the  distance  of  40  miles.  The  ordinary  charge  for  moving  frcMn  2  to 
10  miles  seems  to  be  in  the  vicinityof  $3  per  car.  The  Illinois  North- 
ern Railroad  and  the  Chicago,  West  Pullman  and  Southern  Rail- 
road now  receive  in  many  instances  a  division  of  the  rates,  which 
on  lines  reaching  the  Missouri  River  is  20  per  cent,  with  the  Missouri 
River  division  as  the  maximum.  The  division  is  received  by  the 
Illinois  Northern  Company  on  freight  from  industries  other  than 
the  International  Harvester  Company.  It  does  not  appear  the 
Chicago,  West  Pullman  and  Southern  Railroad  performs  a  similar 
service  for  any  of  the  other  industries  along  its  line,  nor  does  it 
appear  whether  any  of  those  industries  is  of  such  a  character  as  to 
require  the  performance  of  such  service. 

The  Chicago,  West  Pullman  and  Southern  has  handled  from 
10,000  to  12,000  carloads  per  year  in  addition  to  some  less  than  car 
load  business,  and  upon  a  $3  basis  has  been  able  to  pay  its  operating 
expenses  and  show  an  annual  net  profit.  Since  its  organization  it 
has  declared  three  dividends  of  10  per  cent  upon  its  capital  stoct 
The  operations  of  the  I\\\t\o\s  Northern  have  uniformly  shown  « 
deficit,  but  there  is  nol\\mg  \o  s\vo\s  ^\v^\,  >i5cv^  ^xveicwsv^  Tosult  fto» 
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its  operations  would  be  if  the  McCormick  Company  (the  chief  element 
is  the  International  Harvester  Company)  paia  the  same  sum  for  this 
service  which  it  previously  expenaed  when  the  tracks  were  owned 
and  operated  by  it.  At  the  present  time  it  is  entirely  relieved  from 
all  expense  in  that  connection  save  the  payment  of  $1  per  car  when  a 
car  is  moved  from  one  portion  of  the  yard  to  another,  and  is  thus 
apparently  saved  a  very  great  expense. 

The  Chicago,  Lake  Shore  and  Eastern  Bailroad,  owned  by  the 
United  States  Steel  Corporation,  is  a  terminal  road  operated  between 
the  Illinois  Steel  Company's  works  near  Chicago,  and  connecting 
with  roads  leading  east,  west,  and  south,  receives  a  division  of  10  per 
cent  of  the  rate  to  the  seaboard,  15  per  cent  to  Buffalo  and  Pittsburg, 
and  20  per  cent  to  the  Missouri  Kiver,  and  in  some  cases  obtains 
special  divisions.  It  has  1,213  employees,  4,539  cars,  and  70  loco- 
motives. A  very  large  company,  consists  of  maintaining  and  operat- 
ing the  tracks  within  the  various  plants  within  the  Illinois  Steel 
Company. 

Conclusion  of  the  Commission, — With  respect  to  the  reasonable- 
ness of  the  divisions,  it  is  held  that  a  charge  of  $3  per  car  by  the 
Chicago,  West  Pullman  and  Southern  would  be  reasonable  for  these 
switching  charges,  and  that  '*  judging  from  the  experience  of  the 
Chicago,  West  Pullman  and  Southern,  and  the  charges  which  are 
ordinarily  imposed  for  the  performance  of  similar  service  under  simi- 
lar conditions  in  the  vicinity,"  the  charging  of  $3.50  per  car  by  the 
Illinois  Northern  would  be  reasonable.  The  exact  amount  oi  the 
excess  in  the  case  of  the  Chicago,  Lake  Shore  and  Eastern  can  not 
be  determined  with  the  same  exactness  that  it  can  in  the  case  of  the 
others,  but  the  divisions  are  found  to  be  grossly  excessive  for  the 
service  rendered. 

It  must  be  assumed  that  the  Illinois  Northern  Railroad  is  a  com- 
mon carrier  within  the  provisions  of  the  first  section  of  the  act  to 
regulate  commerce,  and  there  is  no  reason  in  law  why  this  railroad 
may  not  make  joint  rates,  file  joint  tariffs,  and  agree  upon  joint 
divisions  as  other  railroads  do.  "  We  are  not  called  upon  to  decide 
what  the  situation  might  be  if  this  road  were  a  private  carrier  main- 
taining switch  tracks  and  switching  cars  to  and  from  the  McCormick 
works  exclusively."  The  interstate  commerce  act  does  not  prohibit 
the  building  and  operation  of  railroads  by  shippers  having  traflSc 
which  moves  over  the  same,  whatever  the  objection  thereto  may  be. 

The  Int-emational  Harvester  Company  is  the  principal,  not  the 
Illinois  Northern  Railroad.  It  is  to  obtain  the  business  of  that  com- 
pany, a  shipper,  not  a  carrier,  that  these  divisions  are  allowed,  and  the 
fact  that  divisions  on  freight  from  other  companies  and  concerns  are 
received  by  the  Illinois  Railroad  Company  aoes  not  alter  the  case. 
The  essential  thing  is  that  all  divisions  are  allowed  because  the 
Harvester  company  owns  this  railroad,  and  as  a  concession  to  that 
company.  These  divisions,  if  not  in  violation  of  the  express  language 
of  the  second  section  of  the  original  act,  are  plainly  within  the  pro- 
hibition of  the  Elkins  bill. 

The  question  presented  bv  the  operations  of  the  Chicago  West 
Pullman  and  Southern  Railroad  diners  from  that  involved  in  the 
Illinois  Northern  in  that  the  Harvester  company  owns  a  controlling 
interest  in  the  West  Pullman  Company,  but  Yv«i^  ivsA,  ^5afc  ^tM\x^  ^-^\\r 

8.  Doc.  244,  59-1 46 
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ership;  but  this  does  not  change  the  situation.  The  International 
Harvester  Company  is  without  doubt  the  overshadowing  factor.  The 
Chicago,  Lake  Shore  and  Eastern  is  the  creature  of  the  United 
States  Steel  Corporation.  It  handles  large  quantities  of  traffic  be- 
tween connecting  roads  and  various  plants  which  formerly  belonged 
to  the  Illinois  Steel  Company,  and  with  respect  to  that  traffic  b^irs 
exactly  the  same  relation  to  the  United  States  Steel  Corporation  na 
the  Illinois  Northern  does  to  the  harvester  company. 

Disposition  of  case, — ^This  being  a  general  investigation,  in  which 
no  specific  charges  have  been  formulated  against  particular  defend- 
ants, no  order  can  be  made,  nor  would  any  order  apparently  add  to 
the  prohibition  of  the  statute  itself.  The  inquiry  will  be  continued 
into  other  similar  practices,  and  whatever  means  the  law  affords  em- 
ployed to  stop  those  above  referred  to. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaint  bears  upon  the  subject  of  allow- 
ances to  terminal  railways :  29  i  5. 

Docket  No.  681. 

Complaint. — By  voluntary  association,  composed  of  several  per- 
sons, firms,  and  corporations  engaged  in  the  business  of  manufactur- 
ing and  shipping  yellow-pine  lumber  in  and  from  the  States  of 
Louisiana,  Mississippi,  Alabama,  and  Georgia,  that  defendant  com- 
panies have  unjustly  discriminated  against  complainants  by  granting 
to  complainant's  competitors  disguised  rebates  in  the  nature  of  "  tap 
line  "  divisions  of  freight,  complainants  being  denied  the  same  or 
like  divisions. 

Facts, — Large  quantities  of  yellow-pine  lumber  are  manufactured 
in  the  States  of  Arkansas,  Louisiana,  and  Texas.  The  method  of 
manufacturing  and  marketing  this  lumber  is  essentially  identical 
in  all  parts  of  the  South.  Alills  are  constructed  upon  the  lines  of 
railways  traversing  that  territory,  and  the  logs  are  hauled  into  these 
mills  from  the  forests.  However,  as  the  timber  is  cut  off  and  the 
haul  becomes  longer,  it  becomes  necessary  to  provide  other  means 
for  bringing  the  logs  to  the  mill,  and  ordinarily  a  railroad  is  built 
into  the  timber  and  logs  are  transported  by  this  means.  In  process 
of  time  the  logging  road  increases  in  length  until  it  frequently 
reaches  50  to  60  miles.  The  practices  in  making  divisions  to  these 
logging  roads  or  tap  lines  bv  the  several  defendants  were  as  follows: 
In  the  case  of  the  Kansas  Oity  Southern  the  mills,  with  two  excep- 
tions, were  situated  upon  the  lines  of  the  defendant  at  junction 
f)oint.  Joint  tariffs  were  filed  by  the  railroad  company  with  these 
ines.  The  billing  of  lumber  from  the  junction  point  was  by  the 
agent  of  the  Kansas  City  Southern  and  apparently  in  the  name  of 
that  companv,  there  being,  as  it  would  appear,  no  difference  upon 
the  face  of  tlie  billing  between  a  case  where  lumber  was  shipped  bv 
a  mill  provided  with  a  logging  road  to  which  a  division  was  allowed 
tind  that  of  a  mill  located  at  the  same  point  which  had  no  logging 
road,  and  which  therefore  received  no  division.  No  other  rates  ob- 
tain ed  between  the  tap  \m^s  pxop^T  ^xv^  >3w^  ^«xns»c<&  City  Soathen 
on  any  commodity  except  \\mu)ec. 
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The  case  of  the  St  Louis  Southwestern  was  similar.  The  himber 
mills  were  in  all  cases  located  at  the  junction  points.  The  other 
tariffs  were  published  between  the  various  tap  lines  and  the  de- 
fendant. The  billinff  was  in  all  cases  from  the  junction  point  by 
the  defendant,  and  the  full  rate  was  paid  bv  the  mill.  All  other 
commodities  except  lumber  paid  the  full  local  rate  to  and  from  the 
junction  points  over  both  the  tap  line  and  the  St.  Louis  Southwestern. 

The  theory  in  practice  in  the  case  of  the  St.  Louis,  Iron  Mountain 
and  Southern  seemed  to  be  entirely  different  from  that  of  the  pre- 
ceding defendants.  Joint  tariffs  were  filed  by  the  tap  lines  of  this 
defendant,  naming  a  through  rate  upon  lumber  from  designated 
points  upon  the  tap  line,  which  was  usually,  but  not  always,  the  same 
as  fi-om  the  junction  point.  The  billing  m  all  cases  was  by  the  tap 
line  and  was  from  a  point  on  the  tap  line  to  destination.  In  point 
of  fact,  the  lumber  was  shipped  from  the  mill  at  the  junction  point, 
the  point  upon  the  tap  line  named  in  the  billing  being  that  point 
from  which  the  logs  were  originally  taken  up  for  transportation  to 
the  mill.  The  claim  of  this  defendant  was  tnat  the  log  was  milled 
in  transit,  and  that  when  the  lumber  finally  went  forward  it  might 
with  propriety  be  treated  as  though  it  were  shipped  from  the  pomt 
where  the  log  originally  started  by  rail. 

Certain  facts  were  generally  true  of  all  these  tap  lines.  They  were 
first  built  and  owned  by  the  proprietor  of  the  lumber  mill,  and 
while  at  first  exclusively  mill  propositions  they  soon  reached  a  point 
when  they  engaged  in  other  business  to  a  greater  or  less  extent, 
doing  more  or  less  outside  transportation,  even  when  run  as  private 
enterprises.  It  was  diflScult  to  draw  any  line  between  the  logging 
road  as  such  and  the  logging  road  which  had  become  a  general  car- 
rier of  freight.  The  divisions  allowed  by  the  railroad  companies  to 
the  tap  lines  did  not  seem  to  be  in  any  case  as  great  as  the  actuid 
expense  of  transporting  the  logs  to  the  mill.  In  most  cases  it  ap- 
peared probable  that  these  divisions  amounted  to  from  40  to  70  per 
cent  of  the  cost  of  maintaining  the  tap  lines,  including  interest  on  the 
investment. 

The  complainant  mills  were  all  operated  in  territory  east  of  the 
Mississippi  River,  and  their  complaint  had  reference  to  lumber  sold 
in  the  Central  Freight  Association  t-erritory.  The  defendants  were 
all  located  west  of  the  Mississippi  River  and  did  not  participate  at 
all  in  the  transportation  of  lumoer  from  the  mills  of  the  complainant 
into  the  territory  involved. 

Conclusion  of  the  Commission. — The  practice  complained  of  is  not 
in  violation  of  that  provision  of  the  act  to  regulate  commerce  which 
prohibits  undue  preference  between  individuals  or  localities,  inas- 
much as  the  defendants,  in  granting  the  rates  to  lumber  mills  owning 
or  controlling  short  originating  roads  called  tap  lines^  did  not  make 
or  participate  in  the  rates  which  the  complaining  mills  paid.  The 
fact  that  these  carriers  failed  or  refused  to  allow  like  concessions  to 
members  of  the  complaining  association  located  in  a  different  section 
of  the  country  did  not  make  the  continuance  of  this  concession  by 
defendants  illegal. 

Defendants'  railroad  company  may  not,  by  granting  divisions  to 
mill  owners,  compensate  the  mill  owner  for  the  cost  of  brin^^v^Visw 
logs  td  mill.     If  these  divisions  are  allowed  at  aW^W,  Tx\\x&\»\i^\^^R»»^^ 
01  the  relation  existing  between  the  railway  w\v\dti\srvT^^  ^^^^^^ 
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and  the  defendant  which  transports  the  product  to  market.  "The 
shipment  of  the  log  to  mill  and  the  lumber  from  the  mill  mav,  under 
the  circumstances  of  this  case,  be  treated  as  the  shipment  from  the 
point  where  the  log  is  received  to  the  point  where  the  lumber  is  finally 
delivered,  and  *  *  *  the  carrier  may  make  such  allowance 
toward  the  cost  of  moving  the  lumber  from  that  point,  and  *  ♦  ♦ 
it  may  do  this  by  joint  arrangement  with  the  carrier  bringing  the  log 
to  the  mill,  provided  that  carrier  is  a  common  carrier  by  rail. 
These  divisions  can  onlv  be  granted  when  the  logging  road  is  a  pub- 
lic carrier  which  actually  makes  a  joint  through  rate. 

Disposition  of  case. — "  Divisions  allowed  by  the  Kansas  City  South- 
ern and  the  St.  Louis  Southwestern  are  in  violation  of  law,  and  those 
granted  bv  the  St.  Louis,  Iron  Mountain  and  Southern  may  be."  An 
order  in  this  case  would  not  be  an  efficacious  means  of  putting  a  stop 
to  illegal  practices.  The  better  way  would  be  injunction  or  criminal 
proceedings.  Complaint  therefore*^  dismissed,  with  statement  that 
such  steps  would  be  taken  as  might  seem  necessary  after  due  oppor- 
tunity had  been  given  to  the  carriers  to  adjust  their  tariffs  and 
their  arrangements. 

Docket  No.  664. 

Complaint, — Inquiry  bv  the  Commission,  upon  its  own  motion, 
following  informal  complaint  by  the  Detroit  Salt  Works.  Investi- 
gation to  ascertain  whether  the  International  Salt  Coinpany,  doing 
business  at  Manistee  and  Ludington  and  alleged  to  be  virtual  owners 
of  the  boat  line  (the  Michigan,  Indiana  and  Illinois  Line)  operat- 
ing a  line  of  steamships  between  Manistee  and  Ludington,  Mich.,  and 
Chicago,  111.,  so  divided  the  through  rate  on  salt  from  the  said 
Michigan  points  to  the  West  as  to  secure  a  rebate  to  the  International 
Salt  Company  of  8  to  10  cents  per  barrel,  to  the  disadvantage  of  the 
Detroit  salt  field. 

Facts, — ^The  International  Salt  Company  is  not  a  producer  of  salt^ 
but  handles,  as  sales  agent  and  purchaser,  the  entire  production  of  the 
Manistee  and  Ludington  region.  The  president  of  the  International 
Salt  Company  is  also  president  of  the  boat  line,  and  the  same  indi- 
viduals, two  in  number,  own  controlling  interests  in  both  companies 
With  one  exception  the  officers  are  the  same  in  both,  although  they 
are  wholly  separate  and  distinct  corporations.  The  boat  line,  while 
ready  to  carry  salt  for  any  person  otfering  it,  has  in  point  of  fact 
secured  no  such  offers,  and  carries  salt  exclusively  for  the  Inter- 
national Salt  Company. 

The  through  rate  :from  Manistee  and  Ludington  to  the  Missouri 
River  is  53  cents,  which  is  made  by  adding  to  the  local  rate  of  4() 
cents  7  cents  per  barrel  for  the  across-the-lake  service.  In  the 
division  of  this  rate  the  railways  allow  the  boat  line  from  30  per 
cent  to  33 J  per  cent  on  business  beyond  the  Mississippi  River,  or 
from  IG  to  18  cents  for  transportation  across  the  lake.  Detroit 
shippers  allege  that  this  absolutely  bars  Detroit  salt  from  busine--? 
west  of  the  Mississippi  throu«fh  the  Chicago  gateway  and  renders  it 
impossible  for  them  to  do  business  at  a  profit  on  lines  on  which  tha^ 
rates  are  in  effect  through  St.  Louis,  Hannibal,  Quincy,  and  Keokuk 

The  established  vesseV  Y\t\^?>  o\\  \W  l?ik^^  had  formerly  carried  silt 
to  Chicago  for  8  to  11  cewl^  pv^T  V)vvTT^,\iw\,  ^^^xVAcywaN.  'sfexvloes  are 
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rendered  by  the  boat  line,  including  stowage  by  stevedores  at  Manistee 
and  Ludington,  which  cost  it  1  cent  per  barrel ;  unloading  and  cooper- 
age at  Chicago,  2.6  cents  p>er  barrel,  and  dockage  charges,  5  cents  per 
barrel.  Before  the  organization  of  the  boat  line  the  shipjjers  tried 
both  water  and  all-rail  transportation  to  Chicago,  but  testified  that 
they  failed  to  secure  the  prompt  service  necessary  to  successful  opera- 
tion. It  costs  more  to  manufacture  salt  at  Detroit  and  throughout 
the  Detroit  field  than  to  manufacture  it  at  Manistee  or  Ludington. 
Coal  is  used  for  fuel  at  Detroit,  costing,  on  the  average,  75  cents  for 
each  ton  of  salt  manufactured,  while  the  manufacturers  of  salt  at 
Manistee  and  Ludington  also  manufacture  lumber,  and  the  refuse 
of  their  lumber  mills,  in  the  shape  of  sawdust,  bark,  slabs,  etc.,  almost 
valueless  for  other  purposes,  is  used  for  fuel. 

Conchision  of  the  Commission. — The  fixed  charges  incurred  by  the 
boat  line  in  the  transportation  of  salt  across  lake  to  Chicago,  amount- 
ing to  8.5  cents  per  barrel,  which  fixed  charges  were  not  included  in 
the  old  rates  made  by  the  boats  formerly  engaged  in  the  traflSc,  may. 
in  whole  or  at  least  in  part,  be  properly  included  in  the  cost  oi 
transportation.  In  addition  to  these  fixed  charges,  it  is  to  be  ob- 
served that  the  service  rendered  by  the  boat  line  is  more  expensive 
than  that  performed  by  the  former  method. 

"The  public  is  not  interested  in  the  division  of  a  through  rate, 
and  the  Commission,  therefore,  has  no  authority  to  condemn  the 
division  of  a  rate,  unless  a  part  of  the  through  Ime  and  the  article 
shipped  have  a  common  ownership  and  a  grossly  excessive  division 
is  made  for  the  purpose  of  paying  a  rebate." 

The  relations  between  the  boat  line  and  the  International  Salt 
Company  "  are  so  intimate  and  their  financial  interests  so  nearly 
identical  that  we  should  not  hesitate  to  condemn  this  division  of  the 
through  rate,  provided  we  could  find  that  the  division  paid  the  boat 
line  was  in  effect  a  rebate." 

It  was  further  held  that  it  is  no  part  of  the  business  of  the  Commis- 
sion to  equalize  the  natural  advantages  of  localities  through  adjust- 
ment of  the  tariffs. 

Dispositian  of  case, — The  Commission,  finding  that  the  division  is 
not  so  grossly  excessive  as  to  justify  it  in  holding  the  same  to  cover 
a  rebate,  orders  proceedings  dismissed. 

Docket  No.  687. 

Complaint, — Inquiry  by  the  Commission,  upon  its  own  motion,  fol- 
lowing information  in  the  nature  of  an  informal  complaint,  to 
ascertain  the  facts  respecting  allowances  by  the  defendant  company 
to  the  owners  of  certain  elevators  and  to  determine  whether  such 
allowances  are  in  violation  of  law. 

Facts, — The  Union  Pacific  Railroad  entered  into  a  contract  with 
Peavey  &  Co.,  under  which  the  latter  erected  elevators  at  Kansas 
City  and  Council  Bluffs  for  the  transfer  of  grain  at  those  stations 
for  the  Union  Pacific  system,  and  for  this  service  Peavey  &  Co.  was 
to  receive  1 J  cents  per  100  pounds.  The  latter  are  grain  merchants 
and  owners  of  elevator  properties  controlling  a  large  number  of 
country  elevators  and  large  buyers  of  grain  along  the  Union  Pacific 
lines.  It  is  fairly  inferable  from  the  testimoivy  iVvaA,  Y^'kn^^  %k*  ^^^ 
handle  some  GO  per  cent — perhaps  more — oi  lYv^  gcivcs.  ^\v^^  Vt^xsji. 
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Union  Pacific  stations.  Substantially  all  grain  so  shipped  by  than 
is  transferred  through  the  Peavey  elevators,  and  little  or  no  grain 
is  transferred  through  these  elevators  for  other  parties,  although 
the  Union  Pacific  has  the  right  to  require  such  transfer  under  the 
terms  of  its  contract.  Statements  show  that  12,329,381  bushels  were 
transferred  through  the  Peavey  elevators  at  Kansas  Citv  between 
July,  1898,  and  May,  1903,  and  that  23,839,533  bushels  were  trans- 
ferred at  Council  Bluffs  between  July,  1899,  and  May,  1903.  At 
Kansas  City  the  earnings  for  transferring  grain  from  July,  1898, 
to  May,  1903,  were  $92,069.63;  the  operating  expenses,  $77,500;  the 
aggregate  profit,  $14,369.62;  the  average  annual  profit,  $2,913.92. 
This  allows  nothing  in  either  case  for  interest  on  investment,  depre- 
ciation of  plant,  insurance  on  grain  in  storage,  or  expenses  of  general 
management.  The  elevator  at  Council  Bluffs  cost  $200,000 ;  that  at 
Kansas  City,  $150,000.  Assuming  these  figures  to  be  substantially 
correct,  the  transfer  business,  considered  by  itself,  was  unprofitable. 
A  rival  concern  at  Council  Bluffs  receives  tne  same  compensation  for 
transferring  grain.  Prices  elsewhere  applied  do  not  establish  the  claim 
that  Peavey  &  Co.  were  unduly  remunerated.  It  was  not  seriously 
contended  that  Peavey  &  Co.,  in  fact,  pays  any  more  for  grain  than 
any  other  buyers.  The  testimony  was  unqualified  that  the  arrange- 
ment in  question  had  not  affected  the  prices  paid  to  the  producer. 
In  other  words,  the  transfer  charge  was  not  "  reflected  into  the  inte- 
rior." Competing  shippers  have  failed  to  make  known  their  griev- 
ances, if  they  have  any. 

ConclvMon  of  the  Commission. — "  However  objectionable  tiie 
arrangement  may  appear  from  any  point  of  view  we  are  convinced, 
rather  against  our  original  impressions,  that  it  can  not  be  adjudged 
unlawful."  The  contracts  for  transferring  grain  were  made  in  good 
faith  and  for  a  legitimate  purpose  and  the  compensation  paid  is 
not  unreasonable  for  the  service  performed.  The  Union  Pacific  was 
not  debarred  from  dealing  with  Peavey  &  Co.,  because  they  happened 
to  be  grain  merchants  as  well  as  elevator  proprietors.  "  It  is  scarcely 
needful  to  add  that  arrangements  of  the  kind  investigated  in  thi 
proceeding  are  not  favorably  regarded.  When  anything  directly 
connected  with  the  public  service  which  a  carrier  is  bound  or  under- 
takes to  perform  is  larmed  out,  so  to  speak,  to  one  of  its  own  shippers, 
the  relation  therebv  brought  about  is  likely  to  excite  distrust  and  to 
be  looked  upon  witn  suspicion." 

Disposition  of  case. — No  requirement  of  the  act  disregarded.  Com- 
plaint dismissed. 

Docket  No.  824. 

Complaint. — Proceeding  on  inquiry  and  investigation  ordered  by 
Commission  concerning  allowances  made  by  railroads  or  persons 
owning  elevators  or  by  such  companies  or  persons  to  shippers  of  ffrain 
between  interstate  points  and  concerning  the  legality  of  such  allow- 
ances. 

Disposition  of  case. — Investigation  pending. 

Docket  No.  2G(>. 

Complaint. — That  the  d^f^ivdauts  and  the  Lackawanna  Live  Stock 
Express  Company,  a  burlaw  OTg^nvvL^^  «ltA  ettTv\x^^ft.\sN|  dj^teudants 
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for  the  transaction  of  live-stock  transportation  over  the  lines  from 
Chicago  to  New  York,  have  so  managed  the  live-stock  transportation 
business  as  to  discriminate  between  the  complainants  and  their  com- 
petitors in  the  pro\'ision  of  cars  and  in  the  rates  paid  for  carriage  by 
means  of  a  rebate  or  other  allowances. 

Facts. — Jacob  Shamberg  is  a  cattle  dealer  residing  in  New  York, 
purchasing  cattle  for  domestic  and  foreign  consumption.  Schwarz- 
child  &  Sulzberger  were  engaged  in  the  same  business  with  complain- 
ant, at  Forty-fifth  street.  East  River,  New  York,  where  they  had  a 
dock  and  stock  yards.  Schwarzchild  &  Sulzberger  and  defendant, 
the  Lackawanna  road,  entered  into  a  contract  in  1888  imder  which 
the  Lackawanna  made  free  deliveries  to  Schwarzchild  &  Sulzberger 
of  all  live  stock  delivered  to  it  for  shipment  to  this  firm  or  in  the 
care  thereof.  The  service  was  estimated  to  have  cost  3J  cents  per 
hundred  pounds. 

Other  trunk  lines  did  not  ffive  free  lighterage  within  the  lighterage 
limits  of  the  harbor  of  New  York  but,  at  a  meeting  held  in  1889,  met 
this  competition  by  providing  for  an  increase  in  the  rate  of  live  stock 
with  the  option  or  tree  delivery  within  the  lighterage  limits  of  New 
York.  xVfter  this  action  by  the  trunk  line  committee  the  Lacka- 
wanna, in  addition  to  these  free  deliveries,  allowed  Schwarzchild  & 
Sulzberger  3^  cents  per  hundred  pounds  for  yardage,  which  allowance 
had  not  previously  been  made.  The  allowance  for  yardage  was  made 
to  Schwarzchild  &  Sulzberger  on  their  own  shipments  as  well  as 
shipments  to  others  in  their  care.  Schwarzchild  &  Sulzberger  owns 
its  own  yards. 

The  firm  of  Schwarzchild  &  Sulzberger  for  a  time  had  a  member, 
Samuel  Weil,  who  was  a  brother-in-law  of  Sulzberger.  Schwarzchild 
&  Weil  both  had  disposed  of  their  interests  to  Sulzberger  by  August, 
1890. 

The  Lackawanna  Live  Stock  Express  Company  was  organized 
January  6,  1888,  having  for  its  incorporators  certain  individuals  who 
were  friends  of  Weil  and  who  allowed  their  names  to  be  used  as  in- 
corporators at  his  request.  This  company  entered  into  a  contract 
with  the  Lackawanna  and  Nickel  Plate  roads,  by  which  it  was  to  pro- 
vide certain  improved  stock  cars  for  such  roads,  under  terms  of  strik- 
ing financial  advantage  to  the  express  company.  The  railroad  com- 
panies paid  the  express  company  car  rental  or  mileage  of  three- 
fourths  cent  from  September  1, 1888,  to  September  1, 1890,  the  sum  of 
1205,582.68.  Deducting  from  this  amount,  expenditures  for  repairs 
and  salaries,  $34,050.48,  there  is  left  $171,532.20  as  the  amount 
earned  by  the  express  company  in  two  years  above  current  exoenses, 
representing  over  50  per  cent  per  annum  on  the  capital  investea  after 
deductions  were  mad!e  and  not  taking  into  consideration  the  depre- 
ciation in  the  value  of  the  cars;  the  life  of  which,  however,  is  esti- 
nated  at  from  ten  to  twelve  years. 

Mileage  made  by  the  cars  of  the  express  company  is  over  twice  that 
made  by  ordinary  live-stock  cars,  due  to  the  fact  that  they  are  run 
exclusively  on  through  trips  from  Chicago  to  New  York,  and  not 
from  intermediate  local  stations;  that  they  are  sent  directly  back  to 
Jie  west  without  detention,^ and  that  the  cattle  can  be  fed  ana  watered 
>n  the  express  cars  without  unloading  for  the  purpose  at  Buffalo  or 
elsewhere. 
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Through  bills  are  not  issued  by  the  express  company,  but  by  the 
railroad  company,  and  the  latter  fixes  the  rates  of  transportation  and 
collects  the  xreight  charges.  No  account  of  the,  mileage  earned  by 
the  express  cars  is  kept  by  the  express  company ;  but  it  is  kept  by  the 
mileage  departments  of  the  railroad  companies.  The  express  com- 
pany has  no  yards  or  tracks  of  its  own  for  its  cars,  but  uses  those  of 
the  roads. 

Well,  the  brother-in-law  of  Sulzberger  claimed  to  own  a  controll- 
ing interest  in  the  express  company.  The  stock  had  never  been  issued 
to  him,  although  he  made  the  cash  or  delivery  payments  on  the  ex- 
press cars,  and  also  paid  the  subsequent  installments  of  the  purchase 
money  as  they  fell  due.  The  testimony  indicated  that  Sulzberger 
might  have  furnished  Weil  the  necessary  money.  The  cars  of  the 
express  company  were  not  used  for  the  accommodation  of  shippers 

generally,  but  only  for  those  whose  names  were  furnished  to  B.  A. 
egeman,  jr.,  and  although  ostensibly  open  to  all,  practically  they 
were  withheld  from  shippers  in  general,  limiting  their  use  to  a  few. 
Ninety  per  cent,  or  substantially  all  the  business  done  by  the  express 
cars  is  that  of  Schwarzchild  &  Sulzberger  and  shippers  in  their  cars 
at  Forty-fifth  street,  East  River. 

Conclusion  of  the  Commission, — The  Lackawanna  Live  Stock  Ex- 
press Company  was  an  independent  company  or  corporation  only  in 
name ;  it  was  in  fact  owned  and  controlled  by  Weil  &  Sulzberger,  of 
Schwarzchild  &  Sulzberger.  By  the  aid  and  cooperation  of  the  rail- 
road, defendants  had  operated  in  the  interest  of  Schwarzchild  & 
Sulzberger.  It  is  a  device  on  the  part  of  Schwarzchild  &  Sulzberger 
to  evade  the  act  to  regulate  commerce  by  giving  an  undue  and  unrea- 
sonable preference  to  Schwarzchild  &  Sulzberger  and  consignees  in 
their  care.  The  express  company,  being  practically  Schwarzchild  & 
Sulzberger,  a  contract  between  the  railroads  and  Schwarzchild  & 
Sulzberger,  made  in  1888,  is  in  effect  a  contract  between  the  railroads 
and  the  express  company  and  is  in  furtherance  of  the  mutual  design 
of  the  roads  and  Schwarzchild  &  Sulzberger  to  evade  the  law.  T^e 
conditions  under  which  car  mileage  was  allowed  the  express  company 
cars  constituted  an  unlawful  preference. 

If  it  be  incumbent  upon  common  carriers  of  live  stock  under  certain 
circumstances  to  furnish  yardage,  it  is  certainly  not  after  delivery 
to  consignee  on  his  own  dock  and  in  his  own  yards.  Yardage  allowed 
to  Schwarzchild  &  Sulzberger  of  3^  cents  per  hundred  pounds  on 
their  shipments  of  cattle  was  a  reduction  or  rebate  from  their  regular 
tariff  rate.  The  lighterage  allowance,  because  of  the  packet  condi- 
tions in  New  York  Harbor,  is  not  in  this  case  condemned. 

Disposition  of  case, — Ordered  that  the  respondent  carriers  desist 
from  giving  unlawful  preference  and  advantage  to  the  firm  of 
Schwarzchild  &  Sulzberger  or  their  successors  in  the  transportation 
of  live  stock  to  New  York  City  by  the  payment  of  car  mileage  for  the 
use  of  the  Lackawanna  Live  Stock  Express  Company  cars  or  by  the 
payment  of  yardage  of  Schwarzchild  &  Sulzberger  for  the  cattle 
transported  for  them.  The  United  States  circuit  court,  in  an  inde- 
pendent suit,  ordered  Shamberg  not  to  interfere  with  the  operation 
of  the  contracts.  No  request  was  made  to  enforce  the  order  of  the 
•  Interstate  Commerce  Commission. 
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Docket  No.  751. 

Complaint. — Investigation  ordered  by  Commission,  on  its  own 
motion,  on  receipt  of  complaints  alleging  that  the  respondent  roads 
had  entered  into  contracts  with  the  Armour  Car  Lines,  whereby  re- 
frigerator cars  owned  or  controlled  by  said  Armour  Car  Lines  were 
used  exclusively  by  the  said  railroads  in  the  transportation  of  fruit 
shipments  originating  on  their  lines,  and  that  certain  icing  or  re- 
frigeration charges  fixed  by  the  Armour  Car  Lines  were  applied  upon 
shipments  of  fruit  carried  in  such  cars,  which  were  greatly  in  excess 
of  the  charges  for  refrigerating  other  cars  used  by  the  said  railroads. 

Facts. — ^Ihe  respondent  railroad  companies  entered  into  a  con- 
tract with  the  Armour  Car  Lines  by  which  the  railroad  companies 
were  to  be  furnished  with  refrigerator  cars  for  use  in  the  transporta- 
tion of  fruit  from  points  in  Michigan  to  any  point  of  destination,  the 
car  lines  to  assume  all  charge  and  liability  in  respect  of  icing,  while 
the  railroad  companies  upon  their  part  agreed  to  pay  the  car-line 
company  three-fourths  of  a  cent  per  mile  'for  the  entire  distance 
which  the  car  moved  over  their  lines,  and  not  to  permit  the  use  of  any 
other  cars  than  those  of  the  car-line  company  for  the  shipments  of 
fruits  under  refrigeration.  Before  these  contracts  were  made  railroad 
companies  had  furnished  refrigeration  without  any  charge  over  and 
above  the  freight  rate,  and  they  subsequently  made  a  charge  for  re- 
frigeration substantially  equal  to  the  cost  of  the  icing.  Under  the 
contracts  the  car-line  company  exacts  a  charge  for  the  refrigeration 
service  which  greatly  exceeds  that  formerly  made  to  cover  the  cost  of 
icing  by  railroad  companies  and  ranges  from  50  to  150  per  cent  above 
that  made  prior  to  the  contracts  by  the  car-line  company.  An  ex- 
ample given,  which  is  "  fairly  illustrative,"  is  as  follows:  The  rate  on 
peaches  from  Grand  Rapids  to  Boston  is  79  cents  per  100  pounds, 
with  a  minimum  of  20,000  pounds.  Previous  to  1900  this  included 
the  cost  of  refrigeration,  so  that  a  carload  of  peaches  could  be  shipped 
from  Grand  Rapids  to  Boston  for  $158.  Subsequently  the  cost  of  the 
ice  was  charged  in  addition  to  the  rate,  and  this  seems  to  have  aver- 
aged not  far  from  $20  per  car,  making  a  total  of  $178  per  car.  At 
the  time  of  the  investigation  the  Armour  Car  Line's  refrigerator 
charge  was  $55,  making  the  total  cost  of  transportation  $213,  an  in- 
crease of  $55  per  car,  or  more  than  33^  per  cent  over  the  rate  in  effect 
four  or  five  years  preceding. 

Conclusion  of  the  Commission. — It  is  the  duty  of  respondent  rail- 
road companies  to  furnish  refrigerator  cars  for  the  transportation 
of  fruits  from  points  in  Michigan.  While  it  is  possible  that  these 
carriers  might  at  the  outset  have  legally  declined  to  provide  this 
special  kind  of  equipment,  they  ought  not  to  be  permitted  to  do  so  at 
this  time.  But  this  duty  arises  out  of  their  common-law  liability, 
does  not  come  under  the  act  to  regulate  commerce  or  under  the  juris- 
diction of  the  Commission,  and  redress  for  failure  to  fulfill  it  must  be 
sought  in  the  courts. 

The  respondent  railroads  may  provide  such  cars  either  By  pur- 
chase on  their  own  account  or  by  lease  from  other  roads,  but  ii  the 
latter  plan  is  adopted  they  may  undoubtedly  enter  into  exclusive  con- 
tracts with  a  car-line  company  for  the  same. 

•   While  it  is  more  doubtful  whether  a  carrier  \s  l^^^W^  Q,«vsv^^!^'«i^^. 
to  furnish  ice  for  refrigeration  of  some  c^t^,  m  >i\\^  o^vkvwv  <A  "Ow^ 
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Commission  he  should  be ;  but  "  while  the  carrier  may  be  under  no 
obligation  to  furnish  ice,  if  he  does  furnish  it  and  does  prohibit  the 
shipper  from  returning  it  from  any  other  source  the  price  must  be 
reasonable,  and  that  price  is  a  part  of  the  total  charge  of  the  trans- 
portation service  afforded  by  the  carrier." 

The  railroad  companies  by  making  these  exclusive  contracts  in 
effect  impose  upon  shippers  exorbitant  prices  for  the  transportation 
of  Michigan  fruits  to  markets  in  other  States  in  violation  of  section  1 
of  the  act  to  regulate  commerce,  but  in  consideration  of  the  more 
complete  service  afforded  by  the  car-line  company  the  charges  for 
refrigeration  might  properly  be  somewhat  increased  over  the  actual 
cost  of  the  ice. 

Disposition  of  case. — Further  action  withheld  imtil  October  1  to 
allow  readjustment  of  charges  by  the  respondent  carriers. 

Docket  No.  310. 

Complaint. — That  defendants  are  guilt}'  of  unjust  discrimination 
against  complainants  in  the  carriage  of  cattle  from  Chicago  to  New 
York  by  giving  rebates  to  the  Eastman  Company,  Limited,  and 
Joseph  Stern,  concessions  being  in  the  form  of  car  mileage  and  de- 
duction of  j^ardage  charges. 

Disposition  of  ca^e.—^o  hearing.  Application  of  complainant  to 
withdraw  complaint  filed. 

Docket  No.  410. 

Complaint. — That  defendants  charge  an  arbitrary  and  extortion- 
ate rate  of  7i  cents  per  100  pounds  more  than  the  published  race  on 
fruit  and  vegetables  when  the  same  are  shipped  in  refrigerator  cars 
from  points  Ibetween  Matoon  and  Panna  to  Villa  Ridge,  inclusive, 
to  points  on  defendant's  lines  or  connecting  roads,  while  such  extra 
charge  is  not  made  on  similar  traffic  shipped  from  points  on  defend- 
ant's road  north  of  Pana  or  Matoon  or  rrom  Mounds,  Mound  City, 
and  Cairo. 

Disvosition  of  case. — Stipulation  by  parties  to  have  complaint  ik- 
missea  was  filed,  and  on  July  11, 1895,  order  of  dismissal  was  enterad. 

Complaint. — General  investigation  in  the  matter  of  underbilling 
<K)nducted  by  the  Commission  at  New  York  City,  Buffalo,  Detroit^ 
Chicago,  Omaha,  Lincoln,  and  Washington  in  March,  1888. 

Facts. — It  is  found,  as  a  matter  of  fact,  that  an  immense  amount 
of  traffic  has  been  carried  by  the  railroads  of  the  country  during  the 
last  six  months,  and  to  some  extent  during  the  entire  period  since 
the  passage  of  the  act  to  regulate  commerce,  the  tonnage  or  weight 
of  which  was  underbilled.  This  practice  has  not  been  confined  to 
any  particular  road  or  group  of  roads,  but  has  been  generally  preva- 
lent. It  is  unequivocally  condemned  by  every  railroad  officer  and 
traffic  manager  whom  the  Commission  has  approached,  though  the 
facts  are  sudi  that  they  would  seem  to  be  not  entirely  without  fault 
in  the  matter.  The  general  fact  is  apparent  that  railroad  managers 
are  reluctant  to  move  individually  in  putting  an  end  to  discrimina- 
tions of  this  kind.  They  have  shut  their  eyes  to  the  wrong  involved 
until  such  time  as  concerted  actvoivm\^V\i^\\».^, 
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Among  the  conditions  specifically  found  were  the  following :  Sixty- 
one  cars  from  the  Michigan  Central  Railroad  were  weighed  at  Black 
Rock  February  1  to  18,  1888.  Of  these  the  billing  of  57  cars  was 
short,  in  all,  273,350  pounds,  and  4  cars  were  overbuled,  in  all,  4,100 
pounds.  One  hundred  and  thirty-five  cars  from  the  same  road  were 
weighed  at  Suspension  Bridge  January  23  to  February  15,  1888.  Of 
these  the  billing  of  129  cars  was  short,  in  all,  536,545  pounds,  and  that 
of  6  cars  was  over,  in  all,  7,290  pounds.  The  shortage  on  11  cars 
exceeded  10,000  pounds  per  car.  Forty  cars  from  the  New  York 
Central  and  Hudson  River  Railroad,  west  bound,  were  weighed  at 
Suspension  Bridge  February  6  to  13,  1888,  and  were,  found  short,  in 
all,  109,280  pounds,  or  8  per  cent  of  the  total  weight  as  waybilled. 
In  examining  the  schedules  in  detail  a  large  number  of  grain  ship- 
ments from  Toledo  were  observed.  Some  50  carloads  of  grain  were 
shipped  from  Toledo  to  various  points,  of  which  the  average  imder- 
biliing  was  12,000  pounds  per  car,  considerably  more  than  25  per 
cent  of  the  actual  weight. 

Contents  of-  car  No.  10704  (containing  middling)  from  the  Wis- 
consin division  of  the  Chicago  and  Northwestern  Railroad  were  sold 
on  the  floor  of  the  Chicago  Board  of  Trade  in  February  last.  The 
car  had  been  billed  as  containing  21,000  pounds,  freight  prepaid. 
When  the  middlings  were  transferred  east  to  a  Nickel  rlate  car  and 
reweighed  it  was  found  that  the  car  contained  45,500  pounds.  This 
car  was  weighed  a  second  time  with  the  same  result.  It  had  been 
underbilled  23,900  pounds. 

Underbillinff  is  not  confined  to  shipments  of  grain.  Another  in- 
dustry quite  aisastrously  affected  is  the  packing  business.  Under- 
billing  is  also  practiced  to  a  considerable  extent  in  the  shipment  of 
merchandise  in  small  lots.  This  frequently  takes  the  form  of  false 
classification — for  instance,  the  article  named  as  tanner's  bark  by 
consignor,  falling  in  the  third  class,  was  found  upon  examination  to 
be  sassafras  root,  in  the  first  class;  dried  fruit,  falling  in  the  fourth 
class,  to  be  groceries,  falling  in  the  second  class;  burlaps,  falling  in 
the  lourth  class,  to  be  cotton  bags,  falling  in  the  first  class;  earth 
paint,  falling  in  the  fourth  class,  to  be  drugs,  falling  in  the  first 
class. 

Conclusion  of  the  Commission, — Underbilling  is  a  device  by  which 
the  shipper  pays  for  the  transportation  of  a  less  quantity  of  freight 
than  is  actually  carried,  and  thereby  obtains  a  reduced  rate  upon  the 
gross  shipment.  It  is  forbidden  by  the  act  to  regulate  commerce. 
Unjust  discrimination  results  from  underbilling  in  that  the  favored 
shipper  pays  a  less  sum  than  is  charged  to  others  for  the  same  service, 
common  carriers  being  bound  to  exact  equality  in  their  service  to  the 
public. 

Disposition  of  case. — No  order. 

Docket  No.  122. 

Complaint. — That  defendants  by  underbilling  have  charged  and 
received  less  compensation  for  the  transportation  of  grain  and  feed 
from  points  in  Ohio,  Indiana,  and  Illinois  to  the  city  of  Philadelphia 
than  was  specified  in  the  published  schedule  of  rates  and  charges 
then  in  force,  thereby  giving  unreasonable  pr^ietexvofe  ^w^  ^^n^\>X»j^ 
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to  the  owner  of  such  grain  and  feed  and  subjecting  other  traders  in 
same  commodities  to  undue  prejudice  and  disadvantage. 

Disposition  of  case. — On  May  7,  1888,  complainant's  application 
for  indefinite  postponement  was  filed,  and  on  the  same  day  the  hear- 
ing was  indefinitely  postponed. 

Docket  No.  123. 

Complaint. — ^That  defendants  by  underbilling  charged  and  received 
a  less  compensation  for  the  transportation  oi  grain  and  feed  from 
points  in  Ohio,  Indiana,  and  Illinois  to  the  city  of  Philadelphia  than 
was  specified  in  the  published  schedules  of  rates  and  charges  then  in 
force,  thereby  giving  unreasonable  preference  to  the  owners  of  such 
grain  and  feed  and  subjecting  other  traders  in  said  commodities  to 
undue  prejudice. 

Disposition  of  case. — On  May  7,  1888,  the  complainant's  applica- 
tion tor  indefinite  postponement  was  filed,  and  on  the.  same  day  the 
hearing  was  indefinitely  postponed. 

Docket  No.  124. 

Complaint. — That  defendants  by  underbilling  charged  and  received 
a  less  compensation  for  the  transportation  oi  grain  and  feed  from 
points  in  Ohio,  Indiana,  and  Illinois  to  the  city  of  Philadelphia  than 
was  specified  in  the  published  schedules  of  rates  then  in  force,  therebv 
giving  unreasonable  preference  to  the  owners  of  such  grain  and  feed, 
and  subjecting  other  traders  in  said  commodities  to  undue  prejudice. 

Disposition  of  case. — On  May  7,  1888,  the  complainant's  applica- 
tion for  indefinite  postponement  was  filed,  and  on  the  same  day  the 
hearing  was  indefinitely  postponed. 

Docket  No.  125.     - 

Complaint. — That  defendants  by  underbilling  charged  and  received 
a  less  compensation  for  the  transportation  of  grain  and  feed  from 
points  in  Ohio,  Indiana,  and  Illinois  to  the  city  of  Philadelphia  than 
was  specified  in  the  published  schedules  of  rates  and  charges  then 
in  force,  thereby  giving  unreasonable  preference  to  the  owners  of  such 
grain  and  feed,  and  subjecting  other  traders  in  said  commodities  to 
undue  prejudice. 

Disposition  of  case. — On  May  7, 1888,  complainant's  application  for 
indefinite  postponement  was  filed,  and  on  tne  same  day  the  hearing 
was  indefinitely  postponed. 

Docket  No.  523. 

Complaint. — Complaint  of  irregularities  in  the  transportation  of 
petroleum  and  its  products  from  East  Boston  to  Newport,  such  ir- 
regularities consistmg  in  underbilling  in  transportation  at  less  than 
the  tariff  rate. 

Disposition  of  case. — ^Heaxmgat  Boston^  March  12, 1898,  this  being 
the  last  entry  in  docket. 


DIGEST   OP   HEARINGS   ON   RAILWAY   RATES.  783 

Docket  Xo.  587. 

Complaint, — Order  of  Commi&sion  that  a  proceeding  of  investiga- 
tion, in  regard  to  underbilling  and  misrepresentation  of  freight 
articles  delivered  by  shippers  for  transportation,  be  instituted. 

Disposition  of  case, — Hearings  in  this  case  were  had  at  New  York, 
November  14,  1900;  Chicago,  November  22,  1900;  New  York,  De- 
cember 21,  1900;  Philadelphia,  April  4,  1901,  the  record  of  the  last- 
named  hearing  constituting  the  last  entry  in  the  docket. 

INFORMAL  COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  dis- 
crimination by  means  of  false  billing  and  underbilling :  False  billing, 
1711;  false  billing,  mixed  carload,  1800;  improper  manifesting, 
1171;  misrepresentation  of  character  of  freight,  1724;  false  billing 
and  false  classification,  323,  1084,  1748;  underbilling,  72,  1598,  2147, 
2537,  2937. 

DocicET  No.  242. 

Complaint, — That  complainant  is  discriminated  against  in  the  clas- 
sification of  soap  in  this,  that  his  soap,  which  is  described  as  toilet 
soap,  is  therefore  and  for  that  reason  placed  in  the  second  class, 
whereas  his  soap  is  not  superior  to  common  or  laundry  soap,  which  is 
placed  in  the  fourth  class. 

Facts, — Complainant  was  a  manufacturer  of  soap,  which  he  adver- 
tised extensively  as  suitable  for  toilet  purposes.  Evidence  was  given 
tending  to  show  that  such  soap  was  of  substantially  the  same  quality, 
market  value,  and  selling  price  as  common  or  laundry  soap,  which 
was  not  put  in  the  market  as  toilet  soap.  Complainant's  soap  was 
put  in  the  second  chiss,  common  or  laundry  soap  in  the  fourth  class. 
It  was  said  upon  the  hearing  that  the  trade  name  of  the  complainant's 
soap — '"American  Castile  soap,"  which  is  a  soap  intended  for  toilet 
purposes — was  essential  to  the  selling  of  the  product,  and  that  it  must 
be  sold  as  a  toilet  soap.  Both  manufacturers  an*  the  railroads  found 
themselves  unable  to  adjust  the  difficulty  and  sought  the  assistance  of 
the  Commission  to  that  end. 

Conclusion  of  the  Commission, — A  matter  so  extensive  and  difficult 
as  classification  of  freights  must  be  mainly  governed  by  general  rules. 
This  is  indispensable  to  any  system  of  classification,  the  alternative 
being  a  rate  for  every  commodity  separately.  The  Commission  is 
unable  to  see  how  it  can  properly  or  justly  require  carriers  to  analyze 
freight  offered  to  them  to  ascertain  its  quality  and  actual  value  when 
those  are  claimed  to  differ  from  its  trade  designation  and  the  price 
paid  by  the  consumer.  Such  a  rule  would  be  entirely  impracticable. 
^'  AVhen  a  manufacturer  described  bis  article  to  the  puolic  for  the  pur- 
pose of  making  a  market  for  it,  he  ought  to  so  describe  it  for  th^ 
purpose  of  carriage,  and  it  seems  as  reasonable  that  the  carrier  siiould 
have  the  right  to  accept  the  manufacturer's  representation  concerning 
his  product  as  tliat  the  public  should  be  influenced  by  it  in  the  pur- 
chase of  the  article." 

Disposition  of  case, — Complaint  dismissed. 
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Docket  Nos.  184,  185,  194. 

Complaint, — Discrimination  in  rates  charged  in  transportation  of 
refined  oil  and  other  products  of  petroleum.  This  was  the  chief 
subject-matter  of  the  case:  That  the  defendants  failed  and  refused 
to  lurnish  tank  cars  to  complainant;  that  the  modes  adopted  by  the 
defendant  of  estimating  the  weight  and  quality  of  oil  in  barrels  and 
oil  in  tanks,  respectively,  for  the  j)urpose  of  fixmg  the  freight  charges 
thereon  effected  an  unjust  discrimination  against  oil  carried  in  barrels 
and  in  favor  of  oil  carried  in  tanks. 

Facts, — Facts  concerning  complainant's  complaint  of  refusal  to 
furnish  tank  cars  were  not  considered,  because  of  the  Commission's 
inability  to  compel  carriers  subject  to  its  jurisdiction  to  provide  any 
particular  kind  of  cars  or  other  special  equipment.  The  weight  per 
gallon  of  petroleum  and  its  products  ranges  from  6 J  pounds  oi  naph- 
uia  to  7i  pounds  for  lubricating  oil.  AH  these  commodities  wnen 
shipped  in  tank  cars  are  estimated  by  the  defendant  at  6.3  pounds  per 
gallon,  which  they  claim  to  be  their  actual  average  weight,  but  inas- 
much as  an  equal  amount  of  each  product  is  not  shipped,  but  there  1*^ 
a  very  large  excess  of  refined  oil  over  all  others  comDined,  the  weight 
of  which  is  not  less  than  6.5  pounds  per  gallon,  the  estimate  is  clearly 
below  the  actual  weight  of  the  merchandise  carried.  When  shipment 
is  made  in  barrels,  the  defendants  estimate  the  total  weight  of  oil  in 
barrels  at  400  pounds.  The  average  capacity  of  an  oil  barrel  is  50 
gallons;  its  weight,  filled  with  refined  petroleum,  400  to  410  pounds. 
The  weight  of  complainant's  refined  oil  is  6.7  pounds  per  gallon,  and 
of  his  barrel  70  pounds,  or  a  total  of  405  pounds.  Unaer  this  method 
of  estimating  rates,  the  shipper  of  the  tanK  cars  can  send  refined  oil  at 
less  total  cost  for  the  same  rate  of  freight  than  the  shipper  in  barrels 
between  the  same  points.  Under  a  state  of  facts  which  would  put  the 
barrel  shipper  most  nearly  on  equal  terms  with  the  tank  shipper,  the 
tank  shipper  would  get  an  advantage  which  would  amount  to  $1.41 
per  car.  Under  a  state  of  facts  where  the  barrel  shipper  would  be  on 
the  least  equal  terms  with  the  tank  shipper,  the  advantage  of  the  tank 
shipper  would  amount  to  $13.33  per  car.  The  facts  upon  which  these 
estimates  are  made  are  those  actually  possible  under  the  variations 
that  arise  in  the  application  of  the  constructive  or  hypothetical 
weights  employed. 

Defendants  require  a  tank  carload  to  be  the  full  capacity  of  the 
tank,  but  permit  it  to  be  billed  "  at  not  more  than  42  gallons  less 
than  the  actual  capacity  of  the  tank."  This  allowance  of  42  gallons 
per  car  is  mainly  on  account  of  leakage  and  evaporation.  No  allow- 
ance is  made  for  leakage  and  evaporation  for  shipments  in  barrels, 
although  the  average  leakage  from  a  barrel  of  refined  oil  is  about 
one-half  gallon.  Tank  cars  can  not  with  safety  be  entirely  filled  with 
oil  in  a  condensed  state  and  tightly  covered,  on  account  of  danger  of 
explosion  from  expansion  of  the  oil.  Barrels  can  not  be  completely 
filled  with  such  oil  for  the  same  reason. 

Conclusion  of  the  Commission. — The  defendant,  in  adopting  its 

system   of  estimating  weights,  has  been  guilty   of  discrimination, 

which,  while  not  flagrant,  is  actual  and  material,  ^^  so  far  as  thh 

7nethod  enables  the  tank  shipper  to  secure  the  carriage   of  more 

po?mds  of  freight  for  tW  sattv^  moiv^^^  ^^w  >i3cv^  ^\i\^^r  in  barrels, 

which  subjects  the  latter  to  wtvdwe.  ^lx^Sl  \vcX"ksn\\3\  ^^\q.^v^?   ^\sw 
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any  case  where  actual  weights  can  not  be  ascertained  without  need- 
less inconvenience  there  is  no  serious  objection  to  the  use  of  estimated 
or  constructive  weights,  provided  the  method  of  estimation  works 
no  inequality  in  its  practical  application  to  competing  modes  of  con- 
veyance." The  practice  of  allowing  the  tank  shipper  an  arbitrary 
reduction  of  42  gallons  per  tank  is  wholly  indefensiDie.  "  It  is  a  pro- 
voking discrimination  lor  which  no  rational  excuse  is  suggested  by 
defendant."  The  losses  from  leakage  and  evaporation  are  not  less 
proportionately  when  the  shipment  is  made  in  barrels,  and  to  make  a 
nxed  deduction  from  the  assumed  weight  of  oil  contained  in  a  tank 
is  "  equivalent  to  a  cash  rebate  to  its  owner." 

Disposition  of  case, — Defendants  directed  to  base  their  charges  on 
petroleum  products  upon  the  actual  weight  of  shipments,  whether  in 
tanks  or  barrels,  "  and  for  all  cases  where  actual  weights  can  not  be 
ascertained  without  great  inconvenience,  they  are  directed,  on  notice 
of  this  decision,  to  adopt  and  employ  such  rule  or  method  of  esti- 
mating weights  as  shall  practically  operate  to  secure  to  the  shipper 
in  barrels  for  the  same  aggregate  sum  as  may  be  paid  by  the  shipper 
in  tanks  in  any  case  the  transportation  between  the  same  points  of  an 
equal  amount  or  weight  of  freight  paid  for."  Case  held  open  for 
further  and  more  specific  direction  in  respect  to  the  relative  weights, 
and  the  order  declared  not  to  be  understood  to  authorize  charges  on 
barrels  when  tanks  were  carried  free,  that  question  being  expressly 
reserved  for  further  consideration.  Defendants  engaged  in  allowing 
tank  shippers  an  arbitrary  reduction  of  42  gallons  per  car  for  alleged 
leakage  and  evaporation  required  to  cease  and  desist  from  such  prac- 
tice and  thereafter  to  mdke  no  deduction  of  that  character  to  ship- 
pers in  tanks  unless  a  corresponding  concession  is  made  to  shippers 
m  barrels. 

Docket  No.  573. 

Complmnt, — Challenging  the  legality  of  the  change  made  by  de- 
fendants on  January  1,  19^0,  in  the  classification  of  common  or  laun- 
dry soap  from  sixth  to  fifth  class  in  carloads,  and  from  fourth  to 
third  class  in  less  than  carloads.  The  case  incidentally  involves  the 
question  of  unjust  discrimination  in  permitting  certain  shippers  to 
bill  at  net  weights,  while  others  are  required  to  bill  at  the  full  weight 
of  the  package  and  its  contents. 

Facts, — The  facts  directly  evoked  are  not  pertinent  to  the  subject 
of  discrimination  outside  of  the  published  tariifs.  However,  it  ap- 
peared incidentally  in  a  preceding  case  that  prior  to  May,  1889, 
manufacturers  of  soap  in  the  Central  West  very  largely  indulged  in 
the  practice  of  shipping  at  net  weights,  while  manufacturers  in  the 
East  generally  shipped,  during  that  period,  at  gross  weight  This 
case  brings  out  the  fact  that  the  pratice  was  not  so  widespread  as 
believed. 

Conclusion  of  the  Commission, — "Although  the  fact  that  most 
shippers  of  a  given  article  in  part  of  a  described  territory  were  per- 
mitted to  secure  reduced  rates  by  billing  at  net  weight,  while  many 
others  shippers  of  the  same  article  in  another  portion  of  that  terri- 
tory paid  higher  rates  through  billing  at  the  full  weight  of  the  pack- 
age and  its  contents,  is  ample  warrant  for  an  order  requiring  the  car- 
rier to  remove  the  unjust  aiscrimination  as\>efc7?e«tv  ^wOix  ^kv^^^«5^\s^ 
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discontinuing  the  practice  of  shipping  at  net  weights  in  any  part  of 
the  territory,  yet  on  the  other  hand,  unless  the  net  weight  practice  was 
prevalent  throughout  substantially  the  whole  territory  affected,  and 
either  authorized  by  carriers  generally  in  that  territory  or  so  well 
known  from  constant  and  general  application  as  to  receive  impUed 
sanction,  it  would  not  of  itself  constitute  suflScient  ground  for  an 
order  requiring  a  reduction  in  rates  when  all  the  carriers  applied 
their  established  charges  on  the  basis  of  gross  weights.  We  think 
this  is  the  proper  view  to  take  of  the  net- weight  practices,  and  that 
it  is  the  one  which  would  have  been  taken  by  tne  Commission  in 
1890  if  all  the  facts  concerning  the  practice  had  been  brought  out  in 
the  cases  then  decided.  In  the  light  of  the  testimony  now  before  us 
the  former  decision,  based  as  it  appears  to  have  been  mainly  upon  the 
net-weight  practice,  should  not  control  the  determination  of  the  case." 
Disposition  of  case. — Order  affecting  rates  issued. 

Docket  No.  585. 

Complaint. — ^That  on  March  21, 1900,  complainant  tendered  defend- 
ants a  carload  of  potatoes  with  shipping  directions  and  instructions 
showing  actual  weight;  that  defendants  refused  to  bill  at  actual 
weight  and  neglected  to  follow  instructions  given  and  also  refused 
to  give  receipt  or  bill  of  lading,  but  took  the  shipment  against  the 
protest  of  complainant,  and  that  the  carrier  raised  tne  weight,  ther^j 
raising  the  rate,  and  refused  to  investigate  claim  for  overcharge  with- 
out surrender  of  complainant's  proofs  and  vouchers  for  overcharge. 

Disposition  of  case. — ^Hearing  was  had  in' this  case  at  Chicago,  ISL 
November  19-20,  1900.  On  March  6,  1903,  an  order  was  enterea 
postponing  the  case  indefinitely,  the  reason  for  postponement  not 
being  given  in  the  order  and  not  appearing  in  the  correspondence. 

Docket  No.  133. 

Complaint. — Unjust  discrimination  by  construction  of  a  classifi- 
cation. 

Facts. — Complainant  is  a  manufacturer  of  hub  blocks  at  Ash- 
tabula, Ohio.  Previous  to  1887  he  was  in  the  same  business  at 
another  place  and  on  the  line  of  another  road.  With  a  view  to  re- 
moval to  Ashtabula,  he  opened  correspondence  witih  the  general 
freight  oflSce  of  the  defendant  company  to  ascertain  the  rreight 
charges  on  his  products.  In  the  correspondence  the  term  "hub 
blocks  "  and  "  hub  blocks  in  the  rough  "  were  made  use  of,  and  reg- 
ular rates  on  articles  in  the  sixth  class  were  quoted  to  complainant 
Relying  upon  sixth-class  rates  he  claims  he  located,  at  ALshtabula. 
Complainant  made  several  shipments  over  defendant's  road,  but  in 
each  case  the  assignment  was  billed  as  fifth-class  merchandise. 

Defense  churned  that  the  hub  blocks  belong  with  "  wagon  mate- 
rial, unfinished,"  because  the  manufacture  has  been  commenced;  but 
it  is  conceded  that  there  is  a  stage  in  which  wood  is  not  classified 
ns  ''wagon  material,  unfinished"  although  it  is  destined  for  the 
making  of  wagons  and  though  something  has  already  been  done  upon 
it  in  tlie  way  of  preparation. 

Conclusion  of  the  6'ommi88iou.--T\v^\\\v\i\Aacks  are  the  unseasoned 
raw  material  on  the  way  \iO  lYie  \i«ctvdL^  oi  >3cl^  mraxAwdo^wst,  'ttft^ 
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iTuist  be  considered  as  property  classed  with  lumber  and  not  as 
classed  by  defendant's  agents.  It  was  claimed  *by  complainant  that 
the  assurances  of  the  defendant  that  hub  blocks  would  be  placed 
in  the  sixth  class  established  equities  in  his  favor.  The  Commission 
said :  '*  The  official  classification  must  have  the  same  construction  in 
favor  of  all  other  persons  as  is  given  in  favor  of  complainants;  no 
assurances  to  him,  however  honestly  made  or  honestly  relied  upon, 
can  entitle  him  to  special  rates." 

Disposition  of  case. — Order  that  complaint  be  sustained  and  that 
in  any  future  consignments  over  its  road  the  defendant  must  conform 
to  classification  above  prescribed.     Order  complied  with. 

Docket  No.  220. 

Complaint. — Complaint  that  defendant  wrongfully  refused  to 
transfer  freight  cars  over  its  own  tracks  in  the  city  of  New  Albany, 
Ind.,  from  the  terminus  of  the  Louisville,  Evansville  and  St.  Louis 
Consolidated  Railroad  to  the  tracks  of  the  Louisville,  New  Albany 
and  Chicago  Railway  to  be  hauled  by  that  company  over  the  Ken- 
tucky and  Indiana  bridge  into  Kentucky. 

Facta. — The  complainant  was  a  distiller  operating  his  distillery 
near  the  city  of  Louisville,  in  Kentucky.  The  portion  of  road  over 
which  the  complainant  sought  to  enforce  service  lay  wholly  in  one 
State  and  was  part  of  a  road  engaged  in  interstate  commerce.  The 
service  desired  was  the  forwarding  of  carloads  of  interstate  freight 
from  a  terminus  of  the  road,  b}'^  which  it  was  brought  to  New  Albany 
over  respondent's  road  for  about  a  mile  to  another  road,  to  be  carried 
by  the  latter  into  Kentucky,  the  respondent  having  a  track  connection 
with  both  the  other  roads.  The  several  lines  or  roads  were  owned 
and  operated  separately  and  were  not  under  any  common  control, 
management,  or  arrangement  for  the  continuous  carriage  or  shipment 
of  interstate  commerce.  Prior  to  May  1,  1889,  the  respondent  had 
received  and  delivered  two  several  shipments  of  grain  consigned  to 
complainant  at  Louisville  in  the  manner  requested,  but  with  an  ex- 
press stipulation  that  it  should  not  thereby  establish  any  precedent 
for  its  future  action.  With  such  exceptions  respondent  had  never 
made  the  haul  or  delivery  requested.  Kespondent  had  never  estab- 
lished and  had  refused  to  establish  any  other  route  or  rate  to  Louis- 
ville or  other  points  south  on  freight  received  from  the  Lortisville, 
Evansville  and  St.  Louis  Railway  Company,  except  over  its  own  line 
to  Louisville.  It  was  feasible  and  convenient  for  complainant's 
freight  to  be  carried  to  Louisville  over  respondent's  line  and  railway 
and  the  delivery  by  respondent  according  to  the  request  of  com- 
plainant would  result  in  diverting  such  traffic  from  the  former's  line 
extending  to  Louisville. 

Conclusion  of  the  Commission. — Concluding,  in  consideration  of 
respondent's  contention,  that  it  is  not  required  by  law  to  perform  the 
switching  service  in  question,  the  Commission  holds  that  respondent's 
first  objection,  to  wit,  that  the  road  over  which  the  switching  service 
is  desired  is  wholly  within  the  State  of  Indiana,  and  therefore  not 
subject  to  the  provisions  of  the  act  to  regulate  commerce  in  respect  to 
this  traffic,  nor  to  the  jurisdiction  of  the  Commission,  is  untenable; 
that  the  traffic  in  question  is  interstate  traffic  and  the  tt^\v'$>^<irc\».HJ\s>»\v 
under  the  jurisdiction  of  the  Commission. 

S.  Doc.  244,  59-1 47 
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But  it  is  further  held  that,  owing  to  omissions  in  the  act,  the  onkr 
itsked  by  complainant  can  not  be  made,  the  Commission  apparentlv 
lieing  given  no  authority  to  make  a  compulsory  order  for  througji 
routes  or  throygh  rates  over  lines  that  physically  connect. 

Disposition  of  case, — ^The  Commission  not  having  the  power  imder 
the  statute  to  make  the  order  asked  by  the  complainant,  the  complaint 
was  dismissed. 

Docket  No.  402. 

Complaint. — That  English  rails  are  offered  delivered  at  San  Fran- 
cisco, ireight,  insurance,  and  duty  included,  for  less  than  the  pub- 
lished rates  from  Pueblo  to  San  Francisco,  etc. 

Facts  and  conclusions  of  the  Commission. — The  case  involves  in 
the  main  questions  of  discrimination  within  the  published  tariff. 
Incidentally,  however,  the  subject  of  routing  is  touched  upon,  and  in 
the  opinion  it  is  stated  that  the  action  of  the  carriers  in  diverting 
through  traffic  from  the  shorter  route  over  which  it  participates  in 
the  carriage,  so  as  to  secure  for  itself  a  greater  aggregate  charge 
through  the  long  haul  by  the  defendant  route,  over  which  it  is  also 
engaged  in  transportation,  sometimes  results  in  discriminations  and 
prejudices  both  as  to  rates  and  facilities.  Inequality  in  treatment  of 
shippers  and  localities,  having  no  other  justification  than  this  end,  is 
indefensible. 

Disposition  of  case, — Ordered  that  defendants  desist  from  char^M 
in  the  aggregate  any  greater  compensation  than  45  cents  per  hundred 
pounds  ror  the  transportation  from  Pueblo  to  San  Francisco  of 
steel  rails  and  railway  fastenings  in  carloads,  etc.,  and  that  the  case 
be  held  open  for  further  proceedings  for  such  action  as  may  appear 
necessary.  On  May  27,  189G,  application  for  rehearing  was  pre-  j 
sented  but  not  entertained. 

Docket  No.  411. 

Complaint. — That  defendant  had  refused  to  route  the  vegetables  of 
the  complainant  by  the  most  direct  route  to  Terre  Haute  and  Indian- 
apolis, Ijid. ;  Cleveland,  Ohio,  and  Pittsburg,  Pa. ;  that  the  complain- 
ant in  June,  1894,  had  a  carload  of  Irish  potatoes  at  Verona  which  he 
wished  to  place  on  the  market  and  for  which  he  had  an  offer  of  an   I 
advance  of  $2.75  per  barrel  if  they  could  be  routed  to  Clevdand.    , 
Ohio,  by  the  Big  Four  route,  but  that  the  defendant  refused  to  for-   I 
ward  them  by  that  route  or  by  any  other  except  East  St.  Louis, 
whereby  complainant  was  forced  to  ship  the  potatoes  to  Cincinnati 
Ohio,  sustaining  a  loss  of  $100.  j 

Facts. — On  June  7  complainant  offered  defendant  a  carload  of  ' 
potatoes  at  Verona  and  asked  defendant  to  bill  it  to  Cleveland,  Ohia 
by  the  Big  Four  route.     Defendant  then  had  through  billing  arrange- 
ments at  that  point  with  this  road  and  might  have  billed  tWs  car-    . 
load.     Its  agent  at  Verona  refused  to  bill  as  requested,  and  in  conse   I 
quence  complainant  suffered  a  loss  of  $100  upon  the  shipment.  | 

Conclxtsion. — In  this  case,  there  having  been  an  established  pnb-   j 

lished  rate  from  Verona  to  Cleveland,  presumably  that  rate  and  that   » 

I'oute  were  open  to  the  public,  and  when  complainant  directed  defowl- 

ant's  agent  to  route  \Yis  cvvt\o3l^  oi  ^o\.aX.Q^  \k%.t  ^ay  it  was  the  bus- 

iiess  or  the  agent  to  do  so.    \l\?»  i^\\\rc^  Vo  ^q  ^  ^%&  ^c^s^srasidsait^ 
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against  the  complainant  which  amounted  to  a  violation  of  the  act  to 
regulate  commerce. 

Disposition  of  case, — Found  that  complainant  had  suffered  damages 
in  the  sum  of  $100  and  order  issued  for  the  paj-ment  of  such  sum. 
Order  complied  with. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  dis- 
crimination in  routing: 

Routing  discrimination  520,  549,  2708. 

Refusal  to  make  through  route  300,  454,  2957  ( ?). 

Refusal  to  accept  bill  of  lading  unless  routing  is  erased  907. 

Refusal  to  insert  route  in  waybill  382,  386,  490. 

Refusal  to  give  through  rates  1769,  2619. 

Refusal  to  issue  through  bills  of  lading  133,  418,  852,  2088. 

Refusal  to  route  as  requested  219,  1702,  1709,  1718,  3005,  3414;  as 
directed  237,  656,  777. 

Misrouting  510,  563,  536,  2463,  3219,  3342,  3465. 

General  complaints  of  routing  283,  583,  714,  935,  987,  1093,  1094, 
1126,  1139,  1646,  1649,  1768,  1969,  2054,  2168,  2187,  2344,  2633. 

Docket  No.  277. 

Complaint, — That  petitioner,  a  resident  of  Janesville,  Wis.,  retail 
dealer  in  coal  and  like  commodities,  was  denied  the  same  and  equal 
facilities  upon  traffic  by  defendants  in  that  on  September  29,  1890, 
it  gave  notice  to  complainant  that  on  and  after  such  date  it  would  not 
deliver  any  cars  consigned  to  him  unless  he* should  promise  to  pay 
demurrage,  which  might  accrue  after  forty-eight  hours'  detention, 
while  imposing  no  such  condition  upon  other  consignees. 

Facts, — At  the  close  of  the  testimony  on  the  hearing,  counsel  for 
the  complainant  made  this  statement :  "  I  do  not  think  it  necessary 
to  argue  this  case,  because  it  is  very  simple ;  it  arises  over  the  refusal 
of  Mr.  Macloon  to  agree  in  advance  as  to  what  he  would  do.  The 
company  wanted  him  to  promise,  in  advance,  to  pay  the  demurrage, 
and  he  would  not  do  that,  and  the  company  would  not  deliver  the 
cars."  To  this  the  counsel  for  the  defendant  said :  "  I  can  not  quite 
agree  with  that  statement.  The  Commission  understands  our  posi- 
tion. We  explained  that  this  man  would  not  pay  demurrage  under 
any  circumstances.  Now,  if  he  is  willing  to  pay  tnis,  there  is  no  con- 
troversy." 

The  point  of  difference  between  complainant  and  defendant  estab- 
lished by  the  testimony  was  a  claim  on  one  hand  that  complainant 
refused  to  pay  any  demurrage  under  any  circumstances,  and  on  the 
other  that  he  would  not  promise,  in  advance,  to  pay  demurrage  that 
might  be  charged,  regardlcvss  of  whether  it  was  a  just  charge  or  was 
legally  enforceable  under  the  contract  of  shipment  or  rules  of  the 
car-service  association. 

Conclusion  of  the  Commission. — A  promise  to  pay  what  was  legally 
enforcible  was  of  no  additional  value  to  the  existing  legal  obligation, 
therefore  the  complainant  would  naturally  infer  that  the  defendant'^ 
representative  was  seeking  a  promise  of  sometYvixvg  Vu  «i^^\M\Q^.,  N^Nfe 
language  of  such  repn^sentative  under  the  cweuTU^^^Uvwcie^  ^^^^x^^^^^;^ 
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warranting  this  inference.  It  is  found  that  there  was  no  intenlion 
to  discriminate  against  the  complainant  or  to  exact  demum^ 
charges  that  were  unjust,  but  that  the  complainant  was  justified  in 
understanding  the  exaction  as  he  did,  and  was  therefore  warranted 
in  refusing  to  comply  therewith.  ''  The  case  therefore  comes  undff 
the  provisions  of  the  third  section,  which  prohibits  the  subjection  of 
any  particular  person  ♦  ♦  ♦  to  any  undue  or  unreasonable  prej- 
udice or  disadvantage  in  any  respect  whatever." 

Disposition  of  case, — There  seeming  to  be  no  necessity  for  any  order 
on  the  point  ot  discrimination,  and  it  appearing  that  the  matter  of 
reparation  was  likely  to  be  adjusted,  the  case  was  held  without  order, 
with  the  statement  that  if  notice  that  the  question  of  adjustment  of 
reparation  was  received  petition  would  be  dismissed.  Complaint 
dismissed. 

Docket  No.  330. 

Complaint. — That  the  complainant  is  subjected  to  unjust  discrimi- 
nation in  that  the  defendant  refuses  to  deliver  uncompressed  cotton 
consigned  to  complainants  at  New  Orleans  on  the  same  terms  as  it 
delivers  such  cotton  to  other  consignees  in  that  city,  requiring  com- 
plainant to  pay  freight  before  delivery  and  refusing  to  accept  % 
guaranty  of  freight  charges,  while  delivering  for  other  consignees 
without  requirements  of  such  prepayments,  accepting  the  guarantie^ 
of  such  other  consignees. 

Facts, — Complainants  were  a  firm  of  commission  merchants  exten- 
sively engaged  in  the  purchase  and  sale  of  cotton  in  New  Orleans, 
their  solvency  being  unquestioned.  It  was  a  general  custom  in  that 
city  for  cotton  dealers  or  "  factors  "  to  have  uncompressed  or  "  flat  ^ 
cotton  consigned  to  theftn  delivered  direct  by  the  railroad  to  drays  of 
the  cotton  presses,  which  they  patronized,  the  railroads  not  requiring 
the  payment  of  freight  charges  until  delivery,  providing  the  com- 
press company  had  previously  executed  and  delivered  a  ^arantv 
making  itself  responsible  for  such  charges.  This  method  of  facilitat- 
ing the  quick  delivery  of  cotton  was  advantageous  to  all  parties  con- 
cerned. The  ^aranty  required  by  the  defendant  contained  the  fol- 
lowing provision :  ''  It  is  well  understood  that  such  freight  and 
charges  shall  be  paid  under  this  guaranty  in  full  without  delay  and 
without  waiting  tor  discussion  or  settlement  of  any  claims  by  any  per- 
son with  respect  to  overcharge,  damage,  bad  order,  or  any  other 
cause."  Early  in  1891  the  defendant  carried  three  lots  of  flat  cotton 
to  New  Orleans,  for  which  he  presented  expense  bills  at  complainant's 

?ilace,  specif\4ng  $18  for  4  bales  from  Hawkins  Landing  and  $85 
or  the  17  bales  from  Opah  Place,  a  total  of  $103 ;  but  there  was  a  dif-   i 
ference  between  the  bills  of  lading  and  expense  bills  of  $10.50,  or  50 
cents  per  bale.     Complainants  refused  to  pay  more  than  the  other  bilk 
of  lading  called   for.    Thereupon   defendants  demanded   payment 
from  the  factor's  press  under  the  terms  of  its  guaranty,  this  compits? 
company  having  guaranteed  the  complainant's  freight  charges.    Thf 
manager  of  the  ])ress  also  refused  to  pay  charges  m  excess  of  those 
named  in  the  hills  of  lading,  but  offered  to  deposit  the  whole  amount    I 
claimed  until  the  matter  should  he  adjustea.     This  offer  was  de-    » 
cJined  by  the  railroad  agent  and  upon  his  report  to  the  general  <A^ 
of  tlie  defendant  he  was  orAet^vi  Vo  q^i\^  ^^\\x^Y\ti^  cotton  to  the  fi^ 
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>r's  press  for  complainant  or  any  other  consignee  unless  the  freight 
larges  were  paid  prior  to  delivery.  This  order  was  at  once  put  into 
feet. 

After  correspondence  with  the  railroad  companies,  the  steamer  line 
irer  which  these  shipments  of  cotton  had  also  been  carried,  and 
irough  whose  fault  the  overcharge  had  been  made,  refunded  such 
irercharge  to  the  defendant  and  other  railroads  concerned,  where- 

Sm  the  Texas  and  Pacific  made  the  expense  bills  agree  with  the 
s  of  lading,  and  presented  them  to  the  complainants.  They  were 
nmediately  paid.  But  the  defendant  kept  its  order  forbidding 
elivery  to  the  factor's  press  before  payment  of  freight  in  full  force 
tid  effect  with  a  few  exceptions,  which  were  the  result  of  oversight, 
acts  were  also  considerea  bearing  upon  the  practice  of  billing  cot- 
m  at  an  estimated  weight. 

CondvMon  of  the  Commission. — Considered  without  any  reference 
)  its  duties  as  a  common  carrier,  the  terms  of  the  guaranty  might 
ititle  the  defendant  to  immediate  payment  of  whatever  sums  it 
lould  see  fit  to  demand  as  freight  charges;  but  the  provisions  of 
le  act  to  reflate  commerce  prohibit  it  from  collecting  any  excessive 
large,  and  it  does  not  appear  how,  through  a  relinquishment  of  its 
en  or  under  the  most  stringently  worded  giiaranty,  it  can  justify 
i'^en  a  temporary  departure  from  the  law.  The  plan  of  billing  cot- 
m  at  a  proper  estimated  weight  per  bale  should  not  be  deemed  un- 
twful  when  actual  weights  can  not  be  ascertained  without  great 
iconvenience  to  the  shipper  or  carrier,  and  when  charges  are 
romotly  adjusted  by  the  carrier  on  the  basis  of  actual  weights  fur- 
ished  by  the  consignee;  but  if  the  practice  is  used  to  veil  an  over- 
large  and  prevent  or  cause  delay  in  its  payment,  the  defendant 
louId  immediately  alter  its  practice.  The  imposition  of  an  over- 
large  has  all  the  effects  of  uniust  discrimination  against  the  person 
•om  whom  the  payment  has  been  required,  and  when  there  is  un- 
Bcessary  delay  for  a  considerable  period  in  its  settlement  the  officers 
jsponsible  become  fairly  chargeable  with  willful  intention  to  violate 
le  law. 

Disposition  of  case. — Defendants  ordered  to  cease  and  desist  from 
le  unjust  discrimination  found,  and  while  continuing  "  to  deliver 
at  or  uncompressed  cotton  in  the  city  of  New  Orleans  to  any  cot- 
>n  press  or  any  press  company  before  payment  of  transportation 
larges,  upon  a  guaranty  of  such  press  company  to  pay  such  charges 
1  demana  after  such  payment  has  been  refused  by  said  consignees, 
•om  refusing  to  make  such  previous  delivery  of  flat  or  uncompressed 
)tton  for  complainants  or  other  consignees  to  the  Alabama  Press  or 
le  Factor's  Press,  ♦  *  *  upon  a  *  *  *  sufficient  guaranty 
*  *  to  pay  on  demand  the  transportation  charges  ♦  ♦  ♦ 
fter  payment  thereof  has  been  demanded  by  complainant  or  other 
msignees  and  such  payment  has  been  refused;  and  said  defendant 
ill  be  further  required  to  abstain  from  any  discrimination  whatso- 
;er  between  complainants  and  other  consignees  using  said  Alabama 
r  Factor's  presses,  *  *  *  j^  jf^^  Orleans,  for  or  on  account  of 
ly  refusal  of  the  owners  or  managers  of  said  Alabama  or  Factor's 
ress  to  pay  on  demand  any  sum  as  freight  charges  on  cotton  deliv- 
•ed  to  said  presses,  or  either  of  them,  in  excess  of  such  char%<5.^  %s. 
lay  be  legally  due  thereon  at  the  time  oi  sucYv  dcm^ocv^r 
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Docket  Xo.  394. 

Complaint, — Complaint  alleges  an  unjust  discrimination  by  the 
refusal  of  defendant  to  transport  materials  for  the  making  of  soap, 
bone  and  tallow,  from  Mansfield,  Mass.,  to  Providence,  R.  I.,  unless 
the  same  is  contained  in  air-tight  barrels,  which  they  do  not  require 
of  other  shippers  of  the  same  material  at  Mansfield. 

Disposition  of  case, — The  last  proceeding  according  to  record  was 
the  filing  of  motion  to  dismiss  complaint  on  January  25,  1805. 

Docket  Xo.  827. 

Complaint. — That  complainants  are  compelled  to  rack  at  their  own 
expense  lumber  when  loaded  on  flat  or  gondola  cars;  that  the  stakes 
and  bearing  pieces,  nails  and  wires  prescribed  by  the  rules  of  de- 
fendants and  the  Master  Car  Builders'  Association  cost  about  $6  per 
car;  that  such  stakes  and  racking  being  a  part  of  the  necessary  equip- 
ment, the  expense  should  be  borne  by  defendants,  as  in  the  shipments 
of  many  other  commodities,  and  that  the  wrongful  regulations  above 
set  forth  result  in  unreasonable  and  unjust  transportation  charges 
and  undue  prejudice  and  disadvantage,  in  violations  of  sections  1,  % 
and  8  of  the  act.  Though  this  case  is*  primarily  a  case  of  alleged 
discrimination  within  the  published  tariffs,  it  is  here  included  oe- 
cause  of  the  peculiar  facts  which  it  presents,  which  are  suggestive  of 
})ossible  novel  avenues  for  discrimination  outside  of  the  published 
tariff. 

Disposition  of  case. — As  appears  by  the  docket,  the  case  has  not 
proceeded  beyond  the  filing  or  answers  by  defendants,  the  last  answer 
having  been  iBled  on  August  15.  1905. 

INFORMAL    COMPLAINTS. 

The  following  informal  complaints  bear  upon  discrimination  in 
condition  of  carriage:  Prepayment  or  guarantee  of  freight,  177,  562, 
821,  1549,  2689,  3000;  requirements  that  shippers  put  consignee's 
full  name  and  address  on  barrels,  2891,  2392,  2393;  requirement  that 
trunks  be  boxed,  287. 

Docket  Xo.  88. 

Complaint. — That  defendant  company  had  subjected  complainant 
to  imdue  prejudice  in  not  furnishing  their  proportion  of  cars  to  coal 
companies  represented  by  complainant;  that  it  had  given  an  unlaw- 
ful preference  to  the  coke  trade  in  the  coke  region  along  its  line  by 
refusing  to  furnish  box  cars  to  the  said  coal  companies,  and  by  fur- 
nishing the  bulk  of  these  box  cars  for  the  transportation  of  coke: 
that  it  had  unlawfully  discriminated  against  the  said  coal  companies 
by  siding  up  coal  cars  or  gondolas  and  converting  them  into  car? 
suitiible  for  coke  trade ;  that  it  had  subjected  such  coal  companies  to 
imreasonable  prejudice  by  failing  to  compel  the  various  furnaces  and 
mills  located  along  its  line  to  unload  oil,  limestone,  and  iron  promptly 
from  their  cars. 

Facts, — The  defendant  eomp^ixvNf  \>\  t^^^qw  of  termination  of  the   j 
strike  along  its  line,  w\yicYv  re?.v\Wd  *m  \Xv^\^t^^  wi.V^>\\.  ol  ^:»^takieD    ^ 
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together  with  the  sudden  yielding  of  coke  and  coal  men  to  vessel 
rates,  was  called  upon  for  a  large  number  of  cars  for  coal  and  coke 
to  carry  in  about  a  month  a  body  of  business,  which,  in  the  usual 
course,  would  have  been  distributed  over  a  period  of  four  months. 
At  the  same  time  there  was  a  much  greater  demand  than  before  on 
the  defendant  lines  for  cars  to  bring  ore  from  Cleveland  and  Ashta- 
bula to  Pittsburg  and  other  places.  Shipments  in  business  of  every 
other  class  during  this  time  were  very  heavy.  This  condition  began 
the  latter  part  of  September  and  continued  until  about  November  20. 
While  this  condition  of  aflFairs  existed  in  Pennsylvania  and  Ohio, 
along  the  line  of  the  Pittsburg  and  Lake  Erie,  thc^re  was  what  is 
known  as  a  coal  blockade  at  Buffalo,  and  the  cars  of  the  Pittsburg 
and  Lake  Erie  carrying  coal  to  Buffalo  were  detained  on  sidings 
there  from  two  to  three  weeks  before  they  w^ere  returned.  In  conse- 
quence of  this,  stringent  orders  were  issued  by  the  chief  officer  of  the 
railroad  against  having  any  of  its  cars  loaded  for  BuflFalo  from  points 
.along  its  line,  the  object  being  to  provide  for  the  great  and  unprece- 
dented work  before  it  in  transporting  coal  and  coke  to  Ashtabula  and 
Cleveland,  and  to  the  mines  and  rolling  mills  along  its  lines,  and  in 
bringing  the  ore  back  from  Cleveland  and  Ashtabula  to  these  points, 
as  well  as  in  keeping  its  general  merchandise  freight  moving.  Dur- 
ing this  period  complainants*  had  contracts  for  delivery  of  coal  from 
the  mines  they  represented  at  Buffalo.  They  were  not  fdraished 
with  their  proportion  of  cars  upon  application  made  by-th)^m'to  the 
Pittsburg  and  Lake  Erie  Company  for  this  purpose.  Other  facts 
were  submitted  in  support  of  the  remaining  charges  in  the  complaint 

Conclusion  of  the  Commission. — That  the  defendant  company  in 
not  permitting  coal  cars  to  go  to  Buffalo,  on  account  of  causes  <or 
which  it  was  in  no  sense  responsible,  it  then  having  more  work  than 
it  could  possiblv  do  in  transporting  freights  over  its  own  line,  had  not 
violated  the  spirit  or  the  letter  of  the  act  to  regulate  commerce.  Un- 
der circumstances  such  as  those  found  in  this  case  it  was  the  duty  of 
the  railroad  company  to  operate  its  cars  so  as  to  keep  them  as  much 
as  possible  on  its  line  and  confined  to  the  business  of  its  line.  The 
complaint  that  defendant  company  had  given  an  unlawful  prefer- 
ence to  the  coke  trade  by  refusing  to  furnish  box  cars  to  the  coal  com- 
panies represented  by  the  complainant  was  found  to  be  not  sustained 
by  the  evidence.  It  w^as  found  that  the  company  had  been  siding  up 
or  converting  into  gondolas  a  considerable  number  of  its  open  flats. 
In  this  way  the  cars  could  be  used  for  both  the  coal  trade  and  the 
coke  trade.  It  w^as  found  that  ever  since  navigation  closed  on  the 
lakes  about  November  20,  while  there  were  sufficient  oar^  for  all  else, 
there  was  a  shortage  in  the  supply  of  cars  for  the  cok^  trade,  and  it 
was  held  that  this  was  a  sufficient  reason,  if  there  were  no  other,  why 
the  company  should  prepare  additional  cars  for  the  coke  trade.  The 
fourth  or  last  ground  of  complaint,  that  the  company  had  failed  to 
compel  prompt  unloading  of  its  cars,  was  found  not  to  be  established 
by  the  evidence. 

Disposition  of  case. — Complaint  dismissed. 

Docket  No.  78. 

Complaint. — That  defendant  carriers  since  April  16,  1887,  have  re- 
fused to  transport  coal  which  up  to  that  tiiiv^  tVvc^j  V^di  V^w\^^<5»x\js^^ 
over  their  lines  in  the  Coal  Creek  coal  fieVd*,  \i5[v«Lt  ^\vAfc  ^*i  t^^^»::c\% 
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they  continued  to  carry  coal  for  other  miners  and  shippers ;  that  in 
respect  to  the  traffic  in  coal  defendants  thus  unjustly  discriminate 
against  the  complainants. 

Facta. — Complainants,  under  the  firm  name  of  Heck  &  Petree,  were 
engaged  in  mining  and  selling  coal  in  the  Coal  Creek  coal  field  in  the 
State  of  Tennessee.  On  and  after  April  15,  1887^  the  defendant 
railroad  companies  refused  to  ship  over  their  roads  any  coal  of  this 
firm.  One  of  the  defendants  is  a  railway  corporation  chartered  by 
-  the  State  of  Tennessee,  owning  a  track  3  miles  long,  located  wholly 
within  the  State  of  Tennessee.  It  has  no  rolling  st^k  and  has  never 
operated  its  road,  which  uses  rolling  stock  owned  by  another  railroad, 
the  latter  doing  all  the  carrying.  The  complainants  are  obliged  to 
use  the  defendant  roads  to  reach  their  market.  The  defendant  roads, 
although  separate  corporations,  are  parts  of  the  same  system  and 
under  substantially  the  same  management.  One  of  the  defendants 
owns  more  than  half  of  the  capital  stock  of  another  and  the  latter 
owns  nearlj  one-half  of  the  capital  stock  and,  together  with  parties 
interested  m  its  own  road,  owns  a  controlling  interest  in  the  capital 
stock  of  the  third  defendant.  The  three  were  acting  in  concert  in 
refusing  to  carry  complainants'  coal  on  April  15, 1887,  and  thereafter. 
John  M.  Heck,  lessor  of  coinplainants,  was  president  of  the  railroad 
company  located  wholly  in  Tennessee  up  to  October,  1886.  The  re- 
fusal to  transport  the  coal  of  the  firm  was  intended  to  force  Mr.  Heck 
to  settle  with  that  company  by  hindering  his  lessees  in  their  mining 
operations. 

Conclusion  of  the  Commismon. — The  railroad  wholly  in  Tennessee 
in  construction  and  use  was  always  treated  as  a  part  of  the  continuous 
lin%  and  as  one  of  the  instrumentalities  by  which  the  coal  from  it5 
line  in  Tennessee  was  expected  to  reach  and  did  reach  the  markets  in 
the  other  States.  But  in  the  view  taken  of  this  case  it  is  immaterial 
whether  such  company  be  a  common  carrier  or  a  part  of  a  line  for 
continuous  carriage  to  other  States.  Whatever  else  the  road  may  not 
be,  it  is  one  of  the  many  facilities  for  shipment  to  and  over  lines  from 
complainants  to  other  lines  in  Tennessee  to  market  in  other  States. 
As  such,  it  must  be  open  and  accessible  alike  to  all  shippers  and  on 
equal  and  reasonable  terms.  The  conduct  of  the  defendants  in  refus- 
ing to  receive  coal  for  interstate  transportation  when  tendered  by 
complainants  was  in  contravention  of  the  provisions  of  the  act  to 
regulate  commerce. 

Disposition  of  case. — Ordered  that  defendants  forthwith  cease 
from  such  failure  and  refusal,  and  henceforth  receive  and  forward 
coal  when  so  offered  for  transportation  upon  just,  reasonable,  and 
equal  terms. 

Docket  Nos.  51-60. 

Coviplaint. — The  complaint  is  primarily  one  of  discrimination  in 
charges  for  transportation  of  petroleum  oil,  and  goes  to  discrimina- 
tion in  rates  betw(»en  tank  and  barrel  shippers.  But  negatively  it 
bears  upon  the  question  of  discrimination  outside  of  the  publisheil 
tariffs. 

Facts. — Shippers  of  oil  in  large  quantities  were  allowed  to  provide 

their  own  rolhng  stock,  the  same  taking  the  form  of   tank  cars. 

The  diversities  and  pecu\\ar\V\e?»  oi  V^-aSv^  \yx^  'sweh  that  it  is  not 

aJways  practicable  for  t\\fe  e^ivr'wiY  lo  \>\w\^^  ^\^  ^xvXa^- ^n^civ^^Tss^^^ 
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Indeed,  the  carrier  in  these  cases  owned  almost  no  part  of  the  tank- 
car  equipment.  Defendants  made  rates  on  the  transportation  of  oil 
in  tanks  which  were  relatively  greatlj  lower  than  the  rate  made  con- 
temporaneously for  the  transportation  of  oil  in  barrels.  In  some 
cases  the  tank-car  shipments  were  at  car  rates  irrespective  of  quan- 
tity. Carriage  of  tank  cars  are  or  may  be  the  subject  of  negotiation, 
and  perhaps  of  different  terms  in  different  cases.  Failing  to  give 
full  information  by  publication  offers  abundant  opportunity  for  dis- 
crimination by  agents — for  example,  in  the  matter  of  returning  such 
cars  empty. 

Conchman  of  the  Commission, — ^The  conclusions  in  the  main  con- 
cerned the  rate  as  between  tank  and  barrel  shipments.  The  com- 
plaints are  taken  up  seriatum.  The  conclusion  in  the  last  will  serve 
to  illustrate  the  point.  The  Commission  said:  "No  higher  charge 
ought  to  be  or  can  rightfully  be  made  by  defendant  for  the  trans- 
portation by  the  hundred  pounds  of  such"  oil  in  barrels,  including  the 
barrels,  than  is  or  shall  be  contemporaneously  made  for  the  trans- 
portation by  the  hundred  pounds  of  such  oil  in  tanks." 

Disposition  of  case. — As  to  some  of  the  defendants,  no  order ;  as  to 
others,  orders  to  cease  the  discrimination  in  rates. 

Docket  No.  87. 

Complaint, — Complaint  alleges  discrimination  in  the  transportation 
of  coal  by  refusing  to  furnish  complainants'  mines  their  daily  propor- 
tion of  cars  and  furnishing  cars  to  others. 

Facts, — Petitioners  in  this  case  are  sales  agents  of  the  Yough  Slope 
mines,  situated  near  West  Newton,  on  the  Baltimore  and  Ohio  Rail- 
road. Between  Au^st  30  and  September  4,  1887,  the  defendant  rail- 
road failed  to  furnish  cars  to  the  Yough  Slope  mines  for  shipments 
of  coal  to  Arthur  &  Boylan  at  Cleveland,  Ohio,  but  during  that 

feriod  they  furnished  cars  to  competitive  mines.  The  cars  to  be 
umished  were  those  of  the  Pittsburg  and  Western  Railroad  and 
were  to  be  distributed  by  the  Baltimore  and  Ohio.  An  embargo 
existed  from  August  19  to  30,  during  which  no  cars  were  furnished  by 
the  Pittsburg  and  Western  for  the  shipment  of  coal  from  these  mines 
to  Cleveland.  The  embargo  was  not  complained  of.  It  was  raised 
by  telegram  on  August  30,  at  which  time  the  master  of  trains  of  the 
Baltimore  and  Ohio  was  informed  that  coal  shipments  on  Arthur  & 
Boylan,  of  Cleveland,  could  go  forward.  On  the  same  day  an  officer 
of  the  Pittsburg  and  Western  wrote  to  petitioners  at  Pittsburg,  as 
agents  of  the  Yough  Slope  mine,  giving  them  the  same  information, 
and  an  officer  of  the  Baltimore  and  Ohio  telegraphed  it  to  all  the  depot 
agents  from  mines  along  the  latter's  Pittsburg  division.  The  com- 
petitors of  the  complainants  received  the  information  and  sent  in  their 
requests  for  cars,  which  were  at  once  furnished,  but  it  appears  that 
the  complainants  either  did  not  receive  the  information  promptly  or 
did  not  act  upon  it  until  September  4,  the  general  manager  of  the 
Yough  Slope  mine  neither  admitting  nor  denying  that  the  informa- 
tion was  received  earlier,  but  leaving  the  inference  to  be  drawn  that  it 
was  not. 

Conclusion  of  the  Commission, — When  it  appears  that  it  was  the 
duty  of  mine  owners  and  agents  to  have  mad^  \tvc^\t^  ^\  ^^  ^^Stcvss^ 
agent  of  the  railroad  company,  by  which  tVvey  ^o\i\dL\v«j^^\^«:5^^^^^ 


746  DIGEST   OP   HEABINGS    ON    RAILWAY   RATES. 

the  mine  could  have  obtained  cars  for  shipments,  and  they  failed  to 
do  this,  in  consequence  of  which  competitive  mines  received  nearly  all 
of  the  cars  for  this  purpose,  without  any  partiality  or  preference  on 
the  part  of  the  railroad,  complaint  of  unjust  discrimination  can  not  be 
sustained.  In  the  absence  of  some  rule  of  business  placing  a  duty 
upon  the  carrier  to  notify  the  shipper  without  inquiry  on  the  part  of 
the  latter  of  the  fact  that  he  can  obtain  cars  for  the  movement  of  hi<; 
freight,  it  is  the  shipper's  duty,  by  reasonable  inquiry  made  to  the 
proper  agent  of  the  railroad,  to  obtain  this  information  for  himself: 
but  in  a  case  like  the  present,  if  the  carrier  took  upon  itself  the  duty  of 
actually  notifying  the  mines  competing  with  the  I  ough  Slope  inine  on 
August  30,  1887,  without  waiting  for  any  inquiry  on  their  part,  that 
they  could  get  cars,  then,  in  like  manner,  it  was  its  duty  to  notifv  the 
Yough  Slope  mine  at 'the  same  time  that  it  could  get  cars,  field, 
that  decided  by  these  rules,  no  case  of  unjust  discrimination  against 
the  Yough  Slope  mines  is  made  out  by  the  evidence. 
Disposition  of  case, — Complaint  dismissed  February  24,  1888. 

Docket  No.  81. 

Complaint, — That  defendant  maintains  rates  for  transportation  of 
petroleum  and  its  products  in  barrels,  which,  as  compared  with  the 
rate  charged  upon  shipment  in  tank  cars,  is  unreasonable  and  unjust. 
The  main  point  involved  is  thus  one  within  the  published  tariffs,  but 
the  question  of  discrimination  in  equipment  incidentally  appears,  and 
because  of  that  fact  the  case  is  here  included.  In  complaint  Com- 
mission is  requested  to  require  carrier  to  furnish  tank  cars  for  peti- 
tioners and  the  public  generally  in  the  shipment  of  their  oils. 

Conclusion  of  the  Commission, — Contention  of  petitioners'  counsel 
that  defendants  may  be  required,  under  the  last  subdivision  of  section 
3  of  the  act  to  regulate  commerce,  to  furnish  tank  cars  to  petitioner^ 
for  shipment  of. oil  denied.  The  term  "facilities"  as  used  in  said 
last  division  of  section  3  of  the  act  to  regulate  commerce  does  not 
embrace  car  equipment  for  the  origination  of  and  transferring  of 
freight  along  the  line  of  the  carrier  in  the  sense  in  which  it  is  hen- 
contended  for  by  the  petitioners.  The  law-making  power  has  not 
conferred  upon  the  Commission  power  to  direct  a  carrier  to  supply 
itself  with  any  particular  equipment  of  cars,  or,  in  fact,  with  any 
equipment  of  cars  at  all  for  the  transportation  of  freight  over  it< 
lines.  If  the  carrier  is  unmindful  of  its  duty  in  this  respect,  the 
other  provisions  of  the  statute  afford  a  remedy. 

Disposition  of  rase, — So  far  as  the  matter  of  equipment  is  con- 
cerned, the  Commission  concludes  •*  That  so  much  of  the  complaint  as 
seeks  an  order  *  *  *  requiring  the  defendant  to  furnish  tank 
cars  for  the  transportation  of  oil  for  the  petitioners  and  the  public  is 
not  sustained." 

Docket  No.  128. 

Complaint, — Complaint,  inter  alia,  that  defendant  refused  to  trans- 
port over  its  lines  tank  car  for  mineral  water  for  the  complainant  in 
April,   1888. 

Farts, — It  was  found  t\\?it  t\\e  l^wk  e^T  m  c^uestion,  at  the  time  the 
defendant  was  called  upon  \>\  \\\e  eow\^\^\w^wl  Ici  Vc^w'jj^tV  \1.  was 
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not  in  condition  to  be  safely  carried,  loaded  as  it  was,  over  the  line 
of  the  defendant  to  connecting  lines,  and  the  defendant  was  justified 
removed  to  a  sidetrack  where  it  could  be  loaded.  The  depot  ageqt 
had  not  examined  the  condition  of  the  car;  it  was  not  his  business  to 
examine  its  condition.  The  company  had  an  inspector  of  cars  and  a 
superintendent  whose  business  it  was  to  examine  the  condition  of  the 
car  and  determine  whether  it  was  in  proper  condition  to  be  trans- 
ported over  defendant's  line.  The  day  after  its  arrival  at  Lansing 
complainant's  agent  stated  to  the  depot  agent  of  the  defendant  that 
he  was  ready  to  load  the  car  and  asked  the  depot  agent  to  have  it 
removed  to  a  sidetrack  where  it  could  be  loaded.  The  depot  agent 
acquiesced.  Within  a  few  days  the  foreman  of  car  inspectors  of  de- 
fendant examined  the  car  and  found  it  unsafe  to  be  transported  when 
loaded.  There  is  no  evidence  that  this  was  reported  immediately  to 
the  depot  agent. 

Conclusion  of  the  Commission, -^^^  The  theory  upon  which  com- 
plainant insists  that  the  defendant  was  bound  to  take  the  tank  car 
and  transport  it  after  it  had  been  loaded  by  complainant,  with  the 
knowledge  of  defendant's  depot  agent  in  1888,  witliout  regard  to 
the  actual  condition,  was  one  that  can  not  be  sustained  *  *  ♦. 
The  defendant  had  the  right  to  rely  for  its  own  protection,  that  of 
complainant,  and  of  the  public  in  this  matter  on  the  judgment  of  its 
car  inspector  and  superintendent,  who  were  *  ♦  ♦  experts  in  the 
repairing  and  building  of  cars." 

Disposition  of  case, — Complaint  dismissed. 

Docket  No.  596. 

Complaint, — That  defendant  compan}^  unlawfully  discriminated 
against  complainant  in  furnishing  to  him  cars  for  shipping  of  hay 
from  Collins  and  Kipton,  Ohio,  to  various  points  without  that  State. 

Facts, — January  28,  1001,  complainant  ordered  of  the  agent  of 
defendant  at  Collins,  Ohio,  a  car  to  be  used  in  shipment  of  straw 
then  in  store.  On  February  12  the  Union  Binding  Works,  whose 
factory  was  located  at  Collins,  ordered  a  similar  car  for  use  at  Collins. 
This  car  was  furnished  about  February  28,  but  the  car  ordered  by 
complainant  was  not  supplied  until  March  2  or  8.  Defendant  had 
no  intention  of  discriminating  against  complainant  in  this  case,  but, 
being  rasponsible  for  the  actions  of  its  agent,  actually  did  discrimi- 
nate. About  the  middle  of  February  complainant  put  in  an  order 
for  three. hay  cars  to  Collins.  On  February  26  one  of  the  complain- 
ant's competitors  was  furnished  a  car  for  shipment  of  hay  at  Col- 
lins, although  the'  order  for  the  car  had  been  placed  after  the  order 
of  complainant.  Again  there  was  no  express  intention  on  the  part  of 
defendant  to  discriminate,  but  discrimination  actually  took  place. 

Conclusion  of  the  Commission. — No  rule  is  laid  down  as  to  the 
treatment  which  should  be  accorded  competitive  and  noncompetitive 
points  in  the  distribution  of  cars.  It  is  simply  held  upon  the  facts  of 
the  case  that  a  delay  of  from  three  to  four  months  in  furnishing  cars 
to  complainant  was  an  unjustifiable  discrimination  against  traffic  at 
that  station  and  against  the  complainant  as  a  shipper  of  such  traffic. 

Disposition  of  cyw^.— Upon  finding  of  the  facts,  held  that  com- 
plainant was  entitled  to  an  order  for  the  pa^meivl  oxv  «t  \ife\<5ft^  ^xxcvfc 
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1,  1902,  of  the  sum  of  $200,  and  order  issued  in  accordance  therewith. 
Order  complied  with. 

•  Docket  No.  598. 

Complaint. — By  the  shipper  of  hay  for  discrimination  in  the  fur- 
nishing of  cars  to  be  used  in  his  service. 

Facts. — Early  in  the  fall  of  1900  complainant  ordered  six  or  seven 
cars  for  Hartland,  five  or  six  for  Clarksfield,  and  three  for  Brighton. 
He  claims  that  none  of  these  cars  were  furnished  for  a  considerable 
time,  and  the  last  of  them  not  until  January  following.  Defendant? 
denied  this  delay.  One  of  its  agents  admitted  that  there  was  a  delay 
of  from  thirty  to  forty  or  perhaps  fifty  days.  The  testimony  was 
conflicting,  but  it  was  found  that  there  was  a  delay  in  furnishing 
the  cars  or  from  one  to  four  months.  Defendant,  among  other  things, 
contended  that  complainant  refus^  to  give  destination  of  cars,  and 
for  this  reason  it  was  unable  to  borrow  them  from  its  connections. 
Complainant  admitted  this,  but  stated,  however,  that  he  would  give 
destinations  if  cars  could  be  furnished  promptly.  Defendant  in- 
sisted that  complainant  had  also  been  negligent  in  loading  and  billing 
cars  after  they  had  actually  been  provided.  This  appeared  in  some 
cases  to  be  true.  In  two  or  three  cases  other  shippers  were  furnished 
cars  to  which  complainant  would  have  been  entitled  bv  right  of  his 
earlier  order.  This  preference  was  due  to  the  fact  that  these  cars 
were  billed  from  Norwalk  directly  to  the  favored  shipper.  Com- 
plainant testified  that  its  damages  were  $150,  and  the  accuracy  of  the 
complainant's  estimate  was  not  attacked  by  the  defendant  upon  cross- 
examination. 

Conclusion  of  the  Commission. — No  exact  rule  can  be  laid  down 
covering  the  general  distribution  of  cars  between  different  localities 
and  different  species  of  traffic.  Shippers  must  be  reasonable  in  their 
demands  and  carriers  diligent  and  honest  in  meeting  those  demands. 
No  attempt  is  made  to  state  any  general  principle  governing  the  dis- 
tribution of  cars  between  competitive  and  noncompetitive  points,  but 
upon  the  facts  of  this  case  it  was  held  that  the  deiendant  was  guilty, 
in  neglecting  to  furnish  the  complainant  with  cars  at  the  points 
stated  for  the  period  stated,  "  of  gross  and  undue  discrimination 
against  these  noncompetitive  stations,  against  the  traffic  of  these  sta- 
tions, and  the  complainant  as  a  shipper  of  this  traffic."  Substantial 
damage  was  incurred  by  the  complainant,  but  not  being  entirely  with- 
out fault  himself  the  amount  of  his  damage  was  placed  at  $100. 

Disposition  of  case. — Order  issued  directing  defendant  to  pay  com- 
plainant the  sum  of  $100  on  or  before  June  1,  1902.  Order  complied 
with. 

Docket  No.  660. 

Complaint. — That  defendants,  by  reason  of  failure  to  furnish  cars 
to  complainant  at  Bainbridge,  Ohio,  for  shipment  of  cross-ties,  while 
at  the  same  time  supplying  cars  to  other  shippers  at  said  point,  un- 

^"ustly  discriminates  against  complainant;  that  defendant  has  neg- 
ecteS  and  still  neglects  to  print  and  keep  open  for  public  inspection 
schedules  showing  rates,  fares,  and  charges  for  the  transportation  of 
passengers  and  property. 
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/^ac^«.— Between  September  16,  1902,  and  April  6,  1908,  defendant 
refused  to  provide  cars  for  the  ^pment  of  cross- ties  for  complain- 
ant, while  it  did  furnish  cars  to  other  persons  for  the  interstate  ship- 
ment of  lumber,  stone,  and  many  other  freight  articles,  also  supplying 
cars  for  the  shipment  of  cross-ties  destined  almost  entirely  lor  its 
own  use.  The  aiscrimination  was  not  justified  by  scarcity  of  cars. 
Complainant's  allegation  that  defendant  neglected  to  publish  a  sched- 
ule of  rates  and  charges  is  sustained  by  the  record.  However,  after 
complaint  in  this  case  was  filed  defendant  posted  a  notice  in  its  depot 
at  Bainbridge,  stating  that  its  tariffs  are  on  file  for  public  inspection 
and  can  be  seen  by  application  to  agent. 

Conclusion  of  the  Commission. — ^The  discrimination  in  provision 
of  ca^s  not  being  justified  by  scarcity  of  cars,  and  not  having  been 
otherwise  justified,  is  declared  to  be  undue,  and  it  is  held  that  defend- 
ant should  make  reparation  in  the  sum  of  $630.  Provisions  of  sec- 
tion 6  of  the  aet  are  not  complied  with  by  posting  notice  telling  that 
tariffs  may  be  inspected  upon  application  to  the  carrier's  agent. 

Disposition  of  case. — Ordered,  January  7,  1905,  that  by  reason  of 
unjust  discrimination  in  the  matter  of  supplying  cars  for  shipment  of 
cross-ties  by  complainant,  said  complainant  sustained  damages,  and 
is  entitled  to  reparation  in  the  sum  of  $630,  which  sum  defendant  was 
directed  to  pay. 

Docket  No.  748. 

Complaint. — That  defendants,  since  November  21,  1903,  have  re- 
fused to  furnish  grain  cars  at  Leipsic,  Ohio,  for  the  transportation 
of  complainant's  grain,  while  at  the  same  time  furnishing  such  cars 
to  his  competitors  at  Leipsic,  in  violation  of  section  3  of  the  act. 

Facts. — JDurinff  a  portion  of  1903  and  1904  the  complainants  were 
engaged  in  the  shipment  of  hay,  grain,  and  straw  at  Leipsic,  Ohio. 
They  owned  no  elevator,  and  consequently  were  what  is  called  "  track 
loaaers ;  "  that  is,  they  loaded  from  wagons  into  the  cars.  They  did 
a  large  proportion  of  the  grain  business.  There  was  a  sharp  conflict 
in  testimony  as  to  whether  defendants  refused  or  neglected  to  furnish 
complainants  cars  for  grain  after  November  23,  1903,  but  the  Com- 
mission found  the  fact  to  be  that  defendants  did  so  refuse  to  furnish 
cars  for  shipment  of  grain  from  Leipsic  when  it  might  have  reason- 
ably done  so,  and  that  it  at  the  same  time  discriminated  against  com- 
plainants by  furnishing  cars  to  complainants'  competitors  in  the 
same  line  or  business  at  that  place.  In  the  opinion  of  the  Commis- 
sion the  testimony  greatly  preponderated  in  tavor  of  the  complain- 
ants. Counsel  for  defendants  contended  that  complainants  snould 
not  be  permitted  to  pursue  their  claim  for  reparation,  because,  pre- 
vious to  the  commencement  of  these  proceedings,  they  had  instituted 
a  suit  in  the  State  court  of  Ohio  for  damages  growing  out  of  the 
same  transaction. 

Conchtsion  of  the  Commission, — Defendant's  refusal  to  furnish 
complainants  cars,  while  it  contemporaneously  furnished  them  to 
complainants'  competitors  for  like  shipments,  was  unlawful  discrimi- 
nation. A  case  before  the  Commission  involving  a  violation  of  the 
act  to  regulate  commerce  through  alleged  discrimination  in  furnish- 
ing cars,  for  which  reparation  is  demanded,  is  not  brought  under  sec- 
tion 9  of  the  act  by  the  previous  institution  \w  «l  ftVvAfc.  <i.w\^\.  <^\  %. 
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suit  for  damages  between  the  same  parties  based  upon  discrimina- 
tion. If  the  suit  in  question  were  in  a  Federal  court,  the  petition  of 
counsel  would  be  well  taken. 

Disposition  of  case, — Evidence  relating  to  damages  found  unsatis- 
factory and  inconclusive,  and  complainants  allowed  until  May  20. 
1905,  to  apply  for  further  hearing  in  respect  thereto. 

Docket  No.  658. 

Complaint, — That  defendant  subjects  complainant  to  unjust  dis- 
crimination in  the  matter  of  supplying  cars  for  shipment  of  coal  from 
Irwin,  Johnstown,  Jeanette,  and  Marchand,  Pa.,  to  various  markets. 

Facts, — Complainant  was  a  druggist  at  Irwin,  Pa.,  who  had  at- 
tempted to  purchase  and  sell  the  product  of  "  surface,"  "  farm,"  or 
"  country  "  mines,  situated  usually  a  mile  or  more  from  a  line  of 
railroad,  and  not  operated  on  account  of  disadvantages,  except  for 
possible  local  demand.  During  the  anthracite  coal  strike  of  1902 
there  was  a  great  demand  for  bituminous  coal,  and  a  great  increase 
in  its  price.  Complainant's  bituminous  coal  thus  was  at  a  premium, 
and  he  arranged  lor  hauling  the  coal  by  wagons  to  stations  or  sid- 
ings and  loading  upon  defendant's  cars.  He  erected  a  platform  at 
Irwin  at  a  cost  of  $75  to  facilitate  the  loading  of  coal.  Under  normal 
conditions  the  hauling  of  such  coal  for  railroad  shipment  could  not 
be  done  at  a  profit.  Complainant  demanded  and  received  several  cars 
during  November,  1902,  but  in  that  month  defendant  issued  a  rule 
stating  that  they  did  not  feel  themselves  upder  obligations  to  fiimish 
cars  for  this  business,  and  instructing  agents  to  ^ace  such  cars  as 
were  available  for  the  shipment  of  coal  only  at  mines  having  track 
connections.  The  demand  for  coal  during  the  strike  resulted  in  a 
great  tax  on  the  eauipment  of  the  railroad  and  in  the  congestion  of 
its  lines,  yards,  ana  terminals.  The  mines  loading  by  tipple  and  by 
track  connections  received  far  less  than  their  usual  car  supply. 

Conclusion  of  the  Commission, — Under  the  conditions  in  the  pres- 
ent case  defendant's  temporary  rule,  confining  its  comparatively  few 
cars  to  mines  generally  in  operation,  where  quick  loading  could  be 
accomplished,  and  refusing  to  permit  its  sidings  or  switches  to  be 
further  congested  by  loading  coal  from  wagons  temporarily  engaged 
in  the  same  pursuit,  was  "  calculated  to  hasten  the  movement  of  this 
great  staple  and  relieve  the  distress  of  the  burdened  public."  "  Under 
all  the  circumstances  such  a  rule  as  the  one  under  consideration  does 
not  seem  unreasonable.''  No  opinion  is  expressed  upon  the  question 
whether  railroads  may,  in  the  ordinary  course  of  their  dealing  with 
shippers,  discriminate  between  tipple  and  wagon  loading  cars,  as  in 
the  Harp  case  (118  Fed.  Rep.,  161)),  or  whether  without  a  rule  they 
may  in  an  emergency,  like  the  great  coal  strike  and  subsequent  car 
famine:,  discriminate  between  competing  individuals  under  like  con- 
ditions by  furnishing  some  and  denying  others.     (10  I.  C.  C.  220.) 

Disposition  of  case, — Complaint  dismissed. 

Docket  Xo.  22. 

Com  plaint. — Complaint  alleges  extortion,  discrimination,  and  fail- 
uve  to  provide  and  furmsVv  svulwble  Uve-stock  cars  to  shippers. 
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Disposition  of  case, — ^The  complaint  was  filed  June  3,  1887.  On 
June  14,  1887,  complainant's  attorney  filed  request  for  suspension 
of  copy  of  complaint  and  notices,  and  on  June  15  the  request  was 
granted. 

Docket  No.  281. 

Complaint, — That  defendant  subjected  complainant  to  unjust  dis- 
crimination in  rates  on  coal  from  Scranton,  Pa.,  to  Walton  and  Delhi, 
N.  Y..  by  charging  more  for  the  same  service  for  complainant  than 
when  rendered  contemporaneously  for  others,  and  by  failing  and  re- 
fusing to  furnish  cars  for  coal  transportation  when  such  cars  are 
on  hand  and  available. 

Disposition  of  case, — On  June  18,  1893,  stipulation  of  parties  to 
discontinue  proceeding  was  filed.     Order  was  entered. 

Docket  No.  499. 

Complaint. — That  defendant  subjects  complainant  to  undue  and 
unreasonable  prejudice  and  disadvantage  in  only  partially  honoring 
his  requisition  for  empty  coal  cars,  needed  in  his  busings,  thereby 
discriminating  against  him  and  in  favor  of  his  competitors  and  other 
shippers  of  coal  and  coke  from  the  Pocahontas  field. 

Disposition  of  case, — Hearings  were  had  November  16,  1897,  at 
Bluefield,  W.  ya.;  December  10  and  11,  1897,  and  April  26  and  27, 
1898,  at  Washington.  On  March  6,  1903,  order  was  entered  indefi- 
nitely postponing  the  case. 

Docket  No.  648. 

Complaint, — That  defendant  unjustly  discriminates  against  com- 
plainant in  favor  of  other  coal  dealers  in  the  matter  of  supply ing  cars 
for  shipment  of  coal  from  the  Jellico  mines  in  Kentucky  to  Knox- 
ville,  lenn.,  and  has  denied  complainant  the  benefit  of  common  car- 
riage and  the  use  of  its  established  rates  and  charges  in  violation  of 
sections  1,  2,  3,  and  6  of  the  act  to  regulate  commerce. 

Disposition  of  case, — On  Februarv  7,  1903,  complainant  applied 
for  leave  to  withdraw  complaint,  and  on  March  7,  1903,  order  oi  dis- 
continuance was  entered. 

Docket  No.  809. 

Complaint,— TYidii  defendant  at  various  times  since  March  1,  1905, 
refused  to  furnish  cars  at  Lavett,  Ohio,  for  complainant's  inter- 
state shipment  of  hay,  while  at  the  same  time  supplying  cars  to  others 
for  similar  shipments  from  said  point. 

Disposition  of  case. — Case  was  assigned  for  hearing  June  15,  1905. 
On  June  6,  1905,  hearing  was  postponed  at  the  request  of  complain- 
ant to  a  date  to  be  fixed  by  the  Commission. 

INFORMAL    COMPLAINTS. 

The  following  informal  complaints  bear  upon  discrimination  in 
furnishing  cars: 

Rofusalto  furnish  cars  except  to  elevators,  1609. 
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Refusal  to  furnish  refri^rator  cars,  413,  3116. 

Refusal  to  furnish  particular  kind  of  cars  or  grant  special  facil- 
ities, 278,  507,  808.      . 

Delay  in  furnishing  cars,  1717,  2793,  3111,  3375. 

Discrimination  in  furnishing  cars,  75,  122,  191,  721,  1664,  1760, 
1873, 1890,  2357,  2496,  2535,  2572,  2577,  2697,  3384. 

Discrimination  a^inst  persons  not  members  of  association,  2191. 

Scarcity  of  cars,  inability  to  obtain  cars,  and  car  famines,  6,  1037, 
1106,  2004,  2005,  2167,  2213,  2368,  2371,  2607. 

Refusal  of  cars,  45,  124,  252,  341,  854,  2046,  2591,  2637,  1668,  1688, 
1713,  2252,  2257,  2353,  2364,  2381,  2858,  2872. 

Failure  to  furnish  cars,  197,  200,  227,  1635,  2638,  2795,  2973,  2148, 
2336,  2356,  2466,  2521,  2528,  2640,  2772,  2811,  2813,  2819,  2869,  3060, 
3224,  3225,  3333,  3347. 

Distribution  of  cars,  37,  2498, 2554,  5562. 

Interchange  of  cars,  2547. 

Failure  to  furnish  broken  equipment,  3458. 

Docket  No.  357. 

Complaint. — By  owner  of  sand,  gravel,  and  loam  beds  at  Dock 
Siding  and  other  places  on  the  defendant's  road  in  the  State  of 
Indiana.  That  the  defendant  refused  to  transport  for  him,  between 
Dock  Siding  and  the  other  Indiana  points  and  Chicago  and  South 
Chicago,  any  cars  or  railroad  equipment  furnished  by  him  for  him 
other  than  its  own,  or  to  grant  him  any  other  than  its  regular  tariff 
rates,  while  it  furnished  cars,  equipment,  and  track  service  to  other 
dealers  or  contractors,  competitors  of  complainant,  and  allowed  them 
to  furnish  their  own  cars  and  equipment  at  much  lower  rates  than 
those  affording  him,  compelling  him  to  relinquish  contracts,  to  his 
serious  loss  and  damage. 

Facts. — Testimony  failed  to  support  charges  of  discrimination 
against  complainant  and  in  favor  of  all  companies  and  individuals 
named  and  considered,  with  the  possible  exception  of  one  J.  B.  Brown. 
Brown  was  complainant's  competitor  at  Dock  Siding.  He  owned, 
and  at  times  leased,  other  cars  and  equipment,  paid  the  trainmen, 
conductors,  and  necessary  telegraph  operators,  and  relieved  the  de- 
fendant from  all  liability  from  eitner  loss  or  damage  to  rolling  stock 
or  injury  to  employees,  in  consideration  of  which  the  del^ndant 
charged  him  for  track  service  only.  The  complainant  had  not  any 
cars  or  equipment,  and  when  he  shipped  in  the  defendant's  car  he  was 
charged  the  published  rate.  In  one  case  he  was  named  a  rate  of  — 
cents  lower  tnan  the  tariff  rate,  provided  he  furnished  his  own  cars. 
The  complainant  claimed  that  defendant  denied  his  request  to  be 
allowed  to  lease  cars  and  equipment  and  ship  on  the  same  terms  as 
Brown.  This  was  a  very  material  point,  but  the  testimony  upon  it 
was  conflicting,  and  there  was  no  mention  of  such  a  proposition  m  the 
correspondence.  Certain  of  the  evidence  seemed  to  give  color  to  the 
complainant's  charge:  upon  the  other  hand,  it  appears  that  defend- 
ant had  shown  a  disposition  to  aid  complainant  by  its  agreement 
with  the  Calumet  and  Blue  Island  Company,  which  gave  to  the  lat- 
ter practically  what  he  claimed  to  have  been  denied.  The  defendant 
withdrew  from  its  agreement  with  Brown,  thereby  removing  the 
means  by  w^hich  the  alleged  d\seT\\\A\\\^\\o\\?.  ^^\^  \w\d^  ^^ossible. 
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Conclusion  of  the  Commission. — The  conflicting  testimony  upon 
certain  points  in  this  case,  taken  in  connection  with  the  facts  shown 
as  to  others,  does  not  warrant  a  declaration  that  the  defendant  dis- 
criminated against  the  complainant  in  the  manner  alleged.  "  Com- 
mon carriers  are  bound  by  every  principle  of  justice  and  of  law  to 
afford  equal  rig:hts  to  all  shippers  who  are  entitled  to  like  treatment, 
both  in  the  receiving  of  supplies  and  shipment  of  their  products ;  and 
the  carrier  who,  under  any  pretense  whatever,  grants  one  shipper  an 
advantage  which  it  denies  to  another  violates  me  spirit  and  thwarts 
the  purpose  of  the  law." 

Disposition  of  case. — Complaint  ordered  dismissed  without  preju- 
dice. 

Docket  No.  572. 

Camplaint. — That  defendant  company,  by  charging  complainant 
for  hauling  his  private  car  from  point  to  point  on  defendant's  road, 
at  a  rate  equal  to  the  local  tariffs,  while  hauling  the  private  cars  of 
others  at  a  rate  equal  to  the  total  of  fifteen  round -trip  tickets,  un- 
justly discriminated  against  complainant. 

Facts. — Complainant  was  a  commercial  salesman,  representing 
wholesale  dealers  at  Chicago  and  elsewhere,  and  conducting  his  busi- 
ness through  the  States  of  North  Dakota,  Montana,  Idaho,  Washing- 
ton, and  Oregon.  In  1898  he  applied  to  the  general  passenger  agent 
for  the  defendant  company,  asking  him  for  the  rates  upon  which  a 
private  car  would  be  transported  for  him  from  St.  Paul  to  Portland, 
Oreg.,  with  such  stops  as  he  might  desire.  The  price  quoted  was 
lifteen  round-trip  tickets,  at  a  cost  of  $90  each;  total,  $1,350.  The 
total  weight  carried  in  this  car  was  probably  considerably  less  than 
the  weight  of  an  average  Pullman  car  of  modern  type,  the  rate  of 
complainant's  samples  not  equaling  the  aggregate  weight  of  free 
baggage  which  defendant  might  have  been  required  to  carry  on  the 
fifteen  tickets  purchased  by  complainant.  Upon  the  complainant's 
second  application  for  transportation  of  private  car,  made  in  May, 
1899,  the  original  terms  were  refused.  He  was  told  that  the  payment 
of  fifteen  local  fares  from  station  to  station  as  stops  were  made  would 
be  required.  This  change  had  been  prompted  by  the  complainant's 
competitors,  jobbers  at  St.  Paul.  In  October,  1899,  a  third  applica- 
tion was  made  by  complainant  for  private  car  rates  granted  him  the 
vear  before.  He  met  with  a  refusal ;  this  time  the  payment  of  fifteen 
local  fares  from  station  to  station  was  demanded  and  in  addition  an 
agreement  that  complainant  should  cease  working  against  the  de- 
fendant company.  A  written  acknowled^ent  of  the  acceptance  of 
these  terms  was  also  required.  Complainant  claimed  to  have  the 
routing  of  over  $G00,000  worth  of  merchandise  every  year,  the  freight 
charges  upon  which  amounted  to  a  considerable  sum. 

Conclusion  of  the  C^07/im^s«e<^n.^Defendant  may  lawfully  decline  to 
haul  private  cars  at  all,  or  it  may  haul  private  cars  of  one  class  and 
refuse  to  haul  others  of  a  wholly  different  class;  but  if  it  transports 
private  cars  of  any  class,  it  must  in  like  manner  and  upon  like  terms 
transport  all  private  cars  occupied  for  the  same  or  similar  purposes. 
It  might  have  excluded  complainant's  car  entirely;  it  was  justified 
in  charging  complainant  a  different  and  higher  rate  than  that  charged 
pleasure  parties,  hunting  parties,  and  other  persons  of  dvfet^sc^. 

S.  Doc.  244,  59-1 i8 
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classes  in  private  cars.     The  rate  is  properly  determined  by  the  value 
of  the  service  performed,  which  in  this  case  was  other  and  different 
from  that  of  carrying  for  pleasure  parties,  etc. 
Disposition  of  case. — (Complaint  dismissed. 

INFORMAL   CX)MPLAINTS. 

There  are  practically  no  informal  complaints  of  discrimination 
with  respect  to  shippers'  cars,  except  as  they  are  included  in  the  fore- 
going series  of  general  complaints  (informal)  to  furnish  cars. 

But  see  No.  1711,  refusal  to  return  empty  vegetable  cars  free;  and 
No.  1720,  refusal  to  haul  private  car,  though  complainant  offered  to 
purchase  the  requisite  number  of  tickets. 

Docket  No.  6. 

Complaint. — That  refusal  of  railroad  companies  to  receive  com- 
plainant's patent  stock  cars  on  the  same  terms  as  they  receive  each 
other's  cars  constitutes  unjust  discrimination,  violating  sections  1,  2, 
and  3  of  the  act  to  regulate  commerce. 

Facts. — Complainant  is  a  corporation  owning  patent  cars  designed 
for  the  improvement  of  conditions  of  cattle  transportation.  It 
leases  such  cars  to  shippers  at  the  uniform  rate  of  2J  cents  per  mile 
run,  shippers  paying  the  railroad  charges  in  addition.  Kailroad 
companies  exchange  cars  with  each  other  at  a  uniform  rate  of  three- 
fourths  of  a  cent  per  mile  run.  About  one  hundred  railroad  com- 
panies treat  complainant's  cai^s  in  the  same  manner,  but  the  defend- 
ant companies  refuse  to  pay  anything  to  complainant  by  way  of  car 
service.  The  stock  cars  are  not  available  for  back  loading  to  any 
considerable  extent  upon  the  roads  of  the  defendant  companies. 

Conclusion  of  the  Commission. — The  complainant  company  does 
not  interchange  cars  with  carriers.  There  is  no  possible  mutuaUtv 
in  this  respect,  and  "  is  in  no  sense  a  '  connecting  line,'  entitled  to 
equal  facilities  for  interchange  of  traffic  under  the  provision  of  the 
second  paragraph  of  the  '  act  to  regulate  commerce.'  "  "  Nor  is  any 
CTOund  apparent  upon  which  such  a  payment  can  be  ordered  by  this 
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•mmission. 

Disposition  of  case. — No  order. 

Docket  No.  129. 

Complaint. — By  a  corporation  organized  for  the  purpose  of  build- 
ing, constructing,  furnishing,  and  keeping  in  repair  cars  to  be  run 
upon  railroads  tor  the  use  of  pleasure  and  hunting  parties  and  ex- 
cursions. Complaint  that  defendant  refuses  to  receive  said  cars  and 
draw  them  over  defendant's  lines. 

Facts. — Complainant  rents  its  cars  to  parties  on  terms  agreed  upon 
between  the  complainant  and  the  parties  hiring  them,  and  they  are 
then  drawn  over  the  various  railways  of  the  country.  There  are 
several  car  companies  in  the  country  doing  a  like  business,  amonf 
them  being  the  leading  sleeping-car  companies.  The  defendant  had 
a  contract  with  the  Fullman  Company  whereby  it  obligated  itself 
to  draw  the  sleeping  cars  oi  \V\at  company  exclusively  and  also  use 
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its  cars  which  are  hired  out  for  excursions,  like  those  of  the  com- 
plainant. 

Conclusion  of  the  Commission, — Where  a  carrier  has  made  an 
arrangement  with  a  car  company  to  furnish  excursion  cars  for  trans- 
portation over  its  lines  by  which  a  sufficient  number  of  excursion 
cars  of  a  safe,  comfortable,  and  suitable  character  are  supplied  for 
that  purpose,  it  can  not,  because  of  its  extraordinary  liability  and 
undivided  responsibility  as  a  carrier,  as  well  as  the  interests  of  the 
traveling  public  and  the  oarrier,  be  compelled  to  haul  excursion  cars 
of  other  private  companies  over  its  tracks.  - 

Disposition  of  case. — Complaint  dismissed. 

Docket  No.  652. 

Complaint. — That  defendants  were  guilty  of  unjust  discrimination 
by  reason  of  unreasonable  delay  in  forwarding  and  delivering  a  car- 
load of  baled  hay  from  Conduit,  Ohio,  to  Washington,  D.  C.,  result- 
ing in  money  damage  as  stated. 

Facts. — In  the  usual  course  of  business  a  car  of  baled  hay  was 
shipped  from  Conduit,  Ohio,  on  December  8,  1902,  to  complainant 
at  Washington,  D.  C.  The  car  arrived  at  the  junction  of  defendant's 
road  on  December  10.  On  January  29,  1903,  the  complainant  tend- 
ered to  the  agent  of  the  railroad  at  Washington  a  bill  of  lading  for 
the  freight  charge  on  the  car  of  $40  and  $1  terminal  charge  at  Colum- 
bus. He  was  then  informed  by  the  railroad  agent  that  tiie  car  was 
not  in  Washington,  and  thereupon,  on  January  31,  commenced  this 
proceeding  before  the  Commission.  Because  of  the  great  difficulty 
and  delay  in  forwarding  east-bound  freight  from  territory  west  of 
the  bituminous  coal  region — caused  by  the  great  strike  of  anthracite 
coal  miners — ^the  railroad  issued  to  its  connections  what  are  termed 
"  embargo  notices,"  to  the  effect  that  certain  kinds  of  freight  would 
not  be  accepted  by  it.  Among  the  classes  of  freight  thus  excluded 
was  hay.  The  object  of  these  notices  was  to  prevent  the  crowding  of 
the  main  tracks  of  the  road  over  which  coal  was  being  transported 
to  keep  the  lines  open  for  the  carriage  of  coal  and  other  kinds  of 
freight  excepted  from  the  embargo,  and  to  release  and  forward  as 
rapidly  as  possible  freight  already  in  its  yards  and  on  its  sidings. 
It  was  not  unusual  for  restrictions  to  be  placed  upon  certain  kinds 
of  traffic  at  certain  places,  but  no  such  general  restriction  had  ever 
before  been  found  necessary.  It  was  shown,  however,  that  cnrs  of 
hay  were  carried  over  the  line  of  the  railroad  from  western  points 
to  Washington  and  Baltimore,  but  that  the  average  period  elapsing 
between  shipment  and  delivery  of  cars  of  hay  received  from  connect- 
ing lines  was  thirty-five  days,  the  shortest  period  being  fourteen  davs 
and  the  longest  sixty-six  days.  Complainant's  car  was  sixty-five  days 
in  transit.  Only  two  cars  appeared  to  have  "  slipped  through,"  one  of 
which  occupied  twenty-one  days;  the  other,  from  Jasper,  Mich.,  occu- 
pied sixteen  days. 

Conclusion  of  the  Commission. — The  anthracite  coal  strike,  for 
which  defendant  railroad  was  in  no  way  responsible,  necessitating 
the  transportation  of  bituminous  coal  from  mines  in  West  Virginia, 
Marylano,  and  Pennsylvania  to  eastern  points,  operated  to  prevent 
.shipment  of  some  other  classes  of  freight;  "  def eivd«Livt -^Tcfe^SJ^:^ \a.^ 
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the  right  to  give  such  freight  preference  and  it  was  not  improper 
that  hve  stock,  perishable  freights  and  materials,  and  supplies  for 
the  railroads  should  be  excepted  from  any  embargo  imposed."  The 
defendant's  embargo  was  practically  maintained  and  enforced,  and 
therefore  no  cause  exists  for  any  complaint  of  discriniination  in  favor 
of  individuals,  nor  was  there  any  undue  preference  given  to  locali- 
ties to  the  undue  prejudice  of  the  complainant  or  the  dealers  in 
Washington  and  Baltimore. 

Disposition  of  case. — Complaint  dimissed. 

Docket  No.  615. 

Complaint. — Complaint  that  the  defendant  company,  in  making  a 
contract  for  the  exclusive  delivery  to  certain  yards  of  all  live  htwk 
transported  over  its  lines,  was  guilty  of  an  unjust  discrimination 
under  the  act  to  regulate  commerce;  that  the  third  and  seventh  sec- 
tions of  the  act  require  the  defendant  to  deliver  its  live-stock  cars  to 
another  railway  for  other  stock  yards;  that  the  nractice  of  delivering 
dead  freight  to  be  switched  to  destination  while  refusing  the  same 
privilege  to  live  stock  is  a  discrimination  against  the  latter  species  of 
traffic  under  the  third  section. 

Facts. — On  September  20,  1888,  contract  was  entered  into  between 
the  defendant  railroad  and  the  stock-yards  company,  by  the  terms 
of  which  the  latter  agreed  to  provide  facilities  at  its  own  risk  to  load, 
unload,  and  care  for  all  live  stock  which  might  bo  delivered  to  it  for 
the  defendant,  or  which  might  be  presented  for  shipment  over  the 
lines  of  the  defendant,  and  to  act  otherwise  as  the  agent  of  the  rail- 
road with  respect  to  live-stock  shipments.  The  railroad  on  its  part 
agreed  to  deliver  and  unload,  "  in  so  far  as  it  lawfully  could,"  at  the 
yards  of  the  stock-yards  compan}'^  all  live  stock  over  iti?  line,  thus  mak- 
mg  these  yards  its  exclusive  live-stock  depot.  In  the  year  1901  an- 
other stocK  yards  was  established  on  the  line  of  another  railway  and 
reached  only  by  that  railway.  This  railway  made  the  new  stock  yards 
its  live-stock  depot,  and  it  and  all  other  lines  except  the  defendant 
allowed  the  shipper  to  designate  the  stock  yards  at  which  he  desired 
delivery  to  be  made.  The  new  stock-yards  company  secured  a  man- 
datory injunction  compelling  the  defendant  to  receive  at  points  within 
the  State  and  bill,  transport,  and  deliver  to  the  second  railway  cars 
of  live  stock  destined  to  the  new  yards.  This  injunction  was  obeyed 
by  defendant,  and  the  present  proceeding  was  brought  for  the  pur- 
pose of  forcing  defendant  to  deliver  live  stock  taken  up  by  it  at  points 
without  the  State  in  the  same  manner  that  it  delivers  live  stock 
shipped  from  points  within  the  State.  Defendant  could  make  such 
delivery  of  cars  of  live  stock  with  substantially  the  same  convenience 
and  expense  as  accompanied  delivery  at  the  original  vards.  In  re- 
spect to  the  discrimination  between  dead  freight  and  live  stock,  the 
facts  were  as  follows:  All  railways  entering  Louisville  interchanged 
carloads  of  dead  freight  to  be  switched  to  various  points  within  the 
switching  limits  of  Louisville,  and  it  appeared  that  the  new  stock 
yards  were  within  those  limits.  The  defendant  would  deliver  to  the 
other  railway  cars  loaded  with  every  species  of  freight  except  live 
stock  to  be  switched  by  it  to  the  new  stock  yards. 

Conclusion  of  the  Commissiou. — Q,\i^\;\c>TLCiil\v^le;^lity  of  the  ex- 
clusive contract  between  lYve  ^^i^wdi^wV.  ^w^  >Jcvfc  ^\»«3«l-^^x^%  ^^\ss5;|is!\ 
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has  been  definitely  settled  by  the  decision  of  the  Federal  courts,  the 
leading  case  being  Covington  Stock  Yards  Company  v.  Keith  (139 
U.  S.,  128;  11  Sup.  Ct  Kep.,  61).  Upon  the  authority  of  this  and 
other  cases  it  is  held,  "  that  the  defendant  in  making  and  carrying 
out  its  exclusive  contract  is  not  in  violation  of  the  act  to  regulate  com- 
merce. The  act  to  regulate  commerce  does  not  confer  upon  the  Com- 
mission authority  to  make  an  order  affirmatively  requiring  a  railway 
carrier  to  deliver  carloads  of  interstate  commerce  to  a  connecting 
carrier.  The  Commisison  has  more  than  once  called  the  attention  oi 
Congress  to  this  state  of  the  law.  Concerning  the  alleged  discrimina- 
tion between  live  stock  and  dead  freight  it  is  said :  "  To  refuse  to  make 
deliveries  of  live  stock  is  a  hardship  to  that  species  of  traffic,  and  to 
make  deliveries  of  dead  freight  is  a  benefit  to  that  species  of  traffic; 
but  the  refusal  to  switch  live  stock  does  not  in  the  case  before  us  in 
any  respect  benefit  dead  freight." 

Dwposition  of  case. — Complaint  dismissed. 

Docket  No.  625. 

Complaint, — Complaint  of  an  undue  and  unreasonable  prejudice 
and  disadvantage  to  shippers  at  Cincinnati,  Ohio,  by  a  regulation  of 
the  defendants  which  changed  the  hour  of  closing  their  freight  depots 
in  that  city  on  each  week  day  for  the  reception  of  outgoing  package 
freight  from  5  to  4.30  p.  m.  daily,  except  on  Saturday,  and  also 
changed  the  closing  hour  on  Saturday  from  1  to  12.30  p.  m. 

Facts. — Complainant  was  an  association  of  merchants,  manufac- 
turers, and  shippers  doing  business  in  Cincinnati.  The  case  involved 
only  outgoing  package  freight  in  less  than  carload  lots.  Some  five  or 
six  years  preceding  the  complaint  the  defendant's  closing  hour  in 
Cincinnati  for  outgoing  packages  was  5.30  p.  m. ;  subsequently  and 
up  to  November  1,  1001,  it  was  5  p.  m.,  except  on  Saturday,  when  it 
was  1  p.  m.  The  closing  hours  for  the  reception  of  outgoing  package 
freight  in  other  large  cities  in  the  Middle  West  were  at  the  time  the 
complaint  was  filed,  as  follows :  Indianapolis,  Milwaukee,  Louisville, 
Columbus,  Toledo,  Pittsburg,  and  Cleveland,  5  p.  m.,  Monday  to  Fri- 
day ;  Chicago  and  Detroit.  5.30  p.  m.,  Monday  to  Friday.  The  clos- 
ing hour  on  Saturday  in  the  several  cities  was  usually  at  4  or  5  p.  m., 
in  no  cases  earlier  than  3  p.  m.,  with  some  exceptions  during  the  sum- 
mer months.  Trains  carrying  this  outbound  freight  leave  Cincinnati 
from  5.30  to  8  or  9  o'clock  p.  m.,  and  the  cars  must  be  closed  within 
from  15  to  30  minutes  before  the  time  for  departure.  Under  the  ex- 
isting arrangements  defendants  are  able  twenty-nine  days  out  of 
thirty  to  load  out  all  package  freight  the  date  it  is  received.  The  volume 
of  package  shipments  from  Cincinnati  is  very  large  and  constantly 
increasing.  To  clear  daily  the  platforms  of  this  great  volume  of 
freight,  all  of  which  must  be  checked  and  waybilled,  the  carriers  find 
it  necessary  to  adopt  a  .closing  hour  which  will  enable  the  performance 
of  the  necessary  labor  prior  to  the  departure  of  the  evening  trains, 
and  they  fix  the  present  hours  in  good  faith  to  accomplish  that  pur- 
pose. By  closing  their  depots  one-half  hour  earlier  each  day  defend- 
ants interfered  considerably  with  the  business  of  Cincinnati  mer- 
chants, such  action  affecting  that  part  of  the  day  in  which  the  rush 
of  business  is  greatest,  preventing  the  filUivg  oi  iw\w\vi;tovv?i  ^^x^^^*^  ^^- 
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ceived  by  the  later  af teraoon  mails,  thereby  causing  a  delay  of  twenty- 
four  hours.  There  was  practically  no  complaint  of  delay  when  the 
closing  hour  was  5  o'clock.  The  regulation  complained  of  also  adds  to 
the  expense  of  some  merchants  who  do  their  own  teaming  by  re- 
quiring an  additional  team  driver,  others  to  retain  the  business  oi  cus- 
tomers send  shipments  on  later  orders  by  express  at  additional  cost. 
There  is  strong  competition  at  Louisville^  Chicago,  St.  Louis,  Indian- 
apolis, Columous,  Toledo,  Pittsburg,  and  owier  cities,  and  the 
inability  to  fill  orders  promptly  for  immediate  delivery  at  Cincinnati, 
because  of  the  earlier  depot-closing  hour,  resulted  in  the  loss  of  some 
of  the  quick-order  business.  This  might  affect  also  the  re^lar  trade 
between  the  Cincinnati  merchants  and  the  customers.  This  injurious 
effect  upon  the  Cincinnati  business  would  be  obviated  if  the  closing 
hours  at  Cincinnati  and  other  competing  localities  were  made  Piub- 
stantially  the  same. 

Conclusion  of  the  Commission. — ^The  jurisdiction  of  the  Commission 
extends  to  a  case  of  alleged  unlawful  prejudice  and  disadvantage  to 
shippers  of  outbound  package  freight  through  enforcement  by  carriers 
of  a  regulation  providing  for  the  earlier  closing  of  depots  used  for  the 
reception  of  such  freight.  It  is  obvious  that  a  rule  tor  early  closing, 
which  prevents  congestion  of  freight  in  the  receiving  depot,  is  as  much 
to  the  advantage  of  the  shipper  as  a  later  hour  would  be  in  enabling 
the  shipper  to  place  his  freight  in  the  depot.  "The  carriers  are 
apparently  doing  the  best  they  can  in  their  present  circumstances,  and 
that  condition,  it  seems  to  us,  must  control  the  disposition  of  this  case." 
The  circumstances,  however,  are  such  as  to  call  for  strenuous  efforts 
on  the  part  of  the  carriers  not  merely  to  clear  the  outbound  platfonn? 
each  day,  but  also  to  prevent  any  hardship  to  shippers  through  their 
inability,  under  the  early-closing  rule,  to  compete  on  even  terms  with 
shippers  in  other  distributing  cities  for  the  business  involved  in  after- 
noon orders.  "  While  uiider  the  circumstances  shown  in  this  case  we 
can  not  find  the  existing  disadvantage  to  the  Cincinnati  shippers 
unreasonable  or  undue,  it  may  become  so  if  the  present  condition  is 
continued  indefinitely,  and  although  the  present  complaint  must  be 
dismissed,  it  will  be  without  prejudice  to  any  further  necessary  pro- 
ceeding." 

Disposition  of  case. — Complaint  dismissed  without  prejudice. 

Docket  No.  202. 

Complaint. — That  under  agreement  Wells,  Fargo  &  Co.  operate 
the  express  business  over  the  line  of  the  New  York,  Lake  Erie  and 
Western  Railroad;  that  almost  daily  packages  and  letters  are 
"  franked  "  by  express  over  said  line  with  tne  consent  and  approbation 
of  the  railroad;  that  said  railroad  receives  a  moiety  of  the  charges 
for  express  and  freight  carried  over  its  tracks,  and  that  said  rates  are 
unjust  and  unreasonable.  The  trains  are  run,^  in  respect  to  conven- 
ience, speed,  and  certainty,  so  as  to  compel  shippers  to  send  a  large 
proportion  of  the  most  valuable  property  by  express,  the  charges  in 
many  cases  amounting  to  nearly  one-half  of  the  value  of  goods  carried. 

Disposition  of  case. — On  December  19, 1889,  hearing  was  called  and 
petition  to  dismiss  complaint  was  granted.  Briefs  Were  filed,  but 
apparently  no  testimony  takcrv.  C»oYevwv\'ss\o\\'^  memorandum  filed 
January  18,  1890. 


DIGEST   OF   HEARINGS   ON   RAILWAY   BATES.  759 

Docket  No.  340. 

Complaint, — That  defendant  unjustly  discriminates  against  com- 
plainant by  refusing  to  transport  for  it  consignments  of  merchandise 
which  contain  packages  for  different  consignees  except  at  the  rate 
which  would  apply  on  such  packages  if  separately  consigned,  but  that 
it  does  take  such  shipments  for  the  United  States  Express  Company 
and  others. 

Disposition  of  case. — On  June  9,  1892,  complainant's  counsel  filed 
motion  to  have  complaint  dismissed,  and  on  the  same  day  order  of 
dismissal  was  entered. 

Docket  No.  750. 

Complaint. — ^That  on  April  8,  1904,  65  cases  and  5  bundles  of 
paper  were  collected  from  several  mills  at  Holyoke,  Mass.,  combined 
into  one  carload  and  shipped  by  complainants,  acting  as  traffic  man- 
agers for  the  mills,  to  one  consignee  at  New  York,  Jf.  Y.;  that  de- 
fendant refused  to  transport  this  carload  -shipment  at  the  carload  rate 
of  $37.93,  but  charged  a  sum  greater  than  the  carload  rate,  amounting 
to  $55.18,  and  has  ever  since  refused  to  accept  freight  on  carload 
rates  offered  under  similar  circumstances. 

Disposition  of  case, — Demurrer  filed  by  defendant  May  14,  1904. 
No  further  proceeding  recorded. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  discrimination  in 
receiving,  en  route  and  on  delivery: 

REFUSAL  TO  RECEIVE    (OR  FORWARD). 

Refusal  to  receive  cars  for  haul  over  certain  line,  2397. 

Refusal  to  receive  cars  for  point  beyond  line,  1074,  3422. 

Refusal  to  receive  for  certain  destinations,  736, 1074,  2058,  2386. 

Refusal  to  receive  from  connecting  lines,  3331. 

Refusal  to  receive,  except  from  certain  line,  2486. 

Complaint  of  embargo,  2506. 

Refusal  to  receive  in  less  than  carload  lots,  879. 

Refusal  to  stop  refrigerator  cars  for  poultry,  etc.,  3350. 

Refusal  to  allow  cars  to  be  loaded  with  certain  freight  for  certain 
points,  2771. 

Refusal  to  receive  freight  to  be  reshipped  by  certain  consignees, 
1817. 

Refusal  to  accept  freight  unless  consigned  to  certain  party,  2594. 

Refusal  to  forward,  1682,  3379. 

Refusal  to  move  cars,  336,  461,  2835,  3230,  3374. 

Refusal  to  receive  certain  kinds  of  freight,  298,  519,  1043,  1590, 
2256,  2363,  2378,  3036,  3091,  3101,  3144. 

General  complaints  of  refusal  to  receive  or  to  ship,  145,  479,  556, 
584,  610,  626,  856,  965,  2395,  2467,  2656,  2779. 


DELAYS. 


Delay  in  connections,  1034. 
Delay  in  forwarding,  222. 
Dentention  of  freight  or  car,  765. 
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ceived  by  the  later  af  terQoon  mails,  thereby  causing  a  delay  of  twenty- 
four  hours.  There  was  practically  no  complaint  of  delay  when  the 
closing  hour  was  5  o'clock.  The  regulation  complained  of  also  adds  to 
the  expense  of  some  merchants  who  do  their  own  teaming  by  re- 
quiring an  additional  team  driver,  others  to  retain  the  business  of  cms- 
tomers  send  shipments  on  later  orders  by  express  at  additional  cost. 
There  is  strong  competition  at  Louisville^  Chicago,  St.  Louis,  Indian- 
apolis, Columbus,  Toledo,  Pittsburg,  and  owier  cities,  and  the 
inability  to  fill  orders  promptly  for  immediate  delivery  at  Cincinnati, 
because  of  the  earlier  depot-closing  hour,  resulted  in  the  loss  of  some 
of  the  quick-order  business.  This  might  affect  also  the  re^lar  trade 
between  the  Cincinnati  merchants  and  the  customers.  This  injurious 
effect  upon  the  Cincinnati  business  would  be  obviated  if  the  closing 
hours  at  Cincinnati  and  other  competing  localities  were  made  r,ub- 
stantially  the  same. 

Conclusion  of  the  Commission. — ^The  jurisdiction  of  the  Commission 
extends  to  a  case  of  alleged  unlawful  prejudice  and  disadvantage  to 
shippers  of  outbound  package  freight  tnrough  enforcement  by  carriers 
of  a  regulation  providing  for  the  earlier  closing  of  depots  used  for  the 
reception  of  such  freight.  It  is  obvious  that  a  rule  tor  early  closing, 
which  prevents  congestion  of  freight  in  the  receiving  depot,  is  as  much 
to  the  advantage  of  the  shipper  as  a  later  hour  would  oe  in  enabling 
the  shipper  to  place  his  ireight  in  the  depot.  "The  carriers  are 
apparently  doing  the  best  they  can  in  their  present  circumstances,  and 
that  condition,  it  seems  to  us,  must  control  the  disposition  of  this  case." 
The  circumstances,  however,  are  such  as  to  call  for  strenuous  efforts 
on  the  part  of  the  carriers  not  merely  to  clear  the  outbound  platfonn? 
each  day,  but  also  to  prevent  any  hardship  to  shippers  through  their 
inability,  under  the  early-closing  rule,  to  compete  on  even  terms  with 
shippers  in  other  distributing  cities  for  the  business  involved  in  after- 
noon orders.  "  While  under  the  circumstances  shown  in  this  case  we 
can  not  find  the  existing  disadvantage  to  the  Cincinnati  shippers 
unreasonable  or  undue,  it  may  become  so  if  the  present  condition  is 
continued  indefinitely,  and  although  the  present  complaint  must  be 
dismissed,  it  will  be  'without  prejudice  to  any  further  necessary  pro- 
ceeding." 

Disposition  of  case. — Complaint  dismissed  without  prejudice. 

Docket  No.  202. 

Complaint. — That  under  agreement  Wells,  Fargo  &  Co.  operate 
the  express  business  over  the  line  of  the  New  York,  Lake  Erie  and 
Western  Railroad;  that  almost  daily  packages  and  letters  are 
"  franked  "  by  express  over  said  line  with  tne  consent  and  approbation 
of  the  railroad;  that  said  railroad  receives  a  moiety  of  tne  charges 
for  express  and  freight  carried  over  its  tracks,  and  that  said  rates  are 
unjust  and  unreasonable.  The  trains  are  run,^  in  respect  to  conven- 
ience, speed,  and  certiiinty,  so  as  to  compel  shippers  to  send  a  large 
proportion  of  the  most  valuable  property  by  express,  the  charges  in 
many  cases  amounting  to  nearly  one-half  of  the  value  of  goods  carried. 

Disposition  of  case. — On  December  19, 1889,  hearing  was  called  and 
petition  to  dismiss  complaint  was  granted.  Briefs  Were  filed,  but 
apparently  no  testimony  tak^iv.  Gommi^siorv's  memorandum  filed 
January  18,  1890. 
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Docket  No.  340. 

Complaint. — ^That  defendant  unjustly  discriminates  against  com- 
plainant by  refusing  to  transport  for  it  consignments  of  merchandise 
which  contain  packages  for  different  consignees  except  at  the  rate 
which  would  apply  on  such  packages  if  separately  consigned,  but  that 
it  does  take  such  shipments  for  the  United  States  Express  Company 
and  others. 

Disposition  of  case. — On  June  9,  1892,  complainant's  counsel  filed 
motion  to  have  complaint  dismissed,  and  on  the  same  day  order  of 
dismissal  was  entered. 

Docket  No.  750. 

Complaint. — ^That  on  April  8,  1904,  65  cases  and  5  bundles  of 
paper  were  collected  from  several  mills  at  Holyoke,  Mass.,  combined 
into  one  carload  and  shipped  by  complainants,  acting  as  traffic  man- 
agers for  the  mills,  to  one  consignee  at  New  York,  Jf.  Y.;  that  de- 
fendant refused  to  transport  this  carload  -shipment  at  the  carload  rate 
of  $37.93,  but  charged  a  sum  greater  than  the  carload  rate,  amounting 
to  $55.18,  and  has  ever  since  refused  to  accept  freight  on  carload 
rates  offered  under  similar  circumstances. 

Disposition  of  case. — Demurrer  filed  by  defendant  May  14,  1904. 
No  further  proceeding  recorded. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  discrimination  in 
receiving,  en  route  and  on  delivery: 

REFUSAL  TO  RECEIVE    (OR  FORWARD). 

Refusal  to  receive  cars  for  haul  over  certain  line,  2397. 

Refusal  to  receive  cars  for  point  beyond  line,  1074,  3422. 

Refusal  to  receive  for  certain  destinations,  736, 1074,  2058,  2386. 

Refusal  to  receive  from  connecting  lines,  3331. 

Refusal  to  receive,  except  from  certain  line,  2486. 

Complaint  of  embargo,  2506. 

Refusal  to  receive  in  less  than  carload  lots,  879. 

Refusal  to  stop  refrigerator  cars  for  poultry,  etc..  3350. 

Refusal  to  allow  cars  to  be  loaded  with  certain  n^ight  for  certain 
points,  2771. 

Refusal  to  receive  freight  to  be  reshipped  by  certain  consignees, 
1817. 

Refusal  to  accept  freight  unless  consigned  to  certain  party,  2594. 

Refusal  to  forward,  1682,  3379. 

Refusal  to  move  cars,  336,  461,  2835,  3230,  3374. 

Refusal  to  receive  certain  kinds  of  freight,  298,  519,  1043,  1590, 
2256,  2363,  2378,  3036,  3091,  3101,  3144. 

General  complaints  of  refusal  to  receive  or  to  ship,  145,  479,  556, 
584,  610,  626,  856,  965,  2395,  2467,  2656,  2779. 

DELAYS. 

Delay  in  connections,  1034. 
Delay  in  forwarding,  222. 
Dentention  of  freight  or  car,  765. 
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Delay  in  returning  empty  tank  cars  of  shippers,  2351,  2546. 

Delay  in  general,  724,  949,  979,  1601,  2132,  2513,  2823,  2955,  3238, 
3378  3397. 

Delay  in  delivery,  42,  1060,  1090,  1614,  1678,  1712,  1836,  2451,  2456, 
2478,  2795,  2796,  2803,  2816,  2862,  2899. 

Delay  in  shipment,  162,  880, 1124, 1149, 1543, 1551, 1579,  1666, 1759, 
1765,  1777,  1787,  1874,  1880,  1882,  2049,  2062,  2064,  2069,  2084,  2086, 
2091,  2197,  2261,  2276,  2358,  2382,  2389,  2411,  2426,  2465,  2494,  2553, 
2567,  2583,  2631,  2713,  2716,  2769,  2846,  2945,  2926,  3123. 

TIME  allowance;  demurrage  charges. 

152,  318,  568,  1068,  1098,  2546,  1818,  1885,  1959,  1970,  2115,  2221, 
2307,  2387,  2412,  2487,  2556,  2730,  2797,  2985,  3123,  3212. 
Early  closing  of  depot,  2157. 
Car  rental  charge  m  addition  to  switching  charge,  3149. 

nondelivery. 

Refusal  to  deliver.  291,  22"50. 

Nondelivery  or  failure  to  deliver,  141^  190,  293,  362,  505,  2061,  2240, 
2325,  2871,  2904,  2940,  2943,  3251. 

miscellaneous. 

Diversion  of  cars,  2820. 

Failure  to  carry  out  shipping  instructions  to  hold  car,  340. 

Discrimination  in  carrying  packages  on  passenger  car,  476. 

Refusal  to  weigh  coal  at  destination,  3389. 

Failure  of  railroad-to  have  cattle  fed  while  in  transit,  2687. 

Revoking  privilege  of  inspecting  order  consignments,  2662. 

Docket  No.  466. 

Comj)laint. — That  the  defendants  in  imposing  terminal  charges  at 
the  Chicago  live-stock  market,  while  imposing  no  such  charges  at 
stock  markets  such  as  East  St  Louis,  Kansas  City,  and  Omaha,  dis- 
criminates against  Chicago  and  in  favor  of  these  localities ;  that  upon 
dead  freight  consigned  to  or  taken  from  the  Union  Stock  Yards 
the  switching  charge  is  absorbed  by  the  defendants,  wherefore  the 
imposition  or  this  charge  is  a  discrimination  against  live  stock  as  a 
species  of  traffic,  and  in  favor  of  dead  freight. 

Facts, — The  facts  as  suggested  in  the  above  partial  statement  of  the 
complaint  were  substantiairy  established. 

Conclusion  of  the  Commlssian, — If  the  imposition  of  a  terminal 
charge  at  Chicago  was  just  and  reasonable,  the  fact  that  similar 
charges  were  not  imposed  by  the  defendants  at  either  competing  stock 
markets  referred  to  did  not  make  the  Chicago  charge  an  undue  pref- 
erence under  the  third  section  of  the  act  to  regulate  commerce.  A 
carrier  may,  under  stress  of  competition,  absorb  a  terminal  charge 
upon  one  kind  of  merchandise  or  m  favor  of  one  locality  and  not  in 
favor  of  another,  unless  in  so  doing  he  is  guilty  of  an  undue  prefer- 
ence, and  there  is  nothing  in  this  case  to  show  any  such  unlawful  con- 
duct on  the  part  of  any  of  these  defendants. 

Duposition  of  ccwe.— C^isfe  d\^po?j^d  of  on  other  points  than  those 
above  considered. 
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Docket  No.  434. 

Complaint. — Complaint  that  defendant  railroad,  in  violation  of 
section  3  of  the  act  to  regulate  commerce,  had  given  undue  and  un- 
reasonable preference  to  complainant's  competitors  in  both  the  mill- 
ing and  gram  business,  in  that  it  had  refused  the  complainant  a  loca- 
tion on  its  side  track  at  Mount  Vernon,  S.  Dak.,  which  it  granted  to 
grain  dealers  at  Mount  Vernon  and  elsewhere,  and  that  it  refused  a 
switch  to  complainant  which  it  had  granted  to  competitors  in  the 
same  business. 

Facts. — The  complainant  was  engaged  in  the  milling  and  grain 
business  at  Mount  Vernon,  S.  Dak.,  a  place  situated  on  the  defenoant's 
lines.  At  this  place  the  defendant's  regular  side  track,  the  only  one 
there,  was  built  when  the  road  was  constructed.  Along  it  were 
located  warehouses,  grain  houses,  coal  houses,  etc.j  but  no  flouring 
miUs.  Complainant,  before  erecting  his  flour  mill  in  Mount  Vernon 
in  1892,  maae  application  to  defendant  for  permission  to  build  it  on 
defendant's  station  grounds  and  along  its  side  track.  This  appli- 
cation was  denied  by  the  defendant,  wnereupon  complainant  built  a 
mill  on  its  own  ground  without  side-track  facilities.  No  evidence 
was  submitted  to  show  that  the  complainant  applied  for  location  of 
an  elevator  on  the  said  side  track  at  Mount  Vernon,  but  subsequent 
to  the  completion  of  his  mill  he  erected  an  elevator  adjacent  thereto 
on  his  own  ground,  and  afterwards  asked  defendant  for  a  side  track 
to  the  mill  and  elevator  at  the  defendant's  cost.  The  defendant  re- 
plied that  it  had  declined  for  some  years  past  to  construct  side  tracks 
to  flour  mills  except  at  the  expense  of  the  mill  owner,  but  to  construc- 
tion on  these  terms  complainant  would  not  agree.  Not  enjoying 
side-track  facilities,  complainant  was  obliged  to  pay  the  sum  of  10 
cents  per  ton  for  grain  and  milled  products  shipped  and  15  cents  per 
ton  on  coal  received. 

AVhile  there  was  no  flouring  mill  on  the  defendant's  station  grounds 
at  Mount  V-ernon,  Plankinton,  or  Mitchell,  there  was  such  a  mill, 
erected  in  1892,  located  on  the  defendant's  ground  at  Parkston, 
S.  Dak.  It  was  not  on  the  main  side  track,  but  on  a  private  switch 
track,  built  after  the  erection  of  the  mill  to  connect  with  the  main 
track,  the  cost  of  this  side  track  being  borne  in  part  by  the  milling 
company  and  part  bv  the  railroad  company.  As  to  the  conditions  at 
Plankinton,  the  evidence  shows  that  in  the  year  1884,  when  the  mill 
at  Plankinton  was  erected,  there  was  a  spur  track  already  in  existence 
about  18  or  20  feet  from  which,  and  on  its  own  ground,  the  Plankinton 
Mill  Company  erected  its  mill.  Subsequently  the  Plankinton  Mill 
Company  made  application  to  the  defendant  to  have  the  spur  track 
moved  in  closer  proximity  to  their  mill.  Defendant  at  first  refused, 
but  finally  the  proposition  was  accepted  upon  the  agreement  that  the 
mill  company  should  do  the  grading  and  the  railroad  company  fur- 
nish the  rails  and  ties.  This  milling  company  at  Plankinton  paid 
the  defendant  nothing  for  switching  cars  to  and  from  its  mill  and 
elevator.  The  mill  at  Mitchell,  the  defendant  admits  in  its  answer, 
''has  a  switching  track  loading  to  it  which  was  constructed  by  the 
defendant  at  its  cost  and  expense,"  the  reason  for  such  concession 
being  that  in  1884  Mitchell  was  a  very  small  place,  just  starting. 

Conclusion  of  the  Commission. — Without  much  further  cow«^<ifist'^- 
tion  of  facts,  hut  witli  consideration  of  tVve  ?>ta\\\\.c,  oi '^Qi^\^^^^^-^^ 
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regulating  the  construction  and  maintenance  of  side  tracks  from  ware- 
houses, etc.,  with  the  terms  of  which  statute  so  far  as  they  concern 
application  for  side  track  and  offer  to  defray  expense  of  same  it  ap- 
peared complainant  had  not  complied,  it  is  held  that  no  violation  of 
the  law  is  alleged  in  the  complaint,  as  shown. 
Disposition  of  case, — Complaint  dismissed. 

Docket  No.  527. 

Complaint, — That  defendant  was  guilty  of  unlawful  conduct  in  re- 
fusing to  continue  the  delivery  of  hay  in  the  borough  of  Brooklyn, 
N.  Y.,  after  making  such  delivery  for  a  period  of  vears. 

Facts. — The  complainant  was  an  unincorporated  association  deal- 
ing in  hay,  having  places  of  business  in  vicinity  of  defendant's  freight 
station  at  Brooklyn.  Prior  to  1888  defendant  had  no  public  freight 
station  in  Brooklyn,  but  in  March  of  that  year  erected  such  a  station 
a.t  which  for  a  period  of  years  all  classes  of  freight  were  delivered. 
The  method  of  aelivery  was  as  follows :  Loaded  cars  on  reaching  the 
Jersey  City  terminus  of  the  road  were  transferred  to  lighters  or 
floats,  which  were  towed  across  the  harbor  to  Brooklyn  and  from 
which  the  cars  were  again  transferred  to  tracks  of  the  defendant  and 
placed  in  position  for  unloading.  This  constituted  what  was  called 
"  track  delivery."  About  the  middle  of  August  the  defendant  dis- 
continued the  delivery  so  far  as  carload  hay  was  concerned,  but  con- 
tinued it  with  respect  to  all  other  merchandise,  its  justification  being 
the  enlarged  volume  of  business  which  congested  the  freight  at  the 
Brooklyn  terminal..  The  defendant,  thou^  refusing  to  make  the 
track  delivery  of  hay,  continued  to  deliver  this  commodity,  or  offered 
to  deliver  it  by  lighter  "  alongside  "  any  point  within  the  lighterage 
district  of  New  York,  a  service  which  it  was  bound  to  perform  by  the 
t^rms  of  its  published  regulations. 

Conclusion  of  the  Commission, — It  being  found  that  because  of  the 
great  increase  of  the  business  for  Brooklyn  delivery  a  state  of  chronic 
congestion  had  resulted  at  the  Brooklyn  terminal,  and  it  being  found 
that  the  complaining  parties  were  not  denied  any  privileges  which 
other  Brooklyn  hay  dealers  enjoyed,  it  was  held  that  the  resulting  dis- 
crimination against  the  article  of  carload  hay  was  not  "  imjust  ^ 
within  the  meaning  of  the  act.  "  The  defendant  is  not  in  every  case 
under  legal  compulsion  to  furnish  the  same  terminal  facilities  for  all 
descriptions  of  traffic.  It  is  sufficient  if  reasonable  provision  is  made 
in  this  regard,  and  what  is  reasonable  in  the  given  instance  depends 
largely  upon  the  conditions  and  surroundings  of  the  particular  local- 
ity. Under  such  circumstances  as  are  here  disclosed,  the  needs  of  the 
general  public  must  be  considered  and  the  carrier's  action  adapted 
to  the  best  practicable  discharge  of  its  public  obligations.  The  rule 
of  the  greatest  good  to  the  greatest  number  fairly  applies.  If  all  can 
be  provided  with  desired  facilities,  the  plan  or  method  adopted  should 
be  the  one  affording  the  largest  public  accommodation  with  the  small- 
est amount  of  individual  hardship.  This,  we  think,  has  been  done  in 
the  case  before  us." 

Disposition  of  case, — No  violation  of  the  statute  having  been  shown. 
{he  complaint  was  ordered  d\?.mvssed. 
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Docket  No.  6C3. 

Complaint.— Thsit  defendant  was  guilty  of  unjust  discrimination  in 
failure  to  furnish  ears  for  conduct  of  complainant's  business,  while 
furnishing  a  competitor  in  the  same  line  more  than  his  fair  propor- 
tion ;  that  defendant  unloaded  coal  for  a  competitor  and  forced  com- 
plainant to  go  to  the  outskirts  of  the  town  for  his  coal,  furnishing 
the  competitor  a  private  switch,  and  refusing  a  like  concession  to  the 
complainant,  illegal  practices  in  violation  of  the  act. 

Facts. — In  1896  complainant  came  from  New  Holland,  purchased 
a  grain  elevator  alon^ide  the  line  of  defendant's  road,  a  siding  where 
cars  were  loaded,  being  a  "  passing  siding  "  of  defendant  fompaiij. 
Near  by  was  an  elevator  owned  by  a  competing  fin ri,  which  was 
situated  a  short  distance  from  the  main  line,  and  had  a  short  spur  sid- 
ing on  which  it  received  loaded  grain  cars.  This  competing  nrm,  by 
reason  of  having  been  engaged  in  the  operation  of  an  elevator  at  this 
point  two  or  three  times  as  long  as  complainant,  or  for  some  other  rea- 
son, had  managed  to  control  the  greater  proportion  of  grain  elevated 
and  shipped  from  that  point  for  the  six  years  preceding.  During  the 
coal  strike  and  resulting  car  famine  in  the  winter  of  1902-^3  an  em- 
bargo was  placed,  November  17,  1902,  upon  the  shipment  cf  grain  to 
Pittsburg  and  points  east  upon  the  Pennsylvania  line,  and,  subject 
to  certain  modifications,  was  not  entirely  removed  until  March  3, 
1903.  At  about  this  time  complainant  began  keeping  a  record  of 
cars  furnished  his  competitors.  It  was  found  that  fiSm  November 
10,  1902,  to  February  1,  1903,  complainant  received  13  cars  and  his 
competitors  received  56  cars.  The  complainant,  having  no  idea  of  the 
destination  of  such  cars,  was  naturally  aggrieved;  but  it  appeared 
that  of  the  cars  received  by  his  competitors  25  were  for  local  points  on 
defendant's  line,  where  the  embargo  did  not  apply  and  to  which 
complainant  had  no  shipments  to  make.  Complainant  admitted  in 
his  testimony :  "  I  asked  for  cars  to  go  east,  not  to  Chicagjo  and  Mount 
Vernon  points."  Of  the  31  remaining  cars  7  were  foreign  cars  and 
were  destined  to  points  not  barred  at  the  time  by  the  embargo.  To 
these  points  complainant  had  no  shipments,  and,  therefore,  could  not 
use  the  cars.  Four  of  the  remaining  cars  had  been  offered  to  the  com- 
plainant at  the  particular  time,  and  he  had  no  use  for  them,  and  they 
were  afterwards  given  to  his  competitor.  In  the  month  of  Jannfir\\ 
1903,  the  competing  elevator  shipped  24  cars;  of  these  21  vrere  local, 
and  complainant  testified  that  he  had  no  corn  sold  to  local  points  in 
January  and  did  not  ask  for  local  cars  in  that  month.  The  facts  c(m- 
cerning  the  alleged  discrimination  in  the  matter  of  facilities  for  re- 
ceiving coal  were  such  as  to  give  the  Commission  no  jurisdiction, 
since  the  half  dozen  lots  of  coal  which  defendant  had  handled  in  the 
season  were  bought  in  New  Alexander,  Ohio,  and  sold  in  New  Hol- 
land, Ohio,  and  were,  therefore,  not  interstate  traffic. 

Disposition  of  case. — It  appearing  that  there  was  no  unjust  dis- 
crimination against  complainant,  or  facts  to  warrant  the  finding  of 
unjust  discrimination  in  the  matter  of  receiving  and  unloading  coal, 
complaint  was  dismissed. 

Docket  No.  532. 

Complaint. — That  whereas  defendant's  charge  for  switcJxvw^  ^'^^•^j. 
containing  interstate  traffic  to  industries  oiv  \Vs»  \\w^.^  ^tA  &«>  S^ 
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regulating  the  construction  and  maintenance  of  side  tracks  from  ware- 
houses, etc.,  with  the  terms  of  which  statute  so  far  as  they  concern 
application  for  side  track  and  offer  to  defray  expense  of  same  it  ap- 
peared complainant  had  not  complied,  it  is  held  that  no  violation  of 
the  law  is  alleged  in  the  complaint,  as  shown. 
Disposition  of  case, — Complaint  dismissed. 

Docket  No.  527. 

Complaint. — That  defendant  was  guilty  of  unlawful  conduct  in  re- 
fusing to  continue  the  delivery  of  hay  in  the  borough  of  Brooklyn, 
N.  Y.,  after  making  such  delivery  for  a  period  of  years. 

Facts, — The  complainant  was  an  unincorporated  association  deal- 
ing in  hay,  having  places  of  business  in  vicinity  of  defendant's  freight 
station  at  Brooklyn.  Prior  to  1888  defendant  had  no  public  freight 
station  in  Brooklyn,  but  in  March  of  that  year  erected  such  a  station 
a.t  which  for  a  period  of  years  all  classes  of  freight  were  delivered. 
The  method  of  delivery  was  as  follows :  Loaded  cars  on  reaching  the 
Jersey  City  terminus  of  the  road  were  transferred  to  lighters  or 
floats,  which  were  towed  across  the  harbor  to  Brooklyn  and  from 
which  the  cars  were  again  transferred  to  tracks  of  the  defendant  and 
placed  in  position  for  unloading.  This  constituted  what  was  called 
"  track  delivery."  About  the  middle  of  August  the  defendant  dis- 
continued the  delivery  so  far  as  carload  hav  was  concerned,  but  con- 
tinued it  with  respect  to  all  other  merchandise,  its  justification  being 
the  enlarged  volume  of  business  which  congested  the  freight  at  the 
Brooklyn  terminal..  The  defendant,  though  refusing  to  make  the 
track  delivery  of  hay,  continued  to  deliver  this  coinmodity,  or  offered 
to  deliver  it  by  lighter  "  alongside  "  any  point  within  the  lighterage 
district  of  New  York,  a  service  which  it  whj^  bound  to  [>erforiii  by  the 
t^rms  of  its  published  regulations. 

Coficlusion  of  the  Commission. — It  Ijeing  found  that  because  of  thi 
great  increase  of  the  business  for  Brooklyn  delivery  a  state  of  chronic 
congestion  had  resulted  at  the  Brooklyn  terminal,  and  it  being  found 
that  the  complaining  parties  w^ere  not  denied  any  privile^s  which 
other  Brooklyn  hay  dealers  enjoyed,  it  whs  held  that  the  resulting  dis- 
crimination against  the  article  of  carload  huy  was  not  **  unjust^ 
within  the  meaning  of  the  act.  ''  The  defendant  is  not  in  ever?  C5i« 
under  legal  compulsion  to  furnish  the  same  terminal  facilities  for  «fl 
descriptions  of  traffic.  It  is  sufficient  if  reasonable  j^rovision  i§  wmii 
in  this  regard,  and  what  is  reasonable  in  the  given  instaooe  depenJi 
largely  upon  the  conditions  and  .surroundings  of  the  partictilftr  l^^^^^ 
ity.  Under  such  circumstances  as  are  here  disclosed,  the  litems  ^i'  :!*- 
general  public  must  be  considered  and  the  t  nnior's  nedcm  a'i»pi«i 
to  the  best  practicable  discharge  of  its  public  u[>h«^B 
of  the  greatest  good  to  the  greatest  number  hu\\y  ai 
be  provided  with  desired  facilities,  the  plan  or  nu  ' 
be  the  one  affording  the  largest  j)ublic  acconi 
est  amount  of  individual  hardship.  This, 
the  case  before  us." 

Disposition  of  case, — No  violation  of 
the  complaint  was  ordered  d\srcv\^^d. 
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switching  service  for  local  industries  or  manufactures  in  Detroit, 
is  $2  per  car,  still  the  said  defendant  has  demanded  and  received, 
under  protest,  from  complainant  the  siun  of  $6  for  this  service. 
Disposition  of  case, — Order  of  dismissal  entered  March  17,  1903. 

Docket  No.  73a. 

Complaint. — That  grain  originating  west  of  the  Mississippi  River 
is  delivered  in  East  ht.  Louis  at  elevators  located  upon  the  line  of 
the  Wiffgins  Ferry  Company  and  at  the  McReynolds  &  Hall  ele- 
vators, located  upon  the  lines  of  the  Mobile  and  Ohio  Railroad 
and  Southern  Railway,  for  the  same  rate  of  charge,  but  on  interstate 
shipments  of  grain  out  of  East  St.  Louis  a  switching  charge  is  im- 
posed on  grain  from  elevators  on  the  property  of  the  Wiffgins  Ferry 
Company,  and  not  on  grain  from  the  McReynolds  &  HaU  elevators. 

Disposition  of  case. — ^March  26,  1904.  This  case  appears  to  be 
pending,  the  last  entry  in  docket  being  the  filing  of  the  answer  of 
the  Louisville  and  Nashville  Railroad  Company  on  March  26,  1904. 

Docket  No.  769. 

Complaint, — That  defendant  refuses  to  give  complainants  increased 
railroad  facilities  at  their  mines  near  Bamesville,  Ohio,  although 
complainants  have  preferred  payment  to  cover  cost,  and  notwith- 
standing defendant  grants  such  connections  to  other  coal  companies 
who  are  complainants  competitors. 

Disposition  of  case. — Hearing  at  Washington  October  18,  1904. 

Docket  No.  754. 

Complaint. — ^That  on  July  31,  1903,  the  Bluefield  Coal  and  Coke 
Company,  of  West  Virginia,  shipped  700  tons  of  coal  to  complainant 
at  Norfolk,  Va.,  for  reshipment  by  barges  to  final  destination  ou 
account  of  contract  with  United  States  Government;  that  part  of 
this  shipment  was  delayed  in  transit  and  the  barge  was  compelled  to 
sail  August  10  with  short  cargo  to  avoid  demurrage  charges;  that 
by  unnecessarv  delay  in  transit  and  failure  to  notify  complainant  of 
arrival  of  balance  of  reshipment  complainant  was  charged  an  un- 
necessary and  unjust  demurrage  charge  at  Norfolk;  that  said  de- 
fendant charges  the  independent  shippers  $20  for  the  use  of  wharf, 
which  privilege  is  g^iven  free  of  charge  to  the  Pocahontas  Coal  and 
Coke  Company,  which  company  was  largely  owned  and  controlled 
by  defendant,  which  competing  company  is  also  exempt  from  all 
demurrage  charges;  all  of  which  is  an  unjust  discrimination  ?igainst 
complainant. 

Decision  of  case. — ^This  was  assigned  for  hearing  May  31,  1905. 
On  Maj  25,  1905,  the  assignment  was  canceled  and  tne  hearing  post- 
poned mdefinitely. 

Docket  No.  778 

Complaint. — That  complainant  has  constructed  about  one  mile  of 
side  tracks  along  the  line  of  defendant's  road  for  shipping  coal  from 
its  lines,  nearing  BeVingtoiv,  ^N^ .  Y^.^Wt  de-fendant  refuses  to  make 
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the  necessary  switch  connections,  and  that  such  connections  have 
been  furnished  to  complainant's  competitors,  thereby  discriminating 
against  complainant  in  favor  of  cempetitors,  in  violation  of  section 
3  of  the  act. 

Disposition  of  case. — Joint  answer  of  defendants  filed  October  26, 
1904,  this  being  the  last  entry  on  the  docket. 

Docket  No.  812. 

Complaint. — That  complainant,  owner  of  about  4,300  acres  of  coal 
land  lying  along  the  line  of  defendant's  railroad,  has  arranged  to 
build  a  tipple  and  equipment  for  the  operation  of  said  mines  about 
4,000  feet  from  defendant's  line  of  roaa,  and  has  provided  way  for 
siding;  that  defendants  own  stock  in  various  companies  in  competi- 
tion with  complainants,  and  for  this  reason  Have  repeatedly  rerused 
and  still  refuse  to  build  the  siding  or  switching  connection  or  permit 
it  to  be  built,  even  at  the  expense  of  the  complainant. 

Disposition  of  case. — Hearing  at  Washington  June  5,  1905,  and 
briefs  filed,  the  last  entry  being  an  entry  of  the  filing  of  defendant's 
reply  brief  on  July  12,  1905. 

Docket  No.  829. 

Complaint. — That  defendant  refuses  to  deliver  shipments  of 
dressed  beef  and  pork  products  consigned  to  him  at  the  Canal  street 
yard  at  Providence,  R.  I.,  but  persists  in  delivering  such  shipments 
at  the  West  yard,  1^  miles  distant  from  complainant's  place  of  busi- 
ness, while  at  the  same  time  delivering  similar  shipments  at  the  Canal 
street  yard  to  other  consignees,  thereby  discriminating  against  com- 
plainant. 

Disposition  of  case. — Answer  of  defendant  filed  August  1,  1905. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  dis- 
crimination in  depot,  platform,  and  track  facilities: 

Complaint  that  a  given  place  is  without  shipping  facilities,  2224, 
3392. 

Request  that  railroad  be  compelled  to  build  depot  and  keep  it 
open,  527. 

Discrimination  in  switching,  146,  1086,  1989. 

Illegal  switching  charges,  2758,  3440. 

Excessive  switching  charges,  312,  334,  3351,  3398. 

General  complaints  of  switching  charges,  523,  1085,  1537,  2539, 
2830,  3085. 

Refusal  to  place  cars  on  side  track,  192,  2919,  3011,  3445. 

Track  facilities,  2886. 

Complaint  as  to  putting  in  switch  or  side  track,  2080, 2288,  2462. 

Complaint  as  to  elevator  facilities,  143,  921,  1071,  1100,  2130,  2493, 
2785. 

Terminal  charges,  478,  2220,  3376. 

As  to  right  of  a  new  railroad  to  use  facilities  of  union  railway 
depot,  1830. 

Liimiting  rights  of  draymen  to  solicit  business  ^t  Afc^o\s.^^^52A^^^^^« 
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Docket  No.  149. 

Complaint. — That  defendant  company  had  discriminated  against 
the  city  of  Ionia,  Mich.,  in  giving  free  cartage  to  competitors  of  the 
road  at  Grand  Rapids,  whfle  denying  a  like  service  to  competitors 
at  Ionia.  It  was  claimed  that  this  was  equivalent  to  a  special  rate  or 
rebate  equal  to  the  cost  of  the  cartage ;  that  it  exacted  a  greater  com- 
pensation for  the  transportation  of  like  kinds  of  property  for  a 
shorter  than  for  a  long  haul,  and  that  it  gave  an  undue  and  unreas- 
onable preference  and  advantage  to  Grand  Rapids. 

Facts. — Complainants  were  copartners  doing  business  as  retail 
merchants  in  the  city  of  Ionia,  Mien.  They  purchased  goods  at  Phila- 
delphia, New  York,  Boston,  and  points  east  of  Detroit.  Shipments 
of  freight  from  points  east  of  Detroit  were  delivered  to  respondents' 
road  at  the  city  of  Detroit  and  transported  over  its  line  oi  railway, 

fassing  through  the  city  of  Ionia  before  they  reached  Grand  Rapi(k. 
onia  was  thus  a  shorter  distance  from  Detroit  than  Grand  Rapids. 
The  defendant  at  its  own  expense  provided  cars  and  trucks  at  Grand 
Rapids  for  the  transportation  of  freight  generally,  as  well  as  freight 
consigned  from  points  east  of  Detroit,  between  its  stations  at  Grand 
Rapids  and  the  place  of  business  of  patrons  of  the  road.  This  service 
was  not  furnished  to  complainants  or  other  merchants  and  patrons 
of  its  road  at  Ionia.  The  service  at  Grand  Rapids  had  been  open 
for  a  long  time.  The  position  of  the  defendant  company  was  com- 
petition at  Grand  Rapids;  its  station  in  Grand  Rapids  was  much 
farther  from  business  houses  than  its  station  at  Ionia  was  from  the 
business  houses  of  that  city.  Respondent  had  engaged  in  the  prac- 
tice of  free  cartage  for  a  period  long  prior  to  the  time  when  either  of 
its  rival  railroads  was  constructed  at  that  place.  The  actual  cost  of 
carting  free  from  the  respondents'  warehouses  in  Ionia  to  several 
places  in  Ionia  from  which  traffic  was  hauled  was  2  cents  per  him- 
dred  weight. 

Conclusion. — A  majority  of  the  Commission  held  that  the  practice 
of  the  respondent  company  was  in  violation  of  the  long  and  short  haul 
clause  of  the  act  to  regulate  commerce,  the  opinion  saying:  "The 
complainant  will  be  sustained  on  that  ground  and  order  will  be  en- 
tered accordingly  without  expressly  passing  upon  other  points  raised." 

Two  Commissioners  concurred  in  the  foregoing  with  the  addition 
that  "  the  free  cartage  ser\4ce  rendered  by  the  respondent  at  Grand 
Rapids  is  unlawful  on  the  further  ground  that  it  is  in  effect  a  device 
for  receiving  less  than  the  established  tariff  rate  to  and  from  that 
point."  The  cartage  service  is  a  service  in  connection  with  the  trans- 
portation, and  is  in  effect  an  indirect  rebate  from  the  rate  to  the  extent 
of  the  value  of  the  cartage.     One  Commissioner  dissented. 

Disposition  of  case. — Ordered  that  respondents  cease  from  violation 
of  the  law  as  found  in  the  opinion,  consisting  in  furnishing  free  cart- 
age to  and  from  its  station  at  Grand  Rapids,  Mich.,  for  freight  carried 
on  its  road.  Order  not  complied  with.  The  Supreme  Court  held  the 
order  in  this  case  to  be  unlawful. 

Docket  No.  197. 

Complaint. — Petitioner,  a  corporation  engaged  in  the  manufacture 
of  flour  at  East  St.  Louis,  compWiv^d  iVvfl^t  its  business  in  that  r^ard 
was  discriminated  against  V>^  t\v^  d^i^wfii^TvX.  <!»xx\^x^  yc^  \vi<st^  ^t  St 
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Louis  manufacturers  of  the  same  commodity,  in  that  the  carriers  per- 
mitted the  St.  Louis  shippers  to  deliver  their  freight  at  places  or 
stations  whence  it  would  be  transported  to  the  receiving  depot  of  the 
St.  Louis,  Alton  and  Terre  Haute  Kailroad  at  East  St.  Louis  at  the 
expense  of  the  defendant;  the  rate  from  St.  Louis,  including  the 
amount  paid  to  the  carriers  and  the  transfer  companies,  being  the  same 
as  that  charged  to  the  complainant  and  other  shippers  from  East  St. 
Louis  to  the  same  destinations,  whereas  the  complainant  did  not 
receive  like  or 'equivalent  cartage  or  local  transportation  facilities. 
^  Facts, — Petitioner's  mill  was  situated  about  one-half  mile  from  the 
receiving  station  of  the  St.  Louis,  Alton  and  Terre  Haute  Railroad  at 
East  St.  Louis,  which  company  maintained  a  side  track  contiguous  to 
the  mill  property.  The  petitioner  delivered  flour  in  two-  ways,  first, 
by  sending  the  flour  by  team  to  the  receivinff  station  at  East  St.  Louis, 
at  a  cost,  it  is  claimed,  of  6  cents  per  barrel;  or,  second,  by  loading  it 
on  the  cars  of  the  railroad  company,  which  were  switched  to  and  over 
its  siding  free  of  charge,  the  cost  for  loading  at  the  siding  being  about 
3  cents  per  barrel.  Iii  addition,  complainant  was  required  to  clean 
and  repair  the  cars,  and  load  them  according  to  stations — that  is,  so 
that  the  freight  destined  for  the  nearest  station  is  placed  on  the  for- 
ward part  of  the  train,  that  for  intermediate  stations  in  the  middle, 
and  that  for  the  most  remote  stations  in  the  rear  of  the  train.  The  St. 
Louis  millers  shipped  flour  by  defendant's  roads  to  the  same  points 
as  complainant,  making  their  deliver}^  in  St.  Ijouis,  from  where 
it  is  taken  to  the  railroad  station  in  East  St.  Louis  in  one  of  the  three 
following  ways :  First,  by  rail  from  the  station  of  the  Terminal  Rail- 
road Association  of  St.  Louis ;  second,  by  wagons  from  the  station  of 
the  St.  Louis  Transfer  Company ;  third,  by  wagons  from  the  doors  of 
their  mills,  the  wagons  employed  being  those  of  the  St.  Louis  Trans- 
fer Company.  The  railroads,  except  in  case  the  wagons  of  the  trans- 
fer company  take  the  flour  from  the  mills  at  St.  Louis,  bear  the  entire 
expense  of  transferring  the  same  from  the  stations  in  St.  Louis  to  the 
railroad  station  in  East  St.  Louis,  and  at  an  expense  of  either  4  cents 
or  8  cents  per  barrel,  according  to  the  method  of  transfer.  When  the 
method  of  transfer  entirely  by  wagon  is  employed,  the  shipper  paid 
one  half  of  the  transfer  charges,  or  4  cents  a  oarrel,  the  railroad  com- 
pany paying  the  other  half.  It  results  from  these  facts  that  the  rail- 
road companies  receive  less  for  a  shipment  of  flour  originating  in  St. 
Louis  than  in  East  St.  Louis. 

Conclusion  of  the  Commission, — Defendant  having  treated  the 
cities  of  St.  Louis  and  East  St.  Louis  as  a  single  business  community, 
can  not  complain  if  this  case  is  determined  upon  that  theory.  Upon 
consideration  of  all  the  circumstances  in  the  case,  both  those  to  the 
advantage  of  the  complainant  and  those  to  his  disadvantage,  it  is 
held  that  in  order  to  be  put  on  an  equality  of  treatment  with  the  St. 
Louis  shippers,  he  is  entitled  to  an  order  allowing  him  a  reduction  of 
6  cents  per  barrel  on  the  rates  which  may  be  in  lorce,  as  long  as  the 
defendants  charge  that  amount  of  cartage  to  other  millers,  on  all 
flour  destined  to  points  outside  the  State  which  the  initial  carriers 
request  the  petitioner  to  haul  to  its  station,  or  which  the  petitioner  is 
compelled  to  haul  there  by  reason  of  proper  cars  not  being  furnished 
on  the  side  track  contiguous  to  his  mill.  "  For  the  carrier  to  pay  tJie 
larger  expense  of  transportation  of  a  remote  shipper's  merchaudisA 
to  the  station  and  not  to  pay  the  less  expense  oi  \!tve  TveacteT  ^v^^^^ 
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merchandise  would  be  equivalent  to  a  rebate  to  the  former,  the  rail- 
road service  proper  being  the  same  to  each  and  at  the  same  rate" 
Requirement  for  the  petitioner  to  clean  and  repair  cars  in  order  to 
put  them  in  a  proper  condition  for  shipment  of  flfour,  held  to  be  unret- 
sonable.  Requirements  that  petitioner  shall  load  according  to  sta- 
tions, held  not  to  be  unreasonable,  because  of  the  compensating  ad- 
vantages for  the  trouble  and  expense  to  which  he  was  put  m  so 
loading. 

Disposition  of  case, — Order  in  accordance  with  the  above  findings 
and  conclusion.     Order  complied  with. 

Docket  No.  49G. 

Complaint, — That  defendants  unjustly  discriminate  against  ship- 
pers and  consignees  of  freight  and  otherwise  violate  the  act  to  regu- 
late commerce,  as  follows:  By  affording  free  storage  of  freights  in 
various  ways  for  some  shippers  but  not  tor  others ;  by  failing  to  col- 
lect demurrage  charges  on  cars  detained  by  favored  shippers  or  con- 
signees and  exacting  such  charges  from  others;  by  storing  only  for 
some  concerns  large  quantities  of  freig;ht  consigned  to  snippers  at 
destination  and  making  delivery  thereof  in  small  lots  to  persons  desig- 
nated by  the  shipper,  or  forwarding  from  similar  lines  over  its  own 
or  other  lines  to  various  points  under  direction  of  the  shipper;  by 
assuming  expenses  of  unloading,  loading,  and  cartage,  for  some  per- 
sons and  not  for  others ;  by  failure  to  include  in  their  published  and 
filed  schedules  the  above-stated  privileges  of  free  storage,  free  car 
service,  free  deliverv  of  stored  freight  upon  shipper's  order  to  differ- 
ent consignees,  or  forwarding  of  special  lots  of  freight  from  quan- 
tities stored. 

Facts, — Facts  true  of  carriers  in  general :  Common  carriers  by  rail- 
road in  the  United  States  have  never  followed  a  general  custom  of 
permitting  their  freight  depots  to  be  used  for  stora^  or  general  ware- 
house purposes,  or  of  allowing  their  cars  to  be  retained  m  the  posses- 
sion of  shippere  or  consignees  beyond  a  reasonable  time  for  loading 
or  unloading  freight.  Specific  regulations  are  published  for  the  pur- 
pose of  preventing  such  things.  Shipments  generally  are  made  and 
received  under  the  conditions  thereby  imposed,  and  in  the  belief  that 
if  they  are  not  observed,  the  penalty  stated  will  be  enforced.  Re- 
laxation of  these  rules  results  in  special  advantages  to  consignees  and 
shippers,  making  it  possible  sometimes  for  them  to  sell  small  lots 
of  goods  delivered  at  destination  without  paying  less  than  carload 
charges  thereon,  except  upon  reshipment  from  the  point  of  concen- 
tration ;  to  have  the  railway  agent  of  the  warehouse  manager  under 
railway  control  act  as  forwarding  agent  without  charge ;  to  compete 
with  wholesale  merchants  in  various  sections  without  the  cost  of 
warehousing,  cartage,  and  some  other  expenses  necessarily  involved 
in  the  carrying  on  of  the  locally  established  enterprise.  Tlie  general 
rules  referred  to  and  in  effect  upon  defendant  lines  and  railroads 
are  not  invariably  in  force.  They  are  waived  usually  when  ap- 
plication is  made  by  shippers  or  consignees.  On  some  roads  it  is 
claimed  that  the  waiver  is  in  no  instance  refused  when  aplied  for, 
but  it  is  not  shown  that  the  privileged  are  commonly  known  or  the 
method  of  obtaining  them  g^iv^T^W^  \vcvdQ;\!^txK)d. 
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Storage  is  granted  in  various  ways.  In  some  cases  shippers  con- 
sign to  their  own  order.  By  arrangement  with  the  carrier  the 
freight  is  kept  in  the  car,  freight  house,  or  some  warehouse  which 
carrier  controls,  and  upon  orders  of  the  shipper  issued  from  time  to 
time  it  is  delivered  hj  the  carrier  or  warehouse  agent  to  designated 
persons.  Such  facilities  of  storage,  handling,  cartage,  distribution, 
and  reshipment  of  less  quantities  substantiafly  provide  the  shipper 
"  with  branch  business  houses  in  large  cities."  Facts  are  also  given 
concerning  the  practice  at  particular  places  and  by  particular  roads. 

Conclusion  of  the  Commission, — Some  shippers  or  consignees  are 
substantially  forced  to  move  their  freight  promptly,  whue  others 
use  freight  houses  or  cars  for  specified  or  indefinite  periods  without 
charge.  Under  the  practices  snown  discriminations  and  unlawful 
abuses  are  not  merely  practicable,  but  are  actually  invited.  "  Dis- 
tributing consignments  in  part  lots  to  different  subsequently  desig- 
nated persons,  reshipping  upon  shipper's  order  parts  of  consignments 
held  in  store,  suspending  collection  of  charges  for  use  of  cars  beyond 
specified  reasonable  periods  of  time  after  such  cars  have  been  placed 
for  loading  or  unloading  by  shippers  or  consignees,  and  all  kindred 
concessions  come  within  the  same  requirements  of  impartiality  and 
publication." 

Disposition  of  case, — General  order  requiring  carriers  to  state  in 
their  tariffs  what  free  storage  is  granted  and  the  terms  and  conditions 
under  which  it  will  be  granted. 

Docket  No.  632. 

That  on  shipments  of  barrels  of  sugar,  which  remained  in  defend- 
ant's depot,  complainant  was  charged  and  compelled  to  pay  storage 
amounting  to  a  sum  stated,  alleged  to  be  in  violation  of  sections  2 
and  3  of  tne  act ;  that  neither  the  said  charge  of  1  cent  per  100  pounds 
per  day,  nor  any  charge  for  storage,  is  published  by  the  defendant 
in  violation  of  section  6  of  the  act. 

Facts. — Complainant  shipped  five  barrels  of  sugar  from  New  Ob- 
leans.  La.,  to  Macon,  Ga.  Owing  to  misunderstanding  as  to  the 
terms  on  some  of  the  sugar,  consignment  remained  in  defendant's 
depot  at  Macon  about  two  months  beyond  the  time  limit  allowed  by 
the  defendant  and  a  storage  charge  of  $11.85  was  laid  upon  the  sugar, 
the  payment  of  which  was  exacted  upon  the  delivery  of  the  shipment. 

The  defendant  published  through  a  southeastern  car-service  asso- 
ciation, and  filed  with  the  Interstate  Commerce  Commission,  rates 
and  regulations  for  storage  prescribed  by  the  Georgia  railroad  com- 
mission, and  adopted  by  the  railway  company  in  its  practice.  The 
storage  charges  assessed  were  in  accordance  with  the  rules  of  the 
Southeastern  Car  Service  Association.  The  object  of  this  associa- 
tion in  fixing  its  schedule  of  rates  was  to  induce  or  compel  consignees 
to  unload  cars  promptly  and  remove  freight  from  the  depots  as  speed- 
ily as  possible.  Such  charges  were  not  made  for  purposes  of  revenue, 
because  when  freight  is  handled  and  rehandled,  as  it  must  be  in  cases 
of  congestion,  the  expense  is  greater  than  the  income  derived  from 
storage.  The  New  Orleans  Car  Service  Association  fixes  a  tariff  for 
storage  in  New  Orleans,  affecting  all  roads  entering  that  city.  These 
rates  are  lower  than  those  of  the  Southeastern  Car  Service  Associa- 

S.  Doe.  244,  5^1 49 
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Delay  in  returning  empty  tank  cars  of  shippers,  2351,  2546. 

Delay  in  general,  724,  949,  979,  1601,  2132,  2513,  2823,  2955,  3238, 
3378,  3397. 

Delay  in  delivery,  42,  1060,  1090,  1614,  1678,  1712,  1836,  2451,  2456, 
2478,  2795,  2796,  2803,  2816,  2862,  2899. 

Delay  in  shipment,  162,  880, 1124, 1149, 1543, 1551, 1579, 1666, 1759, 
1765,  1777,  1787,  1874,  1880,  1882,  2049,  2062,  2064,  2069,  2084,  2086, 
2091,  2197,  2261,  2276,  2358,  2382,  2389,  2411,  2426,  2465,  2494,  2553, 
2567,  2583,  2631,  2713,  2716,  2769,  2846,  2945,  2926,  3123. 

TIME  allowance;  demubbaoe  chaboes. 

152,  318,  568,  1068,  1098,  2546,  1818,  1885,  1959,  1970,  2115,  222L 
2307,  2387,  2412,  2487,  2556,  2730,  2797,  2985,  3123,  3212. 
Early  closing  of  depot,  2157. 
Car  rental  charge  in  addition  to  switching  charge,  3149. 

NONDELIVERY. 

Kefiisal  to  deliver  291  22^0. 

Nondelivery  or  failure'to  deliver,  141^  190,  293,  362,  505,  2061,  2240, 
2325,  2871,  2904,  2940,  2943,  3251. 

MISCELLANEOUS. 

Diversion  of  cars,  2820. 

Failure  to  carry  out  shipping  instructions  to  hold  car,  340. 

Discrimination  in  carrying  packages  on  passenger  car,  476. 

Refusal  to  weigh  coal  at  destination,  3389. 

Failure  of  railroad-to  have  cattle  fed  while  in  transit,  2687. 

Revoking  privilege  of  inspecting  order  consignments,  2662. 

Docket  No.  466. 

Comjflaint. — That  the  defendants  in  imposing  terminal  charges  at 
the  Chicago  live-stock  market,  while  imposing  no  such  charges  at 
stock  markets  such  as  East  St  Louis,  Kansas  Uity,  and  Omaha,  dis- 
criminates against  Chicago  and  in  favor  of  these  localities;  that  upon 
dead  freight  consigned  to  or  taken  from  the  Union  Stock  Yards 
the  switching  charge  is  absorbed  by  the  defendants,  wherefore  the 
imposition  of  this  charge  is  a  discrmiination  against  live  stock  as  a 
species  of  traffic,  and  in  favor  of  dead  freight. 

Facts, — The  facts  as  suggested  in  the  above  partial  statement  of  the 
complaint  were  substantiiuly  established. 

Conclusion  of  the  Commission, — If  the  imposition  of  a  terminal 
charge  at  Chicago  was  just  and  reasonable,  the  fact  that  similar 
charges  were  not  imposed  by  the  defendants  at  either  competing  stock 
markets  referred  to  did  not  make  the  Chicago  charge  an  undue  pref- 
erence under  the  third  section  of  the  act  to  regulate  commerce.  A 
carrier  may,  under  stress  of  competition,  absoro  a  terminal  charge 
upon  one  kind  of  merchandise  or  m  favor  of  one  locality  and  not  m 
favor  of  another,  unless  in  so  doing  he  is  guilty  of  an  undue  prefer- 
ence, and  there  is  nothing  in  this  case  to  show  any  such  unlawnil  con- 
duct on  the  part  of  any  of  these  defendants. 

Disposition  of  ccwe.— Case  disposed  of  on  other  points  than  those 
above  considered. 
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Docket  No.  434. 

Complaint. — Complaint  that  defendant  railroad,  in  violation  of 
section  3  of  the  act  to  regulate  commerce,  had  given  undue  and  un- 
reasonable preference  to  complainant's  competitors  in  both  the  mill- 
ing and  grain  business,  in  that  it  had  refused  the  complainant  a  loca- 
tion on  its  side  track  at  Mount  Vernon,  S.  Dak.,  which  it  granted  to 
grain  dealers  at  Mount  Vernon  and  elsewhere,  and  that  it  refused  a 
switch  to  complainant  which  it  had  granted  to  competitors  in  the 
same  business. 

Facts. — The  complainant  was  engaged  in  the  milling  and  grain 
business  at  Mount  Vernon,  S.  Dak.,  a  place  situated  on  the  defendant's 
lines.  At  this  place  the  defendant's  regular  side  track,  the  only  one 
there,  was  built  when  the  road  was  constructed.  Along  it  were 
located  warehouses,  grain  houses,  coal  houses,  etCj  but  no  flouring 
mills.  Complainant,  before  erecting  his  flour  mill  m  Mount  Vernon 
in  1892,  made  application  to  defendant  for  permission  to  build  it  on 
defendant's  station  grounds  and  alon^  its  side  track.  This  appli- 
cation was  denied  by  the  defendant,  whereupon  complainant  built  a 
mill  on  its  own  ground  without  side-track  facilities.  No  evidence 
was  submitted  to  show  that  the  complainant  applied  for  location  of 
an  elevator  on  the  said  side  track  at  Mount  Vernon,  but  subsequent 
to  the  completion  of  his  mill  he  erected  an  elevator  adjacent  thereto 
on  his  own  ground,  and  afterwards  asked  defendant  for  a  side  track 
to  the  mill  and  elevator  at  the  defendant's  cost.  The  defendant  re- 
plied that  it  had  declined  for  some  years  past  to  construct  side  tracks 
to  flour  mills  except  at  the  expense  of  the  mill  owner,  but  to  construc- 
tion on  these  terms  complainant  would  not  agree.  Not  enjoying 
side-track  facilities,  complainant  was  obliged  to  pay  the  sum  of  10 
cents  per  ton  for  grain  and  milled  products  shipped  and  15  cents  per 
ton  on  coal  received. 

While  there  was  no  flouring  mill  on  the  defendant's  station  grounds 
at  Mount  Vernon,  Plankinton,  or  Mitchell,  there  was  such  a  mill, 
erected  in  1892,  located  on  the  defendant's  ground  at  Parkston, 
S.  Dak.  It  was  not  on  the  main  side  track,  but  on  a  private  switch 
track,  built  after  the  erection  of  the  mill  to  connect  with  the  main 
track,  the  cost  of  this  side  track  being  borne  in  part  by  the  milling 
company  and  part  by  the  railroad  company.  As  to  the  conditions  at 
Plankinton,  the  evidence  shows  that  in  the  year  1884,  when  the  mill 
at  Plankinton  was  erected,  there  was  a  spur  track  already  in  existence 
about  18  or  20  feet  from  which,  and  on  its  own  ground,  the  Plankinton 
Mill  Company  erected  its  mill.  Subsequently  the  Plankinton  Mill 
Company  made  application  to  the  defendant  to  have  the  spur  track 
moved  in  closer  proximity  to  their  mill.  Defendant  at  first  refused, 
but  finally  the  proposition  was  accepted  upon  the  agreement  that  the 
inill  company  should  do  the  grading  and  the  railroad  company  fur- 
nish the  rails  and  ties.  This  milling  company  at  Plankinton  paid 
the  defendant  nothing  for  switching  cars  to  and  from  its  mill  and 
elevator.  The  mill  at  Mitchell,  the  defendant  admits  in  its  answer, 
"has  a  switching  track  leading  to  it  which  was  constructed  by  the 
defendant  at  its  cost  and  expense?,"  the  reason  for  such  concession 
being  that  in  1884  Mitchell  was  a  very  small  place,  just  starting. 

Conchision  of  the  Commission. — Without  much  further  cow9\d5ix^- 
tion  of  facts,  but  witli  consideration  of  tV\(i  sl«iU\\.^i  c^i  '&Q\\^(^X^^!^^w<5Jval. 
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regulating  the  construction  and  maintenance  of  side  tracks  from  ware- 
houses, etc.,  with  the  terms  of  which  statute  so  far  as  they  concern 
application  for  side  track  and  offer  to  defray  expense  of  same  it  ap- 
peared complainant  had  not  complied,  it  is  held  that  no  violation  of 
the  law  is  alleged  in  the  complaint,  as  shown. 
Disposition  of  case, — Complaint  dismissed. 

Docket  No.  527. 

Complaint, — That  defendant  was  guilty  of  unlawful  conduct  in  re- 
fusing to  continue  the  delivery  of  hay  in  the  borough  of  Brooklyn, 
N.  Y.,  after  making  such  delivery  for  a  period  of  years. 

Facts. — The  complainant  was  an  unincorporated  association  deal- 
ing in  hay,  having  places  of  business  in  vicinity  of  defendant's  freight 
station  at  Brooklyn.  Prior  to  1888  defendant  had  no  public  freight 
station  in  Brooklyn,  but  in  March  of  that  year  erected  such  a  station 
a.t  which  for  a  period  of  years  all  classes  of  freight  were  delivered. 
The  method  of  delivery  was  as  follows:  Loaded  cars  on  reaching  the 
Jersey  City  terminus  of  the  road  were  transferred  to  lighters  or 
floats,  which  were  towed  across  the  harbor  to  Brooklyn  and  from 
w^hich  the  cars  were  again  transferred  to  tracks  of  the  defendant  and 
placed  in  position  for  unloading.  This  constituted  what  was  called 
"  track  delivery."  About  the  middle  of  August  the  defendant  dis- 
continued the  delivery  so  far  as  carload  hay  was  concerned,  but  con- 
tinued it  with  respect  to  all  other  merchandise,  its  justification  being 
the  enlarged  volume  of  business  w^hich  congested  the  freight  at  the 
Brooklyn  terminal..  The  defendant,  though  refusing  to  make  the 
track  delivery  of  hay,  continued  to  deliver  this  commodity,  or  offered 
to  deliver  it  by  lighter  "  alongside  "  any  point  within  the  lighterage 
district  of  New  York,  a  service  which  it  was  bound  to  perform  by  tEe 
t^rms  of  its  published  regulations. 

Conclusio?i  of  the  Commission. — It  being  found  that  because  of  the 
great  increase  of  the  business  for  Brooklyn  delivery  a  state  of  chronic 
congestion  had  resulted  at  the  Brooklyn  terminal,  and  it  being  found 
that  the  complaining  parties  were  not  denied  any  privileges  which 
other  Brooklyn  hay  dealers  enjoyed,  it  was  held  that  the  resulting  dis- 
crimination against  the  article  of  carload  hay  was  not  "  unjust  ^' 
w  ithin  the  meaning  of  the  act.  "  The  defendant  is  not  in  everv  case 
under  legal  compulsion  to  furnish  the  same  terminal  facilities  for  all 
descriptions  of  traffic.  It  is  sufficient  if  reasonable  provision  is  made 
in  this  regard,  and  what  is  reasonable  in  the  given  instance  depends 
largely  upon  the  conditions  and  surroundings  of  the  particular  local- 
ity. Under  such  circumstances  as  are  here  disclosed,  the  needs  of  the 
general  public  must  be  considered  and  the  carrier's  action  adapted 
to  the  best  practicable  discharge  of  its  public  obligations.  The  rule 
of  the  greatest  good  to  the  greatest  number  fairly  applies.  If  all  can 
be  provided  w  ith  desired  facilities,  the  plan  or  method  adopted  should 
be  the  one  affording  the  largest  public  accommodation  with  the  small- 
est amount  of  individual  hardship.  This,  we  think,  has  been  done  in 
the  case  before  us." 

Disposition  of  case. — No  violation  of  the  statute  having  been  shown. 
the  complaint  was  ordered  dismissed. 
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Docket  No.  663. 

Complaint. — That  defendant  was  guilty  of  unjust  discrimination  in 
failure  to  furnish  cars  for  conduct  of  complainant's  business,  while 
furnishing  a  competitor  in  the  same  line  more  than  his  fair  propor- 
tion; that  defendant  unloaded  coal  for  a  competitor  and  forced  com- 
plainant to  go  to  the  outskirts  of  the  town  for  his  coal,  furnishing 
the  competitor  a  private  switch,  and  refusing  a  like  concession  to  the 
complainant,  illegal  practices  in  violation  of  the  act. 

Facts. — In  1896  complainant  came  from  New  Holland^  purchased 
a  grain  elevator  alon^ide  the  line  of  defendant's  road,  a  siding  where 
cars  were  loaded,  bemg  a  "  passing  siding  "  of  defendant  trompaLy. 
Near  by  was  an  elevator  owned  by  a  competing  firm,  which  was 
situated  a  short  distance  from  the  main  line,  and  had  a  short  spur  sid- 
ing on  which  it  received  loaded  grain  cars.  This  competing  firm,  by 
reason  of  having  been  engaged  in  the  operation  of  an  elevator  at  this 
point  two  or  three  times  as  long  as  complainant,  or  for  some  other  rea- 
son, had  managed  to  control  the  greater  proportion  of  grain  elevated 
and  shipped  from  that  point  for  the  six  years  preceding.  During  the 
coal  strike  and  resulting  car  famine  in  the  winter  of  1902-3  an  enri- 
bargo  was  placed,  November  17,  1902,  upon  the  shipment  of  gi*ain  to 
Pittsburg  and  points  east  upon  the  Pennsylvania  line,  and,  subject 
to  certain  modifications,  was  not  entirely  removed  until  March  3, 
1903.  At  about  this  time  complainant  began  keeping  a  record  of 
cars  furnished  his  competitors.  It  was  found  that  from  November 
10,  1902,  to  February  1,  1903,  complainant  received  13  cars  and  his 
competitors  received  56  cars.  The  complainant,  having  no  idea  of  the 
destination  of  such  cars,  was  naturally  aggrieved;  but  it  appeared 
that  of  the  cars  received  by  his  competitors  25  were  for  local  points  on 
defendant's  line,  where  the  embargo  did  not  apply  and  to  which 
complainant  had  no  shipments  to  make.  CompTpinant  admitted  in 
his  testimony :  "  I  asked  for  cars  to  go  east,  not  to  Chicago  and  Mount 
Vernon  points."  Of  the  31  remaining  cars  7  were  foreign  cars  and 
were  destined  to  points  not  barred  at  the  time  by  the  embargo.  To 
these  points  complainant  had  no  shipments,  and,  therefore,  could  not 
use  the  cars.  Four  of  the  remaining  cars  had  been  offered  to  the  com- 
plainant at  the  particular  time,  and  he  had  no  use  for  tliem,  and  they 
were  afterwards  given  to  his  competitor.  In  the  month  of  Jannar>\ 
1903,  the  competing  elevator  shipped  24  cars;  of  these  21  \vere  local, 
and  complainant  testified  that  he  had  no  corn  sold  to  local  points  in 
January  and  did  not  ask  for  local  cars  in  that  month.  The  facts  con- 
cerning the  alleged  discrimination  in  the  matt^^r  of  facilities  for  re- 
ceiving coal  were  such  as  to  give  the  Commission  no  jurisdiction, 
since  the  half  dozen  lots  of  coal  which  defendant  had  handled  in  the 
season  were  bought  in  New  Alexander,  Ohio,  and  sold  in  New  Hol- 
land, Ohio,  and  were,  therefore,  not  interstate  traffic. 

Disposition  of  case. — It  appearing  that  there  was  no  unjust  dis- 
crimination against  complainant,  or  facts  to  warrant  the  finding  of 
unjust  discrimination  in  the  matter  of  receiving  and  unloading  coal, 
complaint  was  dismissed. 

Docket  No.  532. 

Complaint. — That  whereas  defendant's  charge  for  switc.\\vvv«  ^^y^ 
containing  interstate  traffic  to  industries  oiv  \1§»  Y\w^.>  ^xv^  ^'^^^  "^^ 
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switching  service  for  local  industries  or  manufactures  in  Detroit, 
is  $2  per  car,  still  the  said  defendant  has  demanded  and  received, 
under  protest,  from  complainant  the  sum  of  $5  for  this  service. 
Disposition  of  case. — Order  of  dismissal  entered  March  17,  1903. 

Docket  No.  73a. 

Complaint, — That  grain  originating  west  of  the  Mississippi  Bivtf 
is  delivered  in  East  St.  Louis  at  elevators  located  upon  the  line  of 
the  Wiggins  Ferry  Company  and  at  the  McReynolds  &  Hall  ele- 
vators, located  upon  the  lines  of  the  Mobile  and  Ohio  Railroad 
and  Southern  Railway,  for  the  same  rate  of  charge,  but  on  interstate 
shipments  of  grain  out  of  East  St.  Louis  a  switching  charge  is  im- 
posed on  grain  from  elevators  on  the  property  of  the  Wiggins  Ferry 
Company,  and  not  on  grain  from  the  McReynolds  &  Hall  elevators. 

Disposition  of  case. — ^March  26,  1904.  This  case  appears  to  be 
pending,  the  last  entry  in  docket  being  the  filing  of  the  answer  of 
the  Louisville  and  Nashville  Railroad  Company  on  March  2G,  1904. 

Docket  No.  769. 

Complaint. — That  defendant  refuses  to  give  complainants  incrojised 
railroad  facilities  at  their  mines  near  Bamesville,  Ohio,  although 
complainants  have  preferred  payment  to  cover  cost,  and  notwith- 
standing defendant  grants  such  connections  to  other  coal  companies 
who  are  complainant^s  competitors. 

Disposition  of  case. — Hearing  at  Washington  October  18,  1904. 

Docket  No.  754. 

Complaint. — That  on  July  31,  1903,  the  Bluefield  Coal  and  Coke 
Company,  of  West  Virginia,  shipped  700  tons  of  coal  to  complainant 
at  Norfolk,  Va.,  for  reshipment  by  barges  to  final  destination  on 
account  of  contract  with  United  States  Government;  that  part  of 
this  shipment  was  delayed  in  transit  and  the  barge  was  compelled  to 
sail  August  10  with  short  cargo  to  avoid  demurrage  charges;  that 
by  unnecessary  delay  in  transit  and  failure  to  notify  complainant  of 
arrival  of  balance  of  reshipment  complainant  was  charged  an  un- 
necessary and  unjust  demurrage  charge  at  Norfolk;  that  said  de- 
fendant charges  the  independent  shippers  $20  for  the  use  of  wharf, 
which  privilege  is  given  free  of  charge  to  the  Pocahontas  Coal  and 
Coke  Company,  which  company  was  largely  owned  and  controlled 
by  defendant,  which  competing  company  is  also  exempt  from  all 
demurrage  charges;  all  of  which  is  an  unjust  discrimination  ngainst 
complainant. 

Decisimi  of  case. — This  was  assigned  for  hearing  May  31,  1905. 
On  Maj  25,  1905,  the  assignment  was  canceled  and  tne  hearing  post- 
poned indefinitely. 

Docket  No.  778 

Complaint. — That  complainant  has  constructed  about  one  mile  of 
side  tracks  along  the  line  of  defendant's  road  for  shipping  coal  from 
its  lines,  nearing  Belmgtoiv,  W.  Y^.^  Wt  defendant  refuses  to  make 
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the  necessary  switch  connections,  and  that  such  connections  have 
been  furnished  to  complainant's  competitors,  thereby  discriminating 
against  complainant  in  favor  of  cempetitors,  in  violation  of  section 
3  of  the  act. 

Disposition  of  case. — Joint  answer  of  defendants  filed  October  26, 
1904,  this  being  the  last  entry  on  the  docket. 

Docket  No.  812. 

Complaint, — That  complainant,  owner  of  about  4,300  acres  of  coal 
land  lying  along  the  line  of  defendant's  railroad,  has  arranged  to 
build  a  tipple  and  equipment  for  the  operation  of  said  mines  about 
4,000  feet  irom  defendant's  line  of  road,  and  has  provided  way  for 
siding;  that  defendants  own  stock  in  various  companies  in  competi- 
tion with  complainants,  and  for  this  reason  Have  repeatedly  renised 
and  still  refuse  to  build  the  siding  or  switching  connection  or  permit 
it  to  be  built,  even  at  the  expense  of  the  complainant. 

Disposition  of  case. — Hearing  at  Washington  June  5,  1905,  and 
briefs  filed,  the  last  entry  being  an  entry  of  the  filing  of  defendant's 
reply  brief  on  July  12,  1905. 

Docket  No.  829. 

Complaint. — That  defendant  refuses  to  deliver  shipments  of 
dressed  beef  and  pork  products  consigned  to  him  at  the  Canal  street 
yard  at  Providence,  R.  I.,  but  persists  in  delivering  such  shipments 
at  the  West  yard,  1^  miles  distant  from  complainant's  place  of  busi- 
ness, while  at  the  same  time  delivering  similar  shipments  at  the  Canal 
street  yard  to  other  consignees,  thereoy  discriminating  against  com- 
plainant. 

Disposition  of  case. — Answer  of  defendant  filed  August  1,  1905. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  the  subject  of  dis- 
crimination in  depot,  platform,  and  track  facilities: 

Complaint  that  a  given  place  is  without  shipping  facilities,  2224, 
3392. 

Request  that  railroad  be  compelled  to  build  depot  and  keep  it 
open,  527. 

Discrimination  in  switching,  146,  1086,  1989. 

Illegal  switching  charges,  2758,  3440. 

Excessive  switching  charges,  312,  334,  3351,  3398. 

General  complaints  of  switching  charges,  523,  1085,  1537,  2539, 
og3o  3085. 
'^  Refusalto  place  cars  on  side  track,  192,  2919,  3011,  3445. 

Track  facilities,  2886. 

Complaint  as  to  putting  in  switch  or  side  track,  2080,  2288,  2462. 

Complaint  as  to  elevator  facilities,  143,  921,  1071,  1100,  2130,  2493, 
2785. 

Terminal  charges,  478,  2220,  3376. 

As  to  right  of  a  new  railroad  to  use  facilities  of  union  railway 
depot,  1830. 

Liimiting  rights  of  draymen  to  solicit  business  ^  Afc^Q^&^^^5^^'^^^^* 
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Docket  No.  149. 

Complaint. — That  defendant  company  had  discriminated  against 
the  city  of  Ionia,  Mich.,  in  giving  free  cartage  to  competitors  of  fte 
road  at  Grand  Rapids,  whue  denying  a  like  service  to  competitoR 
at  Ionia.  It  was  claimed  that  this  was  equivalent  to  a  special  rate  or 
rebate  equal  to  the  cost  of  the  cartage ;  that  it  exacted  a  greater  com- 
pensation for  the  transportation  of  like  kinds  of  property  for  a 
shorter  than  for  a  long  haul,  and  that  it  gave  an  unaue  and  imreas- 
onable  preference  and  advantage  to  Grand  Rapids. 

Facts, — Complainants  were  copartners  doing  business  as  retail 
merchants  in  the  city  of  Ionia,  Mien.  They  purchased  ^oods  at  Phila- 
delphia, New  York,  Boston,  and  points  east  of  Detroit.  Shipments 
of  freight  from  points  east  of  Detroit  were  delivered  to  respondents' 
road  at  the  city  of  Detroit  and  transported  over  its  line  or  railway, 

fassing  through  the  city  of  Ionia  before  they  reached  Grand  Rapids, 
onia  was  thus  a  shorter  distance  from  Detroit  than  Grand  Rapids. 
The  defendant  at  its  own  expense  provided  cars  and  trucks  at  Grand 
Rapids  for  the  transportation  of  freight  generally,  as  well  as  freight 
consigned  from  points  east  of  Detroit,  between  its  stations  at  Grand 
Rapids  and  the  place  of  business  of  patrons  of  the  road.  This  service 
was  not  furnished  to  complainants  or  other  merchants  and  patrons 
of  its  road  at  Ionia.  The  service  at  Grand  Rapids  had  be^  open 
for  a  long  time.  The  position  of  the  defendant  company  was  com- 
petition at  Grand  Rapids;  its  station  in  Grand  Rapids  was  much 
farther  from  business  nouses  than  its  station  at  Ionia  was  from  tiie 
business  houses  of  that  city.  Respondent  had  engaged  in  the  prac- 
tice of  free  cartage  for  a  period  long  prior  to  the  time  when  either  of 
its  rival  railroads  was  constructed  at  that  place.  The  actual  cost  of 
carting  free  from  the  respondents'  warehouses  in  Ionia  to  several 
places  in  Ionia  from  which  traffic  was  hauled  was  2  cents  per  hun- 
dredweight. 

Conclusion, — A  majority  of  the  Commission  held  that  the  practice 
of  the  respondent  company  was  in  violation  of  the  long  and  short  haul 
clause  of  the  act  to  regulate  commerce,  the  opinion  saying:  "The 
complainant  will  be  sustained  on  that  ground  and  order  will  be  en- 
tered accordingly  without  expressly  passing  upon  other  points  raised.'' 

Two  Commissioners  concurred  in  the  foregoing  with  the  addition 
that  "  the  free  cartage  service  rendered  by  the  respondent  at  Grand 
Rapids  is  unlawful  on  the  further  ground  that  it  is  in  effect  a  device 
for  receiving  less  than  the  established  tariff  rate  to  and  from  that 
point."  The  cartage  service  is  a  service  in  connection  with  the  trans- 
portation, and  is  in  effect  an  indirect  rebate  from  the  rate  to  the  extent 
of  the  value  of  the  cartage.     One  Commissioner  dissented. 

Disposition  of  case, — Ordered  that  respondents  cease  from  violation 
of  the  law  as  found  in  the  opinion,  consisting  in  furnishing  free  cart- 
age to  and  from  its  station  at  Grand  Rapids,  Mich.,  for  freight  carried 
on  its  road.  Order  not  complied  with.  The  Supreme  Court  held  the 
order  in  this  case  to  be  unlawful. 

Docket  No.  197. 

Complaint, — Petitioner,  a  corporation  engaged  in  the  manufacture 
of  flour  at  East  St.  Louis,  compl«L\ive.d  that  its  ousiness  in  that  re^u^ 
was  discriminated  against  "b'j  t\vek  ^^I^tv^l^tsX,  c:»cmfix's»  Vcs.  \vi<3t  ^t  St 
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Louis  manufacturers  of  the  same  commodity,  in  that  the  carriers  per- 
mitted the  St.  Louis  shippers  to  deliver  their  freight  at  places  or 
stations  w  hence  it  would  be  transported  to  the  receiving  depot  of  the 
St.  Louis,  Alton  and  Terre  Haute  Railroad  at  East  St.  Louis  at  the 
expense  of  the  defendant;  the  rate  from  St.  Louis,  including  the 
amount  paid  to  the  carriers  and  the  transfer  companies,  being  the  same 
as  that  charged  to  the  complainant  and  other  shippers  from  East  St. 
Louis  to  the  same  destinations,  whereas  the  complainant  did  not 
receive  like  or'equivalent  cartage  or  local  transportation  facilities. 
,  Facts, — Petitioner's  mill  was  situated  about  one-half  mile  from  the 
receiving  station  of  the  St.  Louis,  Alton  and  Terre  Haute  Railroad  at 
East  St.  Louis,  which  company  maintained  a  side  track  contiguous  to 
the  mill  property.  The  petitioner  delivered  flour  in  twa  ways,  first, 
by  sending  the  flour  by  team  to  the  receiving  station  at  East  St.  Louis, 
at  a  cost,  it  is  claimed,  of  6  cents  per  barrel;  or,  second,  by  loading  it 
on  the  cars  of  the  railroad  company,  which  were  switched  to  and  over 
its  siding  free  of  charge,  the  cost  for  loading  at  the  siding  being  about 
3  cents  per  barrel.  n\  addition,  complainant  was  required  to  clean 
and  repair  the  cars,  and  load  them  according  to  stations — that  is,  so 
that  the  freight  destined  for  the  nearest  station  is  placed  on  the  for- 
ward part  of  the  train,  that  for  intermediate  stations  in  the  middle, 
and  that  for  the  most  remote  stations  in  the  rear  of  the  train.  The  St. 
Louis  millers  shipped  flour  by  defendant's  roads  to  the  same  points 
as  complainant,  making  their  delivery  in  St.  Ijouis,  from  where 
it  is  taken  to  the  railroad  station  in  East  St.  Louis  in  one  of  the  three 
following  ways :  First,  by  rail  from  the  station  of  the  Terminal  Rail- 
road Association  of  St.  Louis ;  second,  by  wagons  from  the  station  of 
the  St.  Louis  Transfer  Company ;  third,  by  wagons  from  the  doors  of 
their  mills,  the  wagons  employed  being  those  of  the  St.  Louis  Trans- 
fer Company.  The  railroads,  except  in  case  the  wagons  of  the  trans- 
fer company  take  the  flour  from  the  mills  at  St.  Louis,  bear  the  entire 
expense  of  transferring  the  same  from  the  stations  in  St.  Louis  to  the 
railroad  station  in  East  St.  Louis,  and  at  an  expense  of  either  4  cents 
or  8  cents  per  barrel,  according  to  the  method  of  transfer.  When  the 
method  of  transfer  entirely  by  wagon  is  employed,  the  shipper  paid 
one  half  of  the  transfer  charges,  or  4  cents  a  oarrel,  the  railroad  com- 
pany paying  the  other  half.  It  results  from  these  facts  that  the  rail- 
road companies  receive  less  for  a  shipment  of  flour  originating  in  St. 
Louis  than  in  East  St.  Louis. 

Conclusion  of  the  Commission. — Defendant  having  treated  the 
cities  of  St.  Louis  and  East  St.  Louis  as  a  single  business  community, 
can  not  complain  if  this  case  is  determined  upon  that  theory.  Upon 
consideration  of  all  the  circumstances  in  the  case,  both  those  to  the 
advantage  of  the  complainant  and  those  to  his  disadvantage,  it  is 
held  that  in  order  to  be  put  on  an  equality  of  treatment  with  the  St. 
Louis  shippers,  he  is  entitled  to  an  order  allowing  him  a  reduction  of 
G  cents  per  barrel  on  the  rates  which  may  be  in  force,  as  long  as  the 
defendants  charge  that  amount  of  cartage  to  other  millers,  on  all 
flour  destined  to  points  outside  the  State  which  the  initial  carriers 
request  the  petitioner  to  haul  to  its  station,  or  which  the  petitioner  is 
compelled  to  haul  there  by  reason  of  proper  cars  not  being  furnished 
on  the  side  track  contiguous  to  his  mill.  "  For  the  carrier  to  pay  the 
larger  expense  of  transportation  of  a  remote  shipper's  merchandise 
to  the  station  and  not  to  pay  the  less  expense  oi  xiti^  xv^vc^t  ^^Kv^fV^'^ 
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merchandise  would  be  equivalent  to  a  rebate  to  the  former,  the  rail- 
road service  proper  being  the  same  to  each  and  at  the  same  rate.'' 
Requirement  for  the  petitioner  to  clean  and  repair  cars  in  order  to 
put  them  in  a  proper  condition  for  shipment  of  flour,  held  to  be  unrea- 
sonable. Requirements  that  petitioner  shall  load  according  to  sta- 
tions, held  not  to  be  unreasonable,  because  of  the  compensating  ad- 
vantages for  the  trouble  and  expense  to  which  he  was  put  in  so 
loading. 

Disposition,  of  case, — Order  in  accordance  with  the  above  findings 
and  conclusion.     Order  complied  with. 

Docket  No.  496. 

Complaint, — That  defendants  unjustly  discriminate  against  ship- 

f)ers  and  consignees  of  freight  and  otherwise  violate  the  act  to  regu- 
ate  commerce,  as  follows:  By  affording  free  storage  of  freights  in 
various  ways  for  some  shippers  but  not  for  others ;  by  failing  to  col- 
lect demurrage  charges  on  cars  detained  by  favored  shippers  or  con- 
signees and  exacting  such  charges  from  others;  by  storing  only  for 
some  concerns  large  quantities  of  freig:ht  consigned  to  shippers  at 
destination  and  mating  delivery  thereof  in  small  lots  to  persons  desig- 
nated by  the  shipper,  or  forwarding  from  similar  lines  over  its  own 
or  other  lines  to  various  points  under  direction  of  the  shipper;  by 
assuming  expenses  of  unloading,  loading,  and  cartage  for  some  per- 
sons and  not  for  others ;  by  failure  to  include  in  their  published  and 
filed  schedules  the  above-stated  privileges  of  free  storage,  free  car 
service,  free  deliverv  of  stored  freight  upon  shipper's  order  to  differ- 
ent consignees,  or  forwarding  of  special  lots  of  freight  from  quan- 
tities stored. 

Facts, — Facts  true  of  carriers  in  general :  Common  carriers  by  rail- 
road in  the  United  States  have  never  followed  a  general  custom  of 
permitting  their  freight  depots  to  be  used  for  storage  or  general  ware- 
house purposes,  or  of  allowing  their  cars  to  be  retained  m  the  posses- 
sion of  shippers  or  consignees  beyond  a  reasonable  time  for  loading 
or  unloading  freight.  Specific  regulations  are  published  for  the  pur- 
pose of  preventing  such  things.  Shipments  generally  are  made  and 
received  under  the  conditions  thereby  imposed,  and  in  the  belief  that 
if  they  are  not  observed,  the  penalty  stated  will  be  enforced.  Re- 
laxation of  these  rules  results  in  special  advantages  to  consignees  and 
shippers,  making  it  possible  sometimes  for  them  to  sell  small  lots 
of  goods  delivered  at  destination  without  paying  less  than  carload 
charges  thereon,  except  upon  reshipment  from  the  point  of  concen- 
tration; to  have  the  railway  agent  of  the  warehouse  manager  under 
railway  control  act  as  forwarding  agent  without  charge ;  to  compete 
with  wholesale  merchants  in  various  sections  without  the  cost  of 
warehousing,  cartage,  and  some  other  expenses  necessarily  involved 
in  the  carrying  on  of  the  locally  established  enterprise.  The  general 
rules  referred  to  and  in  effect  upon  defendant  lines  and  railroads 
are  not  invariably  in  force.  They  are  waived  usually  when  ap- 
plication is  made  by  shippers  or  consignees.  On  some  roads  it  is 
claimed  that  the  waiver  is  in  no  instance  refused  when  aplied  for, 
but  it  is  not  shown  that  the  privileged  are  commonly  known  or  the 
method  of  obtaining  them  gewex^W^  \vcvd^r§»tood. 


DIGEST   OF   HEARINGS   ON    RAILWAY   RATES.  769 

Storage  is  granted  in  various  ways.  In  some  cases  shippers  con- 
sign to  their  own  order.  By  arrangement  with  the  carrier  the 
freight  is  kept  in  the  car,  freight  house,  or  some  warehouse  which 
earner  controls,  and  upon  orders  of  the  shipper  issued  from  time  to 
time  it  is  delivered  bjr  the  carrier  or  warehouse  agent  to  designated 
persons.  Such  facilities  of  storage,  handling,  cartage,  distribution, 
and  reshipment  of  less  quantities  substantiafly  provide  the  shipper 
"  with  branch  business  houses  in  large  cities."  Facts  are  also  given 
concerning  the  practice  at  particular  places  and  by  particular  roads. 

Conclusion  of  the  Commission. — Some  shippers  or  consignees  are 
substantially  forced  to  move  their  freight  promptly,  whfle  others 
use  freight  houses  or  cars  for  specified  or  indefinite  periods  without 
charge.  Under  the  practices  snown  discriminations  and  unlawful 
abuses  are  not  merely  practicable,  but  are  actually  invited.  "  Dis- 
tributing consignments  in  part  lots  to  different  subsequently  desig- 
nated persons,  reshipping  upon  shipper's  order  parts  of  consignments 
held  in  store,  suspending  collection  of  charges  for  use  of  cars  beyond 
specified  reasonable  periods  of  time  after  such  cars  have  been  placed 
for  loading  or  unloading  by  shippers  or  consignees,  and  all  kindred 
concessions  come  within  the  same  requirements  of  impartiality  and 
publication." 

Disposition  of  case, — ^General  order  requiring  carriers  to  state  in 
their  tariffs  what  free  storage  is  granted  and  the  terms  and  conditions 
under  which  it  will  be  granted. 

Docket  No.  632. 

That  on  shipments  of  barrels  of  sugar,  which  remained  in  defend- 
ant's depot,  complainant  was  charged  and  compelled  to  pay  storage 
amounting  to  a  sum  stated,  alleged  to  be  in  violation  or  sections  2 
and  3  of  the  act ;  that  neither  the  said  charge  of  1  cent  per  100  pounds 
per  day,  nor  any  charge  for  storage,  is  published  by  the  defendant 
in  violation  of  section  G  of  the  act. 

Facts. — Complainant  shipped  five  barrels  of  sugar  from  New  Ob- 
leans.  La.,  to  Macon,  Ga.  Owing  to  misunderstanding  as  to  the 
terms  on  some  of  the  sugar,  consignment  remained  in  defendant's 
depot  at  Macon  about  two  months  beyond  the  time  limit  allowed  by 
the  defendant  and  a  storage  charge  of  $11.85  was  laid  upon  the  sugar, 
the  payment  of  which  was  exacted  upon  the  delivery  of  the  shipment. 

The  defendant  published  through  a  southeastern  car-service  asso- 
ciation, and  filed  with  the  Interstate  Commerce  Commission,  rates 
and  regulations  for  storage  prescribed  by  the  Georgia  railroad  com- 
mission, and  adopted  by  the  railway  company  in  its  practice.  The 
storage  charges  assessed  were  in  accordance  with  the  rules  of  the 
Soutneastern  Car  Service  Association.  The  object  of  this  associa- 
tion in  fixing  its  schedule  of  rates  was  to  induce  or  compel  consignees 
to  unload  cars  promptly  and  remove  freight  from  the  depots  as  speed- 
ily as  possible.  Such  charges  were  not  made  for  purposes  of  revenue, 
because  when  freight  is  handled  and  rehandled,  as  it  must  be  in  cases 
of  congestion,  the  expense  is  greater  than  the  income  derived  from 
storage.  The  New  Orleans  Car  Service  Association  fixes  a  tariff  for 
storage  in  New  Orleans,  affecting  all  roads  entering  that  city.  These 
rates  are  lower  than  those  of  the  Southeastern  Car  Service  Associa- 

S.  Doc.  244,  59-1 49 
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tion.  Complainant  calculates  that  had  the  storage  on  his  shipments 
been  assessed  in  accordance  with  the  New  Orleans  Car  Association 
tariff  instead  of  the  southeastern  the  total  charges  to  be  paid  thereon 
would  have  been  less. 

Conclusion  of  the  Commission. — A  railroad  freight  depot  and  i 
public  storage  warehouse  are  buildings  whose  uses  are  wholly  dis- 
similar. The  former  is  built  to  accommodate  current  business  of  the 
railroad  when  expeditiously  handled,  and  affords  no  facilities  for 
storing  during  long  periods  of  time.  The  storage  warehouse  is 
especially  designed  for  storage  purposes.  The  charge  for  storage  in 
the  railroad  oepot  may  properly  be  made  higher  than  the  public 
warehouse  charge,  witlk  the  object  of  compelling  the  expeaitious 
removal  of  freight.  The  rates  and  regulations  adopted  by  the  de- 
fendant are  properly  published.  There  is  no  complain^  that  the  re- 
quired notice  was  not  served  upon  the  consignee,  that  the  storage 
charges  were  not  advanced  under  the  rules,  and  it  is  assumed,  there- 
fore, that  the  required  notice  was  given.  And  it  is  held  that  the 
rates  and  regulations  as  to  storage  in  depots  prescribed  by  the  de- 
fendant are  not  violative  of  the  act  to  regulate  commerce. 

Disposition  of  case. — Order  of  dismissal  entered  June  29,  1904.. 

Docket  No.  321. 

Complaint. — That  defendants  discriminate  against  merchants  of 
Toledo,  Ohio,  and  charge  less  freight  rates  than  are  published  in  their 
tariff  schedules  for  transportation  to  and  from  Detroit,  Lansing,  Jack- 
son, Battle  Creek,  and  Grand  Rapids,  Mich.,  by  giving  free  cartage  of 
freights  to  and  from  their  depots  or  stations  at  said  last-named 
points  and  refusing  to  afford  such  free  cartage  of  freights  at  Toledo. 

Disposition  of  case. — Hearing  had  on  May  17,  1892.  On  June  9, 
1892,  the  Lake  Shore  and  Michigan  Southern  Railway  filed  its  brief, 
and  on  June  26  complainant's  counsel  gave  notice  that  it  did  not  care 
to  file  reply  to  brief. 

Docket  No.  552. 

Complaint. — Investigation  on  order  of  Commission  into  practice 
of  granting  special  rates,  rebates,  drawbacks,  elevator  allowances, 
commissions,  or  by  other  devices,  charging,  receiving,  and  retaining 
less  than  the  rates  lawfuUv  in  effect  for  the  interstate  transportation 
of  corn  and  grain  in  carloads  to  Buffalo  and  Pittsburg  and  o^er 
eastern  destinations  from  shipping  points  in  the  State  or  Ohio. 

Facts. — Hearing  was  had  at  Toleao,  Ohio,  on  April  5,  1899,  and,  it 
appearing  that  certain  railroad  companies  not  originally  defendants 
in  this  proceeding  were  living  free  use  of  elevators  upon  their  respec- 
tive lines,  it  was  ordered  that  they  be  made  additional  defendants,  tiw 
order  being  entered  on  April  12,  1899. 

Disposition  of  case. — Last  proceeding,  according  to  the  docket,  was 
the  receipt  and  filing  of  an  answer  by  one  of  the  defendant  railroad 
companies. 

Docket  -No.  821. 

Complaint. — Investigation  ordered  by  Commission,  it  appearing 
that  respondent  has  been  and  is  providing,  for  a  nominal  rental,  a 
huilding  for  storage  ior  oive  ot  moT^  ?vtm?>  \TL'SA„\^\5i'&%SLd  consignees 
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and  commission  merchants  in  the  fruit  and  produce  trade,  while  re- 
fusing like  storage  to  other  firms  in  a  similar  business. 
Disposition  of  case, — Pending. 

INFORMAL   COMPLAINTS. 

The  following  informal  complaints  bear  upon  discrimination  in 
storage  and  drayage : 
Free  storage,  1679. 
Storage  violations,  2330,  2866. 
Storage  rates,  2164,  2828,  2933. 
Refusal  to  store,  561. 
Cartage,  1,  2915,  3381. 

Docket  No.  51>0. 

Complaint. — That  defendant  for  more  than  five  years  last  passed 
has  charged  and  received  from  complainant  on  shipments  oi  fruit 
and  vegetables  from  points  in  Louisiana  and  other  States  named 
greater  compensation  than  was  specified  in  the  published  schedules 
of  rates  and  charges,  and  greater  than  was  charged  other  consignees 
on  or  for  similar  shipments.  It  is  also  complained  that  defendant 
company  refused  to  unload  at  Chicago  shipments,  when  consigned 
to  complainant,  or  furnish  proper  platform  and  warehouse  facili- 
ties as  are  provided  and  furnished  other  consignees. 

Disposition  of  case, — Hearings  were  had,  briefs  were  filed,  and  on 
August  21,  1902,  order  of  dismissal  was  entered. 

INFORMAL    COMPLAINTS. 

The  following  informal  complaints  bear  upon  discriminations  in 
loading  and  unloading. 

That  railroad  refuses  to  load,  2918. 
Loading  facilities^  734,  2334. 
Unloading  while  m  transit,  1803,  2333. 
Additional  charge  for  loading  in  certain  way,  2545. 

Docket  No.  409. 

Complaint, — That  defendant  companies  had  imposed  unreasonable 
and  excessive  rates  that  resulted  in  undue  or  unreasonable  prejudice 
or  disadvantage.  Incidentally  the  question  of  stoppage  in  transit  for 
the  purpose  of  trying  the  market  was  considered,  and  for  the  sake 
of  this  consideration  the  case  is  here  included. 

Conclusion  of  the  Commission, — Concerning  the  question  of  stop- 
page in  transit  the  Commission  said :  "  The  charge  was  made  at  the 
hearing  and  urged  in  argument,  but  not  set  forth  in  the  complaint, 
that  Om^ha  is  unjustly  discriminated  against  because  on  shipments  or 
cattle  from  Texas  to  Chicago  under  a  through  bill  of  lading  and  a 
through  rate  the  privilege  of  stopping  in  transit  or  unloading  and 
trying  the  intermediate  market  and,  if  not  found  satisfactory,  of 
reloading  and  shipping  to  Chicago  at  the  balance  of  the  through 
rate  is  allowed  at  Kansas  City  and  St.  Jo^^pVv  oxv  «&\xO[\.  '^ccc^\sv^\>X& 
vin  those  cities^  but  is  not  permitted  to  OnvaYva  m  e.«i^fe  ^v^\x\fcw\s.  «:t^ 
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made  via  Omaha.  This  privilege  of  '  stoppage  in  transit '  is  anal- 
ogous in  character  to  that  of  '  milling  in  transit,'  and  the  question  as 
to  its  lawfulness  is  one  of  difficulty  and  importance.  As  it  is  not 
put  in  issue  in  the  pleadings,  we  can  not  authoritatively  determine 
it  in  this  case,  and  deem  it  our  duty  to  refrain  from  any  expression 
of  opinion  until  the  question  is  regularly  raised  and  fuily  discussed 
in  all  its  bearings.  It  may  be  said,  however,  that  if  the  privilege  be 
lawful,  the  granting  of  it  to  one  locality  and  denial  of  it  to  another 
under  substantially  similar  circumstances  would  be  an  unjust  dis- 
crimination against  the  latter." 

Docket  No.  498. 

Complaint, — That  defendant  carriers  did  not  establish  rates  upon 
both  compressed  and  uncompressed  cotton,  but  only  upon  cotton,  and 
that  from  this  fact  prejudice  resulted  to  shippers  of  that  commodity: 
that  the  practices  attendant  upon  the  shipment  of  "  floating  "  cotton 
resulted  prejudicially  to  certain  shippers  and  places.  This  case  i?, 
primarily,  a  case  of  (iiscrimination  in  the  published  tariffs,  but  inas- 
much as  it  involves  the  question  of  stopping  off  in  order  to  secure 
some  special  service,  a  practice  out  of  whicTi  discriminations  other 
than  those  appearing  upon  the  face  of  the  published  tariffs  might 
arise,  it  is  here  included  in  so  far  as  it  involves  the  practice  of  floating 
cotton. 

Facts, — In  the  practice  of  floating  cotton  the  essential  transporta- 
tion feature  is  the  carrying  of  cotton  to  a  compress,  receiving  it  again 
in  a  compressed  state,  and  transporting  it  to  destination  at  the 
through  rate  in  force  from  the  point  of  origin.  The  cotton  was 
graded  as  well  as  compressed  at  the  point  of  stoppage,  the  destination 
of  the  cotton  was  usually  changed  at  the  compress  point,  its  identitv 
as  a  shipment  was  not  preserved  at  such  point,  and  the  ownership  of 
the  cotton  might  change  at  the  compress  station. 

Conclusion  of  the  Commission. — This  method  of  handling  cotton 
results  in  a  saving  to  the  carrier,  a  benefit  to  the  grower  and  aids  the 
purposes  of  the  act  to  regulate  commerce  to  secure  as  good  a  rate  for 
the  small  intermediate  points  as  for  the  more  distant  competitive 
points.    "We  are  of  the  opinion,  and  hold  that  the  carrier  may,  as  a 

Eart  of  the  contract  for  through  shipment,  allow  the  merchandise  to 
e  stopped  off  for  the  purpose  of  undergoing  treatment  like  that  in- 
volved m  this  case.  That  privilege,  of  course,  enters  into  and  becomes 
a  part  of  the  service  covered  by  the  road,  and  should  be  specified  in 
the  published  tariff."  Case  distinguished  from  the  case  entitled  "  In 
the  Matter  of  Alleged  Unlawful  Kates  and  Practices  in  the  Trans- 
portation of  Grain  and  Ghrain  Products  hy  the  Atchison^  Topeka  and 
Santa  Fe  Railway  Company,  and  others  (7  I.  C.  C,  240) :  "Nothing 
can  more  clearly  show  the  difference  between  that  case  and  the  one  un- 
der consideration  than  a  comparison  of  the  above  language  (quotation 
having  been  made  to  the  case  referred  to)  with  the  facts  in  the 
present  case.  Such  comparison  will  show  that  not  a  single  essential 
element  relied  upon  as  determinative  of  that  case  is  to  be  found  in  the 
case  under  discussion.  There  the  grain  was  uniformly  shipped  upon 
a  local  bill  of  lading  to  Kansas  City ;  here  the  cotton  starts  upon  a 
through  bill  of  lading,  and  may  ^lV^^lx-s.  do  '^o-^  there  no  definite  pur- 
pose existed  to  carry  t\ve  g;ram\^yoTvdlL^TV5aj&CAV^\V^x^\i^^^ 
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there  such  a  purpose,  but  it  is  absolutely  certain  that  the  cotton  must 
go  beyond  the  compress  point.  The  object  of  the  owner  of  the  grain 
was  simply  to  take  it  to  Kansas  City  for  the  purpose  of  disposing 
of  it  there;  the  object  of  the  owner  of  the  cotton  is  to  stop  it  off  for 
the  sole  purpose  of  grading  and  compressing,  that  it  may  be  sent 
forward  to  market.  That  grain  was  in  no  possible  sense  tempo- 
rarily in  Kansas  City  in  transit  upon  a  through  shipment.  Tiiis 
cotton  is  in  no  possible  construction  at  the  compress  point  for  any 
other  purpose  than  a  temporary  one  in  transit." 
Disposition  of  case. — ^No  order. 

Docket  No.  377. 

Complaint. — ^That  defendant  unjustly  discriminates  against  millers 
at  New  Ulm,  Minn.,  by  charging  a  i)enalty  of  2^  cents  per  100  pounds 
onjrain  milled  in  transit  at  that  point. 

Disposition  of  case. — No  hearing.  Complaint  dismissed  Novem- 
ber 15,  1895. 

Docket  No.  393. 

Complaint. — ^That  defendants  refused  to  complainant  the  "stop 
off"  for  milling  in  transit  privileges,  at  Cohocton,  N.  Y.,  which 
they  allow  competitors  at  the  same  point. 

Disposition  of  case. — Case  was  assigned  for  hearing,  but  no  hear- 
ing was  had,  it  being  postponed  January  8, 1895,  to  a  time  to  be  fixed 
by  the  Commission.  On  June  3,  1895,  an  order  dismissing  com- 
plaint was  entered. 

Docket  No.  439. 

Complaint. — That  defendant  subjects  complainant  to  unjust  dis- 
crimination by  granting  the  Narragansett  Milling  Company  and  re- 
fusing complainant  the  privilege  of  milling  in  transit;  that  is,  the 
right  to  pay  a  single  through  rate  from  points  outside  the  State 
ox  Rhode  Island  to  final  point  of  delivery,  with  riffht  to  stop  and 
unload  at  mills,  grind  the  grain  into  meal,  and  reload. 

Disposition  of  case. — On  January  2,  1897,  agreement  of  parties  to 
discontinue  was  filed.  On  July  21,  1897,  order  of  discontinuance  was 
entered. 

Docket  No.  529. 

Complaint. — Order  of  investigation  by  Commission,  it  appearing 
that  defendant  common  carriers,  prior  to  March  1,  1898,  had  in 
force  rates,  rules,  and  regulations  under  which  com,  wheat,  and 
other  grain  was  shipped  from  points  in  Kansas,  Nebraska,  or  Wy- 
oming, to  be  milled  in  transit  at  Denver,  and  thence  reconsigned  as 
feed,  flour,  or  other  milled  product  to  various  destinations  in  Colo- 
rado at  their  several  established  through  or  direct  rates,  which  privi- 
lege of  milling  in  transit  and  reconsigning  in  Denver,  was  with- 
drawn and  canceled  on  or  about  March  1,  1898,  thereby  subjecting 
millers  and  dealers  at  Denver  to  unjust  discrimination  in  favor  oi 
millers  and  dealers  at  points  in  Kansas,  Nebraska^  and  MissfisOT^.^ 
where  such  milling  in  transit  privilege  is  st\\\  ^J^orw^di. 
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Disposition  of  case, — Answers  of  majority  of  defendant  companies 
were  filed  between  May  10  and  16,  1898.  On  May  21,  1898,  hearing 
was  postponed  indefinitely. 

INFORMAL  COMPLAINTS. 

The  following  informal  complaints — ^all  of  them  relating  to  milling 
in  transit — ^have  to  do  with  discrimination  in  special- way  privileges: 
350,  369,  819,  915,  1675,  1754,  2311,  2323,  2360.  2596,  2603,  2644,  3470. 

The  following  informal  complaint  is  of  reiusal  to  grant  stop-over 
privileges,  2925. 

DISCRIMINATION  IN  SPECIAL  SERVICES. 
Docket  No.  339. 

Complaint. — Investigation  on  motion  of  Conmiission  to  inquire 
into  the  management  of  the  business  of  defendant  carriers,  particu- 
larly with  regard  to  the  alleged  payment  of  rebates  by  them,  alleged 
discrimination  in  the  improper  aajustment  of  lighterage,  terminal, 
and  other  charges,  as  well  as  the  practice  of  such  carriers  in  regard 
to  the  payment  of  claims  to  sliippers  growing  out  of  the  transporta- 
tion of  property  for  them. 

Facts.— At  iiivestigation  held  at  New  York,  May  25-28,  1892,  the 
foregoing  fjractices  were  examined  into  and,  in  addition,  discrimina- 
tions resulting  from  free  cartage,  switching,  and  other  services. 

Disposition  of  case. — ^No  order. 
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APPENDIX  VIII, 


STATISTICS  OF  RAILWAYS  IN  THE  UNITED  STATES. 


The  following  tables  present  certain  selected  statistics  of  railways  in 
the  United  States.  The  classes  of  facts  selected  for  presentation  are 
such  as  seem  to  be  pertinent  in  view  of  the  character  of  the  testimony 
and  nature  of  the  arguments  submitted  to  the  Senate  committee.  Except 
for  single-track  mileage,  it  is  not  possible  to  press  the  statistics  here 
submitted  back  of  the  year  1880,  nor  is  it  possible  for  a  considerable 
portion  of  the  data  to  go  beyond  the  year  1890.  The  statistics  cover- 
ing the  decade  1880  U>  1889  are  taken  from  the  publications  of  the 
'Efeventh  Census,  an  attempt  having  been  made  in  connection  with  that 
census  to  obtain  for  the  years  prior  to  the  census  year  uniform  reports 
upon  certain  of  the  leading  items  of  railway  operations.  For  the  year 
1890  and  subsequent  years  the  statistics  here  presented  were  compiled 
from  the  annual  reports  of  the  carriers  to  the  Interstate  Commerce 
Commission  as  provided  for  by  the  twentieth  section  of  the  act  of  1887. 

It  does  not  seem  necessary  to  submit  any  comment  whatever  upon 
the  data  here  presented.  The  facts  selected  for  presentation  are  easily 
understood,  and  conform  in  all  particulars  to  the  definitions  and  rules 
made  familiar  by  the  annual  statistical  reports  of  the  Interstate  Com- 
merce Commission. 

The  following  is  a  list  of  the  summarieslsubmitted  for  this  Appendix: 

I. — Summarv  of  raihvav  mileage  owned,  for  the  years  ending  June  30,  1904, 
1900,  1890,  1880,  1870,  1860,  1850,  1840,  and  1830,  according  to  assign- 
ment for  operation,  by  groups. 
II. — Railway  mileage  owned  in  the  United  States,  bv  States  and  Territories,  on 
June  30,  1904,  1900,  1890,  and  1880. 
III. — Railway  mileage,  all  tracks,  for  the  years  ending  June  30,  1904  to  1890 — 

United  States. 
IV. — Comparative  statement  of  equipment  of  railways  for  the  vears  ending  June 

30,  1904,  1900,  1894,  and  1880— United  Stateis. 
V. — Assignment  of  railway  equipment  per  1,000  miles  to  length  of  line  for  the 
years  ending  June  30,  1904  to  1893,  and  1880— United  States. 
VI. — Assignment  of  equipment  to  amount  of  traffic  for  the  years  ending  June  30, 
1904,  1900,  1894,  and  1880— United  States. 
V^II-A. — Analysis  of  railway  capital  not  owned  by  railway  corporations,  and  assign- 
ment to  mileage,  area,  population,  ana  traffic,  for  the  years  ending  June 
30,  1904,  1900,  and  1890— United  States. 
VII-B. — Analysis  of  railway  capital  and  assignment  to  mileage,  area,  population, 
and  traffic  for  the  vears  ending  June  30,  1904,  1900,  1890,  and  1880— 
United  States. 
VIII-A. — Analysis  of  railway  capital  not  owned  by  railway  corporations,  and  assign- 
ment to  mileage,  area,  population,  and  traffic,  for  the  years  ending  June 
30,  1904  to  1890— United  States. 
VIII-B. — Analysis  of  railway  capital  and  assignment  to  mileage,  area,  population, 
and  traffic  for  the  years  ending  June  30,  1904  to  1890— United  States. 
IX. — Railway  employees  and  assignment  to  mileage,  population,  and  traffic  for 
the  years  ending  June  30,  1904,  1900,  1890,  Mid  \%"^i5V— ^^\C\\fe!\^^s^\R^. 
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X. — Compensation  paid  railway  employeee  classified  according  to  employment 

for  the  years  ending  June  30,  1904  to  1890— United  States. 
XI.— Passenger  traffic  for  the  years  ending  Jmie  30, 1904  to  1880— United  States. 
XII.— Freight  traffic  for  the  years  ending  June  30,  1904  to  1880— United  States, 
XIII. — Summary  showing  freight  traffic  movement,  by  class  of  commodity,  for  the 

years  ending  June  30,  1904  to  1900,  and  1890— United  States. 
XIV. — Condensed  income  account  of  the  railways  in  the  United  States,  considered 

as  a  system,  for  the  years  ending  June  30,  1904  to  1894. 
XV.— Analysis  of  income  for  the  years  ending  June  30,  1904  to  1880— United 
States: 

A.  Earnings  from  operation. 

B.  Income  from  other  sources. 

XVI. — Analysis  of  expenditures  for  the  yearsending  June  30, 1904  to  1880 — United 
States: 

A.  Operating  expenses. 

B.  Fixed  and  other  charges. 

XVII. — Summary  of  results  for  the  years  ending  June  30,  1904  to  1880 — passenger 

service. 
XVIII.— Summary  of  results  for  the  years  ending  June  30,  1904  to  1880— freight 

service. 
XIX. — Train  revenue,  train  cost,  and  percentage  of  operating  expenses  to  earnings 

for  the  years  ending  June  30,  1904  to  1880. 
XX. — Summary  of  railway  accidents  for  the  years  ending  June  30,  1904  to  1890— 

United  States. 
XXI. — Accidents  to  employees  for  the  years  ending  June  30, 1904  to  1890 — United 

States. 


I. — Summary  of  rail imy  mileage  oioixed^  for  the  years  ending  June  SO ^  1904^  1900y  1890^ 
1880,  1870,  I860,  1850,  1840,  and  1830,  according  to  assignment  for  operation,  by 
groups,^ 


Territory 
covered. 


Group  I.../... 

Group  II 

Group  III 

Group  IV 

Group  V 

Group  VI  .... 

Group  VII 

Group  VIII... 

Group  IX 

Group  X 


Mileage  on  June  80— 


1904. 


1900. 


United  States. 


Mile9. 

7,828.50 
22,594.31 
24,399.13 
12,893.49 
24,890.98 
47, 100. 70 
11,536.67 
29,609.45 
15, 187. 16 
17,868.95 


1890. 


Milet. 

7,622.17 
21,480.89 
23.402.86 
11.898. 
22,671.96! 
43,448.10 
10,980.20 
28,774.64 
12.232.54 
15,888.79 


Milet. 

6,877.67 
18.613.82 
21,718.27 

9,032.08 
18,635.09 
37,463.44. 

8,886.93! 
20,355.20 

9,854.18 
12.160.37! 


1880. 


JfOM. 

5,865. 
14,245. 
14,307. 

4,691. 

8,567. 
22,475. 

2,541. 

7,600. 

3,041. 

4.388. 


1870. 


1860. 


Miles. 
4,826.73; 
9,972.W, 
8,319.291 
3,013.331 
7,596.271 
9,705.42' 
85.34 
3,959.93 
661.40 
1.577.98; 


1850. 


Miles.        Miles 
3.644.24  2,595.57 
5,992.77,  2,722.48 
5.984.441  1.017.88 


2,650.37 
5.267.42 
4,380.20 


656.27 
382.18 
21.90' 


958.43 
1,123.64 
107.00 


46.48 


213, 904. 34 193,  W5. 78 163, 597. 06'  87,724.08  49,168.33|  28,919.79  8,571.48 

I  i  I 


1840. 

Miles. 
513.34 

1.286.00 
197.76 
660.68 
86.75 


20.75 


1880. 


Miles. 


'29.80 

"io.oo 


2,756.18     39.80 

I 

a  The  figures  for  years  previoiui  to  1890  are  taken  from  Report  on  Transportation  BunlneHS  in  the 
United  States,  Eleventh  Census.  1890.  Part  I.  page  6,  in  which  their  arrangement  by  groups  for  those 
years  was  adjusted  to  conform  to  that  for  18'^ 


II. — Raihvay  mileage  opened  in  the  United  States,  by  States  and  Territories,  on  June  SO* 

1904,  1900,  1890,  and  1880. 


Mileage  on  June  30— 


State  or  Territory. 


1904. 


1900.  1890. 


;  Miles. 

Alabama 4, 669. 35 

Arkansas I  4.126.44 

California 6,262.54  | 

Colorado 4.976.24  1 

Conne«.ticut 1,017.72  ' 

Delaware |  335.93  > 

Florida i  3,555.84 

Georgia I  6.304,72  j 

Idaho 1,461.53  | 

Illinois I  11,622.74  i 

Indiana 6,917.85 

Iowa 9,859.23  I 

Kansas \  8,811.43  I 

Kentucky I  3,258.00 

Louisiana ■  3,898.74  i 

Maine '  2.021.58 

Maryland '  1,421.10: 

Masitachusetts 2.  J 18. 75 

Michigan 8.660.29  | 

Minm^sota 7.811.04' 

Mi.Hsissippi 3, 480. 25  , 

Misssouri 7,711.05! 

Montana 3. 267. 10 

Nebraska* 5,820.88 

Nevada 986. 56 

New  Hampshire  ....  1. 275. 97 

New  Jersey 2.277.85 

New  York 8,'297.29 

North  Carolina 4. 075. 00 

North  Dakota 3, 190. 77 

Ohio 9.196.88 

Oregon 1,736.M 

Pennsylvania 11,02;?.  24 

a  Decrease. 


1880. 


Miles. 

Miles. 

MiUs. 

4.225.84 

3,313.87 

1.780.22 

3,359.86 

2, 196. 81 

821.78 

5,751.04 

4,356.11 

2,176.85 

4,587.25 

4. 176. 19 

1,385.16 

1,023.62 

1,007.29 

922.68 

346. 72 

322. 69 

278.59 

3,299.06 

2,470.89 

528.60 

5,651.72 

4,632.37 

2,432.87 

1.261.2:} 

941.44 

205.83 

11.002.98 

10,213.97 

7,562.39 

6.470.61 

5,971.03 

4,320.61 

9,18,V18 

8,355.97 

4,992.64 

8,719.36 

8,806.45 

8.384.74 

3,059.99 

2,746.25 

1,559.5(J 

2,824.08 

1,758.94 

521.90 

1.915.24 

1,838.13 

999.35 

1,376.16 

1,231.34 

930.64 

2,118.58 

2.093.73 

1,868.58 

8, 195. 18 

7,242.67 

3,712.51 

6,942.57 

5.466.37 

2,989.59 

2.919.90 

2,332.0:i 

1,118.99 

6,875.04 

6.004.10 

3,708.52 

3.010.32 

2,181.04 

18.32 

5, 684. 85 

5. 295. 85 

1,823.11 

909.35 

924. 87 

711.82 

1, '239. -20 

1.145.03 

1,013.11 

2,256.69 

2,046.76 

1,648.92 

8.121.03 

7.660.71 

5,874.98 

3,831.16 

3.000.88 

1.440.39 

2.731.22 

1.940.64 

h  698. 60 

8.S07.27 

7.911.51 

5,415.33 

1.723.80 

1.427.95 

347.33 

10.:«0.50 

8.453.20 

5.944.T7 

Increase  1900 
over  1890. 


Increase  1890 
over  1880. 


Miles. 

911.97 

27.52 

1,164.06 

53.01 

1,394.93 

32.02 

411.06 

9.84 

16.33 

1.62 

24.08 

7.45 

828.17 

33.52  1 

1,119.35 

24.70  ' 

319.79 

33.97  i 

788.96 

7.72 

499.58 

8.37 

829.21 

9.92 

187.09 

a. 99 

313. 74 

11.42 

1,065.14 

60.56 

577. 11 

43.13 

144.82 

11.76 

24.85 

1.19 

952.51 

13.15 

1, 476. 20 

27.01 

587.87 

25.21 

870.94 

14.61 

829.28 

38.02 

389.50 

7.36 

U15.62 

al.68 

94.17 

8.22 

209.93 

10.26 

460.32 

6.01 

830.28 

27.67  . 

790.58 

40.74 

896.76 

11.32  . 

295. 8.> 

20.72  ' 

1,877.30 

22.21  1 

Miles. 

1,583.65 

1,374.03 

2,179.26 

2,791.03 

84.61 

44.10 

1,942.29 

2,099.50 

735.61 

2.661.58 

1,6,%.  42 

3.363.3:3 

5,421.71 

1,186.69 

1,237.04 

338.78 

300.70 

225>.  15 

3,530.16  I 

2.476.78  I 

1,213.04  I 

2,295.68 

2, 162. 72 

3,472.24 

213.06 

131.92 

397.84 

1,785.73 

1,660.49 


Per 
cent. 


86.15 

167.20 

100.11 

201.50 
9.17 
15.83 

367.44 
86.80 

357.89 
36.06 
38.20 
67.87 

160.18 
76.09 

'237.03 
33.90 
32.31 
12.  a5 
95.09 
82.86 

108.40 

61.90 

,805.24 

190.46 
'29.93 
13.02 
'24.13 
30.40 

108.31 


'2,496.18  , 
1,080.62  { 
•2,508.43  ' 


46.09 

311.12 

4-2. '20 


Mncludes  South  Dakota. 
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II. — Railway  mileage  owned  in  the  United  Stales,  by  Stales  and  Territories,  on  June  SO, 
1904,  1900,  1890,  and  /^»0— Continued. 


State  or  Territory. 


Rhode  Island 

South  Carolina 

South  Dakota 

Tennessee 

Texas 

Utah 

Vermont 

Virginia 

Washington 

West  Virgrlnia 

Wisconsin 

Wyoming 

Alaska 

Arizona 

District  of  Columbia 

Indian  Territory 

New  Mexico 

Oklahoma 


United  States  «. 


Mileage  on  June  30— 


1904. 


Miles. 

211.89 
3,176.28 
3,047.14 
3,480.83 
11,848.08 
1,779.69 
1,063.25 
3,932.33 
3,355.83 
2,836.83. 
7,048.76 
1,247.70 


1,751.35 
32.00 
2,532.00 
2,504.66 
2,611.03 


213,904.34 


1900. 


Miles. 

211.79 
2,817.93 
2,849.83 
3,136.95 
9,886.49 
1,547.42 
1,012.11 
3, 779. 15 
2,918.57 
2,228.05 
6,530.52 
1,228.63 


1,511.89 

31.75 

1,322.75 

1,752.52 

827.88 


1890. 


Miles. 

212. 52 
2,193.60 
2,485.89 
2,751.87 
8,613.42 
1,090.14 

921.49 
3,160.40 
1,783.37 
1,327.93 
5,583.59 

941.88 


Increase  1900 
over  1890. 


1880.      I  Amount. 


Miles.     I 

209.98 
1,392.91  I 

l,dl6.17  i 

2,696.64  I 
706.34  I 
874.89 

1,697.06  I 
212.00 
691.66  ' 

2,969.84 
506.94  i 


Miles. 
a  0.73 
624.33 
^.94 
385.08 

1.273.07 
457.28 
90.62 
618. 75 

1,130.20 
900.12 
946.93 
286.75 


1,096.64 

30.24 

1,046.20 

1,324.33 

167.96 


293.93 

28.38 

C277.43 

298.57 


415.25 
1.51 
276.55 
428.19 
669.92 


Per 


a  0.34 
28.46 
14.64 
13.99 
14.78 
41.95 
9.83 
19.58 
63.37 
67.78 
16.96 
30.44 


37.87 
4.99 
26.43 
32.33 
392.90 


193,345.78  163,597.06  |/87,801.42  29,748.73 


18.19 


Increase  1890 
over  1880. 


Miles.    ! 
2.54  , 
800.69 


Per 


i.a 

57.4* 


935.70 
6.916.78  , 

383.80  , 
47.10  I 
l,463.ai  ' 
1.571.37 

636.37 
2,623.75  I 

434.94 


51.52 
219.41 

54.34 
.5.39 

86.23 
741.21 

92.02 

85.80 


802.71 
1.86 


273.10 
6-55 


1,02.5.76 


343.66 


75,795.68 


86. 3S 


Proportion  to  total 
mileage. 


1900. 


1890. 


1880. 


State  or  Territory. 


1900.    ,    1890. 


1880. 


square  ;  lAnnn  '  square 
MlesoflJW  mllesof 
,    land    ^"jl*?^-|    land 


area. 


area. 


P.ct. 

Alabama 2. 19 

Arkansas 1.74  I 

California I  2.97 

Colorado ,  2.38 

Connecticut .53  , 

Delaware !  .18 

Florida 1.71  ' 

Georgia \  2.92 

Idaho .65  1 

Illinois ,  5.69 

Indiana 3.35 

Iowa I  4.75  ' 

Kansas 4.51 

Kentucky 1. 58  . 

Louisiana 1.46  I 

Maine 99 

Maryland i  .71 

Massachusetts i  1.10 

Michigan 4.24 

Minnesota \  3.59  ' 

Misfil-ssippi I  1.51 

MiAMoun 3.56 

Montana 1.56 

Nebraska 2.94 

Nevada 47 

New  Hampshire 64 

New  Jersey 1.17 

New  York I  4. 20 

North  Carolina I  1.98 

North  Dakota ;  1.41 

Ohio I  4.56 

Oregon '  .89 

Pennsylvania '  5.34 

Rhode  Island 11 

South  Carolina 1.46 

South  Dakota 1.47 

Tennej«ee ,  1.62 


r^i,  \ 


p.ct. 

2.03 

1.34 

2.66 

2.55 

.62 

.20 

1.51 

2.77 

.58 

6.24 

3.65 

5.11 

5.38 

1.68 

1.08 

.82 

.75 

1.28 

4.43 

3.34 

1.42 

3.67  I 


1. 
3.24 

.56 

.70 
1.26 
4.68 
1.83 
1.19 
4.84 

.87 
5.17 

.13 
1.34 
1.52 
1.68 


P.ct. 
2.03 
.94 

2.48  I 
1.58 

1.05  ' 
.32  I 
.60 

2.77 

.23  I 
8.61  ; 
4.92 
5.69  i 
3.86  ' 
1.78 
.59  . 
1.14  I 

1.06  ] 
2.13 
4.23 
3.40 
1.27 
4.22 

.02  , 
2.08  j 

.81  ' 
1.15 
1.88 
6.69 
1.64 


6.17 

.40 

6.77 

.24 

1.59 

2.07 


Miles,    i 
8.20 
6.33  I 
3.69  I 
4.43 
21.13  I 
17.69  1 
6.08 
9.68  I 
1.50  I 
19.65  ' 
18.02  I 
16.56  I 
10.67  , 
7.65 
6.22 
6.41  I 
13.96 
26.35  1 
14.27 
8.77  I 
6.30 
10.00 
2.07 
7.40 
.83 
13.76 
29.99 
17.a5 
7.89 
3.89 
21.61 
1.82 
22.96 
20.11 
9.34 
3.71 
7.51 


Inhabit-  •"/itf^      inhabi!- 


MUes. 

Miles. 

MiUs.    1 

Miles. 

MUe*. 

23.11 

6.43 

21.90  1 

3.45 

14.10 

25.62 

4.14 

19.46  ! 

1.55 

10.24 

38.  ?2 

2.79 

36.06 ; 

1.40 

•25.17 

85.00 

4.03 

101.32  1 

1.34 

Tl/» 

11.27 

20.79 

13.50 

19.04 

14.82 

18.77 

16.46 

19.15 

14.21 

19.00 

62.42 

4.56 

63.13 

.97 

19.61 

25.50 

7.68 

24.67 

4.12 

15.78 

77.95 

1.12 

111.56 

.24 

63.12 

22.82 

18.24 

26.69 

13.50 

24.57 

•26.71 

16.63 

27.24 

12.03 

21.84 

41.15 

15.06 

43.71 

9.00 

30.73 

59.30 

10.78 

61.71 

4.14 

83.» 

14.25 

6.87 

14.78 

3.90 

9.46 

20.44 

3.87 

16.  72 

1.15 

5.56 

27.58 

4.48 

20.24 

3.34 

15.40 

11.58 

12.49 

11.81 

9.44 

9.96 

7.55 

26.04 

9.35  1 

23.24 

10.48 

33.85 

12. 61 

34.59  1 

6.46 

22.68 

39.64 

6.90 

41.99  ! 

3.77 

88.29 

18.82 

5.08 

18.08 

2.41 

9.9» 

22.18 

8.74 

22.41 

5.40 

17.10 

123.73 

1.50 

166.03 

.01 

4.« 

53.31 

6.89 

50.01 

2.37 

40.30 

214.98 

.84 

202. 11 

.65 

114.32 

30.11 

12.72 

80.41 

11.25 

29.20 

11.98 

27.45 

14.17 

•22. 12 

14. « 

11.17 

16.09 

12. 77 

12.34 

11.. •« 

20.23 

6.18 

18.65 

2.96 

10.29 

85.59 

2.76 
19.41 

lft>.  20 
21.54 

21.18 

13.29 

16.9rx 

41.69 

1.51 

45. 51 

.37 

19.  <7 

16.39 

18.79 

16.08 

13. -22 

I.S.* 

4.94 

19.59 

6.16 

19.36 

7.5§ 

21.02 

7.27 

19.06 

4.62 

13,99 

70.96 

3.28 
6.59 

75.60    . 
15.57  . 

15. 52 

4.35 

11. > 

a  Decrea.He. 

^  Included  in  Norih  Dakota. 
f  Includes  Oklahoma. 
''See  note  <*. 

f  Excludes  small  mileage  In  Alaska,  'w\i\c\i\Tv  \^SA  \N»»'n.';'i  tcv\\«&. 

/Thin  figure  Is  77.34  miles  In  exce»  ol  tY\*i  uwe  \»>\^H\e«\  m'^sia.^^i  \w  \^«i,  Xaw  \*tVa%  \>sv^  xss!^<«*^sl 
A'^signcd  bv  States  in  1880.  It  is  accepted  lot  lYv\ft  t»Xi\fe.   IVve  \t\x^^^^Tv\»%^\wwfc*afc\%.'^.ia, 
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II. — Railway  mileage  owned  in  the  United  States,  by  States  and  TerrHorien,  on  June  30 ^ 
1904,  1900,  1890,  and  7,9^6?— Continued. 


state  or  Territory. 


Proportion  to  total 
mileage. 


1900.        1890.        1880. 


1900. 


1890. 


1880. 


Texas 5.11 

Utah 1       .80 

Vermont }       .52 

Virginia 1.95 

Washington 1.51 

West  Virginia :      1.15 

Wisconsin I      3. 38 

Wyoming •        .64 

Alaska 

Arizona .78 

District  of  Col  um  bia . .         .02 

Indian  Territory 68 

New  Mexico 91 

Oklahoma 43 


P.  ct      P,  ct. 


5.27 
.67 
.56 

1.93 

1.09 
.81 

3.41 
.58 


.67 
.02 
.64 
.81 
.10 


Mileage  I  jjjj  Mileage 

;  per  100  \!^^    -.^..nr* 

area.        *"**• 


P.ct. 
3.07 
.80  : 
1.00  I 


.24  I 
.79  i 
1.37  I 

.58  I 


MiUs. 
3.77 
1.88 

11.08 
9.42 
4.36 
9.(M 

11.99 
1.26 


.33 
.03 


.34 


1.84 
52.92 
4.27 
1.43 
2.13 


United  States...    100.00  I  100.00  i  100.00       ft 6. 51 


Miles. 
32.43 
55.92 
29.46 
20.38 
56.24 
23.24 
31.56 

132.82 


i-^    I '"ant"-    h-?    i'lu."- 


area.    | 


MiU«. 
8.28 
1.33 
10.09 
7.88 
2.67 
5.39 
10.25 
.97 


123.02 
1.14 
33.74 
89.73 
20.79 


.97 

50.40 

3.37 

1.08 

.43 


C25.44        do.  51 


MUett. 
38.53 
52.43  , 

19.08 
51.01 
17.41 
33.10 
155.16 


MikB. 
1.03 

.86  I 
9.57 
4.23 

.3(2  ; 
2.81  I 
5.44  I 

.52 


MOet. 
16.94 
49.06 
•26.81 
11.22 
28.22 
11.18 
22.50 
243.85 


183.94 
1.31 
58.34  I 
86.22 
27.16 


.26  , 
47.30 


72.  € 

i.e 


.24 


24.97 


«-26.05        <i2.96        /17.51 


a  Excludes  small  mileage  in  Alaska,  which  in  1904  was  27.79  miles. 

ft  On  basis  of  2,970,038  square  miles,  which  covers  '  Land  surface"  only,  and  excludes  Alaska. 
(*0n  basis  of  75,994,575  population  of  the  United  States  in  1900,  excluding  Alaska  and  persons  in  the 
military  and  naval  service  stationed  abroad. 
dOn  basis  of  2,970,000  square  mila<«,  which  covers  "  Land  surface"  only,  and  excludes  Alaska. 
«  On  basis  of  62,801,571  population  of  the  United  States  in  1890,  excluding  Alaska. 
/  On  basis  of  50,155,783  population  of  the  United  States  in  1880,  excluding  Alaska. 

III. — Railway  mileage,  all  tracks,  for  the  years  ending  June  SO,  1904  to  1890 — United  States, 


Year  ending  June  30— 


Single 
track. 


Sec'ond 
track. 


1  MUCH.       i      Mile». 

1904 i  212,243.20  1  15.824.04 

1903 205, 318. M  !  14.681.03 

1902 i  200,154.56  13,720.72 

1901 1  195,561.92  1  12.845.42 

1900 192,556.03  1  12,151.48 

1899 ,  187,534.68;  11,546.54 

1898 1  184,648.26  11,293.25 

1897 183.2H4.25  '  11,018.47 

1896 1  181,982.64,  10,685.16 

1895 1  177,746.25  10,639.96 

1894 175,690.96  1  10,499.30 

1893 1  169,779.84  10,051.36 

1892 1  162,397.30         9,367.21 

1891 1  161.275.17         8,865.71 

1890 1  156,404.06!      8,437.65 


Third 
track. 


Fourth 
track. 


Yard 

track  and 

sidings. 


Miles. 
1,467.14 
1,303.53 
1,204.04 
1,153.96 
1,094.48 
1.017.37 
1,009.65 
995.79 
990.45 
975.25  I 
953. 16  I 
912.98 
852.70  ; 
813.13  I 
760.88  I 


Maes. 
1,046.50 
963.36 

895. 11 
876. 13 
829.29 
790.27 
793.57 
780.48 
764.15 

733. 12 
710.99 
668.46 
626.47 
749.51 
561.81 


Miles. 
66,492.46 
61,560.06 
58.220.93 
54,914.8<J 
52,158.02 
49,223.65 
47,589.09 
45,934.46 
44,717.73 
43.181.32 
41,941.37 
40.451.26 
37,807.65 
35,742.14 
33.711.38 


Total 

mileage 

operated 

(an  tracks). 

Miles. 
297,073.84 
288.821.52 
274,195.36 
265, 852. -29 
258.784.30 
250,142.51 
245,338.82 
242,013.45 
239, 140. 18 
233,275.90 
229,796.78 
221,863.90 
211,061.28 
'207,445.66 
199,876.78 


IV. — Comparative  statement  of  equipment  of  raiJvKiysfor  the  years  ending  June  SO,  1904, 
1900,  1894,  and  1880— United  StaUs. 


Locomotives: 
Passenger . . . 

Freight 

Switching  .. 
Unclassilied 

Total 


Item. 


1904. 


11,252 

27,029 

7,610 

862 


46,743 


1900. 


9,863 

21,596 

5,621 

583 


1894. 


9,898  ' 
20,000 
5,086  I 
513  ' 


37,663  I 


1880. 


9,942 

2,361 

21 


85,492  17,412 


Passenger 39,752  34,718  I         33,018  16,806 

Freight 1,692,194       1,365,5311    1.205,169        548,000 

CJompany's  service 66,616  50,594  39,891  8.276 


Total \   1,1%,&6\      \,\«i,^sa»»\  \;n^,^T* 


^«»,^«s. 
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V. — Amgnment  of  railway  equipment  per  1,000  milfg  to  length  of  line  for  the  yearn  eudinq 
June  30,  1904  to  189S,  and  1880— United  StaUs. 


Year  ending 
June  30— 


1904.. 
1908.. 
1902.. 
1901.. 
1900.. 
1899.. 
1898.. 
1897.. 
1896.. 
1896.. 
1894.. 
1893  a 
1893.. 
1880.. 


Total. 


220 
214 
206 
202 
195 
196 
196 
196 
198 
201 
202 
205 
6  205 
198 


Locomotives. 


Cars. 


Passen- 
ger. 


Freight. 


127 
124 
118  I 

117  I 
112  , 
111 
112 
111  I 
112 

118  ' 
114  ; 
116 
110 
113 


Switch- 
ing. 


36 
84 
33 
30 
29 
29 
•2» 
2S 
28 
29 
29 
'29 
28 
27 


Unclassi- 
fied. 


4  I 

4 

3 

8  I 

3 

8  I 

2 

ii 

3 

3| 
3 
3 


Total. 


Pasnen- 
ger. 


Freight. 


Com- 
pany's 
service. 


8.474 
8.540 
8,195 
7,930 
7.585 
7.837 
7,182 
7,079 
7,131 
7.148 
7,275 
7,504 
<*7,504 


■I 


187 
186 
185 
184 
180 
181 
182 
183 
181 
186 
188 
194 
185 
191 


7,973 
8,065 
7,725 
7,488 
7,092 
6.906 
6,763 
6,666 
6,715 
6.729 
6.860 
7,076 
6,170 
6.243 


I 


:U4 
299 
285 
25* 
■Xi 
248 
2S7 
290 
235 
233 
227 
2M 
.Ml 
94 


a  The  line  of  figures  here  given  for  1893  is,  for  purposes  of  comparison,  based  upon  nn  arbitnLr; 
assignment  to  classes  of  leased  locomotives  and  can*. 
6  Based  upon  the  inclusion  of  leased  locomotives  not  asHigned  to  classes. 
c  Based  upon  the  inclusion  of  leased  cars  not  assigned  to  classes. 

VI. — Asitignment  of  equipment  to  amount  of  traffic  for  the  years  ending  June  30,  1904,  IffOO, 
1894,  and  1880— United  Stat^. 


Year  ending  June  30— 


Passengers 

carried  per 

passenger 

locomotive. 


1904  63,582 

1900 58.484 

1894 54,654 

1H80 52,984 


Passenger- 
miles  per 
passenger 
locomotive. 


1,948.384 
1.626,085 
1,444,400 
1,128,166 


Ton-miles 


Tons  car- 
ried per  frpiirht 


48,463  I  6,456.846 

50.101  6.556,610 

81,909  ;  4,016,755 

29,259  :  3,253,756 


Passenger 
cars  per 
l.OOO.OOO    I 

passengers 
carried. 


56 
60  j 
53 
62 


Freight 
car>«per 
1.000.000 
tons  of 
freight 
earned. 


1,292 
1.2fi2 
1.888 


VII-A. — Analysis  of  railway  capital  not  aimed  by  railway  cor}>orations  and  assignment 
to  mileage,  area,  population,  and  traffic  for  the  years  ending  June  30,  1904-,  1900,  and 
1890—thiitedStates.a 

RAILWAY  CAPITAL  NOT  OWNED  BY  RAILWAY  CORPORATIONS. 


Year  ending  June  30— 


Stock. 

Per  cent !  Per  mile 
of  total.  .  of  line. 


Funded  debt. 


Amount. 


'  Per  cent 
I  of  total. 


1904 1  W,  397, 040, 970 

1900 1    4,375.360,r»21 

1890 ,    3,445,804.726 


41.05 
45. 82 
45.48 


J21.386  16,314,753,108 
23,413  I  5,172.623.990 
22,498  '    4,131,522,889 


58.95 
54.18 
54.52 


Per  mill- 
of  line. 


S30,71S 
27.680 
26.975 


Total. 


Year  ending  June  30— 


.\  mount. 


Per  mile 
,  of  line. 


Per  10.000 
inhabi 


Per 


1904 '    $10,711,794,078 

1900 9,547,984,611  I 

1^90 7,577.327,616 


I 


tant.      !  territory.   X^M^ht:^!^^^ 


$52,099  $1,319,274 
61,093  I  1.256.403 
49,473       1,203,750 


$3,607 
3.215 
2.551 


$6,138  I 
6,743 
9.814  I 


$48.H61 
63,9n« 


«  The  amounts  reprej-enting  stock  snd  funded  debt  in  this  analysis  are  obtained  bv  deducting  from 
the  grand  totals  reported  as  outHtanding  the  totals  of  such  raflway  securities,  respectively,  as  are 
returned  in  the  annual  reports  of  the  railway  companies  as  owned  by  them. 

Note.— In  the  Report  on  the  AKei\cieHo(  Trans\K)rtati(>n  in  the  United  States,  Tenth  Census,  1N». 
VHge  5,  the  total  of  stocks  owned  bv  t«i\\v;«.V¥>\?>  Y^\\c^\syv  v\s  WVA^^w^.'STl  w\d  of  bonds  as  $159.9(^60^ 
The  totals  of  stock  and  ol  funded  OLebX.  o\i\sX«Liv^Vt\v>  iit«  xw^wAVsviVi  v>cv<i>Kw  *&  >n..^%<QQ6^264  and 
ft?.390.9J5.402. 
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VII-B. — Analysis  of  railway  capilal  and  assignment  to  mileage^  area^  population,  and 
traffic  for  the  years  ending  June  30,  1904,  1900,  1890,  and  1880 — IJnUed  States. 


TOTAL  RAILWAY  CAPITAL  OUTSTANDING. 


Total  railway 
capital. 


Stock. 


Total. 


Common. 


$18,213,124,679 
11,491,084.960  ! 
8,984,234,616 
5,004,521,666 


96.339,899.329 
5,845,579,593 
4,409,658,485 
2,613.606.264 


95.060.529,469 
4,522,291,838 
3,808,284.943  . 
2,309,134,322 


Preferred. 

91.289,869,860 

1,323.287.756 

606,373.542 

304.471.942 


Funded  debt. 


Year  ending  June  30— 

1  Total. 

1904 !  96.873,225.360 

1900 1  5.645,455,867 

1890 4,574.576.181 

1880 ^ I  2,390,915,402 

I 


Bonds. 


$5,746,898,983 
4,900.626,828 
4,123,921,567 


Miscellane- 
ous obliga- 
tions. 

$723,114,986 

464,988.341 

324,242,541 

(«) 


Income . 
bondM. 


$229,876,687 
219,536,883 
76,933,818 
(") 


Equipment 
trust  obliga- 
tions. 


$173,334,694 
60.308,820 
49,478,215 


Total  railway  capital. 


Year  ending  June  80— 


Per  mile  of 
line. 


$64,265 
61,490 
58.659 

557,477 


Per  10.000  in- 
habitants. 


Per  square  I    Per  100,000 

mile  of  ter-     ton-miles  of 

ritory.  freight. 


$1,627,340 

1,512,086 

1,427.254 

997.795 


84,  U9 
3,869  , 
3,025  , 
1.685 


$7,571 
8,115 
11,637 
15,470 


Per  100,000 
passenger- 
miles. 


$60,270 
71,648 
75,831 
87,185 


«  Data  not  available. 

b  Based  on  87,069.46  miles  (as  shown  on  i 
the  United  States,  Tenth  Census,  1880).  wr 
age  rights. 


age  377  of  the  Report  on  the  Agencies  of  Transportation  in 
icn  is  understood  to  represent  operated  mileage  less  track- 


VIII-A. — Analysis  of  railway  capital  fiot  owned  by  railway  corporations,  and  assignment 
to  mileage,  area,  population,  and  traffic,  for  the  years  ending  Jane  SO,  1904  to  1890 — 
United  States.a 

RAILWAY  CAPITAL  NOT  OWNED  BY  RAILWAY  CORPORATIONS. 


atwk. 

Fund«d  debt. 

Yeiir  ending  June  aO» 

Amount. 

Feroent   Per  mile 
of  total,     of  litiff. 

Amount        of  total. 

Per  mile 

of  line. 

1904 

»4,»97,010,970 
4,357,335,824 
4,314,055,951 
4,069,  «9H,  999 
4.375,360,0(21 
4,3Crr,6l3,427 
4,236,404,163 
4.301, eA4,6B& 
4.i2fi,291,7lS 
3,e09.ft20,0«7 
8.705,331,626 
3,5m.  IftUOTf 

B,bm,tm,isn 

3,445.804,7^ 

41.05 
42.39 
43.46 
42.92 
45.82 
45.67 
45.57 
46,92 
4«V51 
43.  y8 
42.15 
42.41 
43.03 

43.  r? 

45.48 

9^,38€ 
21.A&1 
22,150 
2i;4a5 
23,413 
-JS.«40 
23,629 
24J15 
23,2ri 
22.5S9 
'21,605 
21,327 
22,523 
22, 363 
22,498 

$6,314,753,108 
5,924,af»2,481 
5,t>ll,e08,2illl 
5,  412.  ?.'*>,  i«y 
6,172,(123,900 
5,1H^2«.304 
5,060,763,613 
4,S66,3»7,a63 
4,940,227,139 
4,9S9.yfi'2,6&H 
4,941, 26«,  382 
4.7W4.4&1,927 
4.72B,M7,2fi3 
4, 502, 568, 237 
4.131,522,*^ 

B8.95 
57.62 
M,64 
57.08 
54.18 
54.S8 
54.43 
53.06 
54.49 
n6.07 
57,15 
57.5© 
56.97 
56.23 

130,713 

1908 

1902 

29,709 
28  M2 

1901 .,... 

1900 

'28,496 
37,6^ 
28,121 
2S  228 

1899 ,,.„ 

UttB .„-. 

1897 

27,281 

27  869 

liM, 

iap6,.„.,,, 

28,767 
^,811 
28,966 

r»w 

18^3 ,,. „„ 

imi .,...,,...„ 

'A,  825 
28,595 
26,976 

11191 ,„. ,.,. 

leso,-. 

a  See  footnotCM  to  tabular  statement  VII-A. 
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VIII-A. — Analysis  of  railway  capital  not  owned  by  railway  corporations,  and  asmgmnent 
to  mileagey  area,  po})ulationj  and  traffic,  for  the  years  ending  June  30,  1904  to  1890— 
United  ^S'to^ea— Continued. 

RAILWAY  CAPITAL  NOT  OWNED  BY  RAILWAY  CORPORATIONS. 


TotaL 


Year  ending  June  30— 


Amount. 


Per  mile 
of  line. 


1904 $10, 711, 794, 078 

1903 10,281,598,305  ' 

1902 9,925,664,171 

1901 9,482,649.182 

1900 .• 9,547,9^4,611 

1899 9,432,041,731 

1898 9,297,167,776 

1897 9,168,071,898 

1896 9,065,518,857 

1895 8,899,572,695 

1894 8,646,600,008 

1893 8,831,603,006 

1892 1  8,294,689,760  ; 

1891 1  8.007,989,723 

1890 *...'  7,577,827,615 


$52, 
51, 
50, 
49, 
51, 
51, 
61, 
51, 
51, 
51, 
50, 
50, 
52, 
50, 
49, 


Per  10.000  in- 
habitants. 


099 
560 
962  I 

920  I 
093 
764  I 

857  I 
396  t 
141  I 
306  I 
416  I 
293 
348  I 

858  I 
473  i 


Per  ^^^  Pfr 

I   square     J^^«;    lOO.OOu 

mile  of    "*^^"«*ipaiMeii«er 
I  territory,   freight.  '    ^^^^ 


$1,319,274  I 
1,286.895 
1.262,894 
1, '226,825 
1,266,408 
1,262,827 
1,266.900 
1,271,921  i 
1,280.878 
1,281,047 
1,268,453 
1,246,093 
1,265,262  i 
1,246,333  I 
1,203,760 


$3,607 
3,462 
3,342 
3,193 
8,215 
3,176 
3,130 
3,086 
3,052 
2,996 
2.911 
2.805 
2,793 
2.696 
2.551 


$6,138 
5.935 
6.310 
6.447 
6,  743  ; 
7,627 
8,150  ' 
9,637  ' 
9.510 

10, 442 

10.763 
8,902  I 
9.400  : 

10.127  I 
9,M4 


$4M.g61 
49,1.1" 
50.410 
64,644 
59.533 
64.641 
69.486 
74,799 
69,473 
7^.016 
60.610 
58,5.18 
62,073 
62,»47 


VIII-B. — Analysis  of  railway  capital  and  assignment  to  mileage,  area,  population,  and 
traffic  for  the  years  ending  June  SO,  1904  to  1890 — United  Stales. 


TOTAL  RAILWAY  CAPITAL  OUTSTANDING. 


Stock. 


Year  ending  June  30— 


TtiUiL 


I 


Preferred. 


Per  cent  |  „__  -j.. 

of  total  ^YiSy 

I  capital.     <''"°^- 


1904 1  10,339,8^,329 

1903 fij55.&&S,032 

1902 ri,  024,201,29,1 

1901 5,80fi,5t*,204 

1900 o.846,570,iW3 

1899 5,rj]6,0n,f'2fi 

1898 o,a8«,26a,:l21 

1897 5,^6^,  Wi.  255 

1896 ^22ti,Slf7,2(M 

1896 4 .  VHjL  ^>H ,  ( >5f1 

1894 '  4,«iW.tJ7.^.659 

1893 •. 4,  «I8,  y::l',  418 

1892 4.a3:i,UJ?*.763 

1891 4.-4f>0.*>4V».027 

1890 4,409. fi58, 486 


060,529, 
876,961, 
722,056, 
475,408. 
522,291, 
323,300, 
269.271, 
367.056, 
256,670, 
201.697. 
103,584. 
982,009, 
978.762, 
796,239, 
803,284, 


714  , 
657  I 
577 
351  ' 
166 
602 
245  I 
374 
943 


$1,  .In!*.  369,880 
1,27S.5!3S,«!0 
l,aUl,14&J75 
1,3»1,157.3S» 

1,191.710.757 

1,11!*.  991^.0/7 

ff97,5«5,5W4 

759,.Wl.SOt> 
730,49U4^i 
(iSi^92ft.«6 
654,34G,5iH 
654,409,653 
606,378,542 


47.98 
48.85 
49.65 
49.68 
50.87 
49.96 
49.81 
50.44 
49.46 
47.95 
47.44 
47.19 
47.83 
47.90 
49.08 


I 


$30.8:% 
90.869 
30. «» 
30.566 
31, 2W 
30,2S7 
S0.(» 
30,074 
29.4»4 
28,602 
28,186 
28,1S4 
29.240 
28,266 
28.791 


Funded  debt. 


Year 

ending 

June  30— 

Total. 

1904 

i6.KrS.225,360 

1903 

11.414,431.^36 

1902 

f>.109.9S1.6fi9 

1901 

5,8«1.580.*S87 

1900 

6,tH6,4M.3a7 

1899 

,'-.M8,94a,  172 

1898 

\4.%.a^,7lO 

1897 

5.^70,311.1.819 

1896 

.\;MO.L!:1'*..502 

1895 

.Y:^>^   \-y^  ■":i 

1894 

.-.          ..      .-   .    n[ij 

1893 

■  ■.-..  '.-^.^Jl 

1892 

i.or^^,lJ3»,UnO 

J89J 

iMiX'm.AVi 

1890 ' 

i574,wa,iai 

Bonds. 


Miscellu-  T««^.i„« 

n^niiv  Income 

neouh  i-uiiiri^ 

obligation!*.  rjHjiia>. 


I 


15.746,898,983 
5,426,730.154 
5,213,421,911 
5,048,811,611 
4.900.626,823 
4, :.-,  "  ■  .  .■■ 

4.61Q,7t;^.03J 
4, 539,  Ml.  ^"i 
4,6n,«71.UffiJ 
4,&iUT,'»,5i8 
4,.'VBe,»ai,75# 
4.504,389,102 
4.302^570.993 

L 


1723,114,986 
640. 704. 135 
664,794,588  , 
545,780.485  I 
464,98.3.341* 
485,781.695 
486.977.279 
480,7m,3oa 
457,  -HAT,,  .^31 
445.2::i,472 
456,277,380 
4lU.iTi,647 
3B2,KI7.940 
37U,!KXJ.ft90 


$229,876,^7 
j:M,  016,811 

,  i42.556.745 
:>IS,87a.06» 
2l»,536.8Sa 
:M0,  04*^,763 
LtJ2,194,68S 
m,  847, 154 
:iH,4'A977 

242.  403.  681 
248,132,730 
»0».  20r),  522 
324,  m^  690 


Equipment 

♦mst 
obligadonH. 


Per    .      pp 

total   im"«« 
capital. ' 


line. 


I 


$173. 

142, 

89. 
08, 
60. 

4a: 

50, 

00. 

63. 
62, 
55, 


S^l,604 
980,116 
'208.425 
116. 723 


30iail 
888,767  I 
301.931  I 
9lfi.3af7. 
Sr70,2&4 
699.2S3 
153, 5»6 
755.  IW 
478,215  i 


52.02 
61.15 
50.85 
50.32 
49.13 
50.02 
50.19 
49.56 
50.54 

ea,06 

50.58 
52.81 

52.17 
50.10 


$33,49 

S2,$1T  , 

si.n 

30.96 

30.210 
30. 2» 
?►.  J-? 

31  ■■^> 
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VIII-B — AncUyris  of  raUway  capital  and  asngnmerU  to  mileage,  area,  population,  and 
traffic  for  the  years  ending  June  SO,  1904  to  1890 — Viiited  Skt/e*— Continued. 


TOTAL  RAILWAY  CAPITAL  OUTSTANDING. 


Ye«T  findiiig  June  so— 


1904 
19CS 
1903 
1901 
19QD 

vm 

ISOS 
ISfiT 

law 
is» 

IBM 

vm 
vm 


Tot4l  mil  way    I  Fer  mile 
<:apilii].  of  Htiti. 


tia,213. 
12,&99. 
n.lB4. 
lt,6BS. 
lIt4Sl. 

10,635. 
10,666, 
10,346. 
10,190. 
9,»H^ 

9,290, 


124.679 
900,268 
132, 9«l 

147^091 
004.960 
954. «i^ 
&N.it31 
OQ»,074 
e6.%77l 
754,23$) 

K£fi«239 

915.489 
234,fll« 


961,206 
6ft,  186 
02.301 

«i,&ai 

61,490 
60,556 

50,620 
59,610 
■■10,650 
^i9,419 
59,729 
«1,]80 

5&,a59 


iVr  10,000 
Inhabi- 
tants, 

|1.^!T.S40 
1.5n,077 
1,M3,89^ 
1,512,150 
1,512,  OWi 
1,477,302 
1,474,215 
l.47i>,4M5 
l,4!»3,Oiif) 
1,4*19.361 
l,4W,fl6e 
1,479.862 
1, 477^513 
1,446,003 
l,'£r7»264 


Per 


_.  wiiiarif!  Per  100,000 

mile  oi    j  ton-miles 

territory,  j  of  freight. 


94,449 
4,24:1 
4,086 
3.93^1 
3.»69 

£,643 
ZMX 

3,431 
3,331 
3,261 

3,0^ 


97.571 
7,274 
7.715 
7,947 
8.115 
8,922 
9.484 
11,178 
11.085 
12,140 
12,685 
10,573 
10,977 
11,749 
11,637 


Per  100.000 

passenger- 

miles. 


•60.270 
60,242 
61,626 
67,353 
71,648 
75.620 
80,857 
86,767 
80,978 
84.89C 
71,816 
09,538 
72.485 
72.335 
75,831 


IX. — Railway  employees  and  amgnment  to  mileage,  population,  and  traffic  for  the  years 
ending  June  SO,  1904y  1900,  1890,  and  1880— United  States^. 


Year  ending  June  30— 


1904 
1900 
1890. 
1880 


Number. 


1.296.121 

1,017,653 

749,301 

418,957 


Per  100 

milefl  of 

line. 


611 
529 
479 
477 


I        Per 
Per  10.000  I  100,000.000 
inhabit-   :  pawtengers 
ants.         carried  1 
mile. 


160 
142 
121 
83 


Per 
100.000.000 

tons  of 
freight  car- 
ried 1  mile. 


5.912 ; 

6,345 
6,325 
7.299  ' 


743 

719 

971 

1,295 


X. — Compensation  paid  railway  employees,  classified  according  to  employment,  for  the  years 
ending  June  SO,  1904  to  1890—  United  tStates. 

(Covers  over  99  per  cent  of  the  number  of  employees  for  all  the  years  mentioned,  excepting  1908,  the 

per  cent  lor  which  was  97.] 


190t. 

Aver- 

(ffify 
oom- 
pensa^ 
tlcm. 

til.  61 
6.07 
2.22 
1.93 
L69 
4. 10 
2,a5 
3.50 
2,^ 
2.61 
2.2fl 
l.*f1 

'  1.78 
1.38 

1.77 
2.16 
2,17 
UW2 

1903. 

1902. 

1901. 

GIoAl 

Amount. 

Hi.  475. 126 
I0.S16.«eO 
M.733.70a 
22,584.269 
6©,W».729 
6i.  916, 543 
40.463.010 
44,150.760 
75,621,384 
37,844,671 
aa,6W,270 
H,  Me.  049 
Zl,  666,868 

10l,OOQ|78fi 

26, 9^20, 496 

21,770,'«« 

4,884.718 

90.893,829 

Amount. 

$13,244,121 
10.010,099 
30,486,272 
.1  011,724 
1 M  463,462 

:il\  i>^i.  -JKl 

60, 2-^1, 036 
3$,4M,&M 
35,a2ti,54p 
»4J3a,108 
Zl,430,iS4 
103,436,085 

27,102,555 
19,902.487 

ft4.2O3.290 

Aver- 

d^?y 
com- 
pensa- 
tion. 

Amount. 

Aver- 
age 
dally 
com- 
pen«i- 
tion. 

Amount. 

Aver- 

d*Sfy 
com- 
pensa- 
tion. 

Gen  eral  olBcera  w . , , .  *  * 
Other  offlceti 

General  odlce  clerks . . . 
StadoD  agen  ta.  ........ 

Other utatiou  rneti  ,,*.* 
Enginemen  ,,,,„,..... 

Flrtmen 

Couductors , 

*n  27 
:k  76 
ii.21 
1,87 
1.64 
4.01 
2.28 
3.38 
2.17 
2.10 
2.19 
1,66 
1.78 
1.31 

1.76 
2.0rt 
2,11 
1.77 

:^ti,flA3,eO0 
M.  172, 60ft 
5a,7O0,1»& 
6«, 185,447 
33.780,700 
35,2U,477 
56,33.M«2 
28,412.840 
3l,925,12«t 
73,260,159 
30.^,37(; 
89,536,409 

2«,  609, 990 
18,281,069 
4,36a,«a 
74,433,063 

*]1  17  $13,141,428 
.-t.60       9,055.189 
2,18     24,833,944 
1.80     19,239,279 
1.61  '  47,496,433 
S.M  :  53,353,624 
2,20  '  30,941.619 

•10.97 
5.56 
2.19 
1.77 
1.59 
8.78 
2,16 
3.17 

Other  tmlnmen 

BIftchinistj 

2.04 
2.3G 
2,  OK 
1.78 
LTi 
L25 

1,77 
2.01 
2,00 
L71 

51. 646. 2*) 
24,745,769 
29,937,027 
6.^951,988 
11*,191.«flH 
76,228,053 

26, 473,00* 

17,152,C»4 

4,316,140 

66,657,101 

2.00 
±32 

Cafpi^nter**    .  ** 

2,06 

Other  shopmen  ......,- 

Se*tioti  foremeti 

Olher  trackmen  ....... 

8wltth  t*!tider?f.  crow- 

ing    tendt-ra,     and 

watciitnen 

1,75 
1,71 
1,2S 

1,71 

Telegniph    operators 
and  dlapattme  ni 

Employ  (?  e  a  "  ac  CO  un  t 
floating  eqMipmeT»t*, 

All    othiiT    empioyeeii 
and  laborersi 

1,98 
1,97 

tnluA *      *. 

817, 5W,  810 

0757,331.418 

676,oas,ais 

,..,.,.,610,713.701 

a  Excludes  compensation  paid  by  Chicago.  Milwaukee  and  St.  Paul  Railway  Company,  not  reiK)rted 
The  corresponding  amount  paid  in  1904  was  $19,976,412,  and  in  1902,  $17,267,6^. 

S.  Doc  244,  59-1 60 
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X. — Compensaiwn  paid  railway  employees ^  classified  according  to  employmenl,  for  the  yean 
ending  June  SO,  1904  to  1890 —  United  /Sltote»— Continued. 


Cll 


Other ofHc^Jn  ,.... 

General  ofllee  plprkft . . 

BC&tJon  Agents 

Other  Htation  in«o  - 

Eloglnemen  — ,. 

Firemen  ............. 

CtmductorB , 

Other  Uaiiimen  .*.._. 

MachiJikta 

OarpeTitej^ ...,.».,,.,, 

Otber  shopmen  .... 

Section  fftremen  ,_.,.. 

Other  trftckmcn  .. 

•Switch  tendern^  crow- 
ing     tender?,     and 

wuuhmeu  ...,., 

Telearrnph      opera  ti:iTs 

ana  dkpA cohere  .... 

Em  ploy  eea— ^  c  e  o  u  n  t 

floatfnfc  e4utpment . 

All    other    employee?; 

and  Ubriren  ........ 

TWal ..,.. 


1000. 


Amount. 


l?13,  IM 

23, 127, 

46.fiOT. 
50,  /13, 

22,fl24, 
2S.:44, 
6S,47D, 
18,4&l, 


dSfy 


tlon- 


420 

MJO 
228 

016 
401 

S22 
476 
702 
4S£2 
H4ti 
4W 


29,6l>9.aS» 
lfl.l7fl.40l 
4,SJ7,91.^ 
63t0O8pl<^ 


^10.4.^ 
5.251 
2.19 
Lit* 
LflO 
3.7& 
2,H 
3.17 
l.M 
Z80 
2.(H 
1.73 
L6S 
1,22 


1.8Q 

L9fl 

1.71 


[b77. 


264,841 


ISM. 


Amount. 


Aver- 

com- 

UOD. 


Getienl  officers fl2, 497,  Hft7 

Other  offieera , . ,  5. 301, 119 

Geoeral  omc  e  c  I  erk? ...  19, 0S7,  a  Ifl 

Bt^tUm  rtgt^tits  . , 17, 050,  in 

Other  HtAllou  men  .....  39,  (lf7*,  47S 

Engliiemen  „ 41 , 354, 307 

Firemen  ...,..„.„„..  28^7J4.*^ 

Condneti jra .....  i!4, 75R, 486 

Other  tmlnmen 38,879,035 

Miii'hhif^tti 19,812,740 

Ciirt>Giiterft 22,94^6611 

Other  %hop  m  tn 4^^  497,  Ml 

Section  Joremen 17,097,892 

Other  tractmen  „...,.  M.S^1,11» 
Bwlteh   tendera,  crowd- 
ing    tendeiB.    and 

wftU^hmen... 24.960,90? 

Teletrraph      opemtorv 

mnA  dbpiitcheTit. . . . . .  13,  t39&,  5R7 

Em  plo  V  een— «  c  c  o  no  t 

floA  1 1  nf?  eq  ulpmetit . .  ^,  221, 290 
All   other    uiinployees  [ 

and  Intrfirerji. 4a,898.4]fl 

Total !4«8,tJ4>aSl 


r9.19 
%  21 

Ilia 

1.62 
3.Gd 
a.  06 
8.05 
1.90 
2.26 

a.  03 

3.69 
1.70 
1.17 


1.74 
1.93 
t.M 
3.65 


i»99. 


Amoiinr. 


fl2,964, 

7,489, 

ai,250, 

46, 746, 
'26.<54S, 
27.  M2, 
41..!6l 
20.7i6. 
J4.9iliy 
.'^^,239. 
17.824, 
fll,  139, 


A  ver- 
ify 
oom- 
pe&Ba^ 


442  tiaott 


A4Q 
005 

657 

044  I 

^4  , 

397  ' 

977  I 

733  I 

fki<i ; 

606  I 
^1  I 
999 


ft*  IS 
Z20 
1.74 
L60 
3.72 
2,10 
3.13 
1,94 
2.29 
2.0^ 
1.72 

i.m 

I.IM 


a7.9ft4,7T4  L77 

15,ntlJ12  ■  1.^ 

:i.9a3J6'ii  1.89 

63,099,154  1.68 


522,967,896 


imh. 


Sl2,2^,fiti6 
4.«.M,tf24 
18,820,959 
lfi,^l,aMJ 
38,460,715 
99,490,901 
ZI,W1*130 
23,708,489 
36,504.135 
17,724,171 
20,901,9iO 
+4.rj8.fl8a 
16,73ft,T0a 
59,618,897 


24,2&l,2^ 
13,61&«311 
3,269,0120 
40,377,117 


445,508,2G1 


Aver- 

com- 
peiuttr 


19.01 
6.S6 
2,19 
1,74 
1.rt2 
;*.6& 
2.05 
3.04 
L90 
2.22 
2.03 
1.70 
1.70 
LIT 


1.7B 
LflS 
1.91 
1.65 


1896. 


Amount 


flK,  632,324 

19,689,404 
17,692,146 
40,237,653 
44.307,999 
25,199,^9 
26.816,465 
39,597,13S 
19,»y7,896 
23,961,24(1 
5l,3Si9,701 
n,223,e2l» 
67,30S.74O 


26,633,a» 
14/2.=i9,057 
3,551,896 
48,552,299 


AT&r- 

d'Sly 
com- 
pen.<ia 
tion. 


410^055,  ens 


*gi73 

2.25 
1.73 
1.61 
3.T2 
2.09 
3.13 
1.95 

2,2a 

2,0-^ 
1.70 
1.69 
M6 


1.74 

J.  92 
l.fi9 
1.67 


1897. 


Aver- 

|d1Sfr 
com- 


112.304. 

19,368. 
17.221, 
38,428, 
40,94». 
23,316, 
:I4,500, 
^,5*5, 
IS,  442, 
21,971, 
47.463, 
17,100, 
&4,00S, 


161  i 

65S  I 
177  1 
242  I 
1C« 


000 
3^7  I 

flS9 

569 

005  I 

I 


24,419,195 

I 
13,579,399 


f9M 

2.1ft 
1.75 
Lfil 
3.«5 
2.05 
3.07 
L» 

1.71 
1.70 
L16 


1.71 

1.99 


3,589,354         I.M 
44.73^,8^79         l.U 


4fi5, 601,5^1 


189i. 


tl2,792, 
3,322. 
19.077, 
16,588, 
36,659, 
39,633. 
22,793. 
23,*«t7. 
36,637, 
1J<|,2«3, 
21,  ,W2, 
42,55ft, 
16,  755, 
51.JM5, 


,  Atct- 

I  com- 
penM- 
I  tion. 


t9-71 
6-76 
2.34 
1,75 
1.63 
3.61 
2.03 
3.04 
LS9 
2.21 
2.02 

Lea 

1.71 

i.ia 


24.4S1,M1 
13,513,436 
3.240.068 
43,782.000  j    1.65 


1.76 
1.99 

1.97 


.1447,293,627   . 


ifm. 


Amount, 


114,774,601 

2o,iii,iao ; 

16,75S,3S1 

a9,gra,oi3 

44,930,8fil 
25,9^1,464 
26,864,896  I 
43.412,910  I 
21.939.354 
26.614,585 
?^).107.2S« 
16, 844, 139  i 
03. 977,  WO 


26,915,906 
14,541,604 

3,719,861 
H  001, 924 


510,856,616 


Aver- 

rom- 

tiOD. 


18.10 
2.35 
L8> 
1.C5 
3,69 
2.06 
3.10 
1.92 
2.31 
X.10 
L73 
1.75 
1.39 


l.U 
1.96 
1.70 
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X.— 


Compeiisaiionpaid  railway  etuployees,  classified  according  to  employmentj  for  the  years 
ending  June  SO,  1904  to  189^     ^r  -^^  -"-       ^--  ...  .a  j 


1890— United  laitates—ConXMineA. 


CIa»8. 


1892. 


Amount. 


Average 
daily 

compen- 
sation. 


General  officers 

Other  officers 

General  office  clerks 

Station  agents 

Other  station  men 

Englnemen 

Firemen _ 

Ck>nductore 

Other  trainmen 

Machinists 

Carpenters 

Other  shopmen . 

Section  foremen 

Other  trackmen 

Switch  tenders,  crossing 
tenders,  and  watchmen 

Telegraph  operators  and  dis- 
patchers 

Employees— account  floating 
equipment 

All  other  employees  and  la- 
borers   


S14, 086,021  ; 

Be. "40. 
42, ITS, 
24,  ITK, 
25 J  28. 
40,513, 
20.300, 

4fU(M5, 
1(1.421, 
1 J  J.  630, 


24,677,169 
13,157.820 
3,395,333 
49,711,259 


Total ■    477,181.481 


97.83 

2.23 
1.82 
1.68 
3.68 
2.0g 
3.08 
1.90 
2.29 
2.08 
1.72 
1.76 
1.22 


Amount. 


«14,123,«» 

lft.2S4.076 
^S.6I.VD60 
^iS,  72a,  867 
m0284iM1 
iHl,3&2,l557 
37,  4S\ri4 

2S.785,6^ 

Hi,0n7.{J»7 
S.^  445, 057 


1.80  23, 150,96s 

1.92  12,298,782 

2.03  3,299,290 

1.68  I  47,982,073 


A^rerage 

d&lly 
compen- 
eation. 


1890. 


$13,584,924 


16,901, 
14,806. 
34.918, 
37,814, 
21,760, 
21,881, 
36.276. 
19,235, 
24,090, 
42.179, 
15.238, 
57.660. 


342  I. 

456  ' 
165  !. 
on  I. 

262  ;. 
465  . 
703  L 

809  . 
749  1. 
614  . 
221  1. 
900  . 


20,656,369 
11,^23.844 
3,565,408 
42,686,131  ' 


454,897,137  ! i  433,970,343  | 


I 


o  Not  obtainable. 


XI. — Passenger  traffic  for  the  years  ending  June  30,  1904  to  1880 — United  States. 


Year  ending  June  30— 


1904 

1903 

1902 

1901 

1900 

1899 

1898 

1897 

1896 

1895 

1894 

1893 

1892 

1891 

1890 

1889 

l.s>s« 

1887 

1886 

1885 

1884 

1883 

1882 

1881 

1880 


Number  of 

passengers 

carried. 


716, 
694, 
649, 
007, 
576. 
523, 
501, 
489, 
511, 
507. 
.540, 
593, 
nGO, 
531, 
]■"■' 
1M 
JJ'.i. 
Hi. 

:m 
aio, 

:t32. 

2Sft, 
240, 
2fiy. 


535 

5a') 

121 
261 
508 
681 
198 
737 
362 
199 
612 
211 
998 
8<i5 

mi 

370 
'^1 
044 
«32 
449 

sua 

917 

yofl 

MO 


Numlier  ot 

L^arrt^l  one 
[utle. 


21,923 

19,6H*(i, 
17, 3.5a, 

la.uas, 

I4,&91. 
13,379, 
13,256. 
13,  019, 
12, 1*W 
14,289. 
14,229. 

12.  W4 
11,*47, 
H,67;i. 
11,  IW, 
IU.9^. 
9,328, 
«.B44, 
fi,&74 

7.681, 
tl,49;i. 
5.740, 


Number  of 
p4iJ»L'iigerM 

carded 
one  mile 
t»et  mile 

of  Itnc, 


213,536 

im,im 

937.020 

076. 2CM  I 

32T.rtl3 

930.  OW 

989,^7  ; 

007,233 

41^271 

445. 1^93 

lOJ.OW 

iWft,299 

24:iJ*SI 

7^.617 

47^."JIW 

1^2,407 

10<>.52» 
2^4,459 
460.432 

578.  S*.** 
43^1, 7fi5 
112.502 


101,196 

103.291 

99,314 

d3.2S0 
77;h21 
72.402 
G6,*74 
71,7a'i 
6*4.572 
81,333 
a'1.809 
K2.2SA 

76.751 

77.3.^ 
75.325 
76.027 
73,780 
75.168 
76.455 
79,018 
74,«77 
66^392 


Average 
Passenger-     number 
train  of  pas- 

mileage.     ,  sengers 
in  train. 


Average 
journey 
perpa.s- 
senger. 


440, 
426. 
40d, 
385, 
|*t3fi3. 

341, 
33.*^. 
832. 
317. 
326, 
33^, 
317. 
307, 
285, 
276. 
afifi, 
240. 
217. 
205. 
IL'T, 

I7':l' 

yui 
}M 
138, 


464,866 
142,-204 
613.231 
172,5*7 
469.596 
416.916 
520. 769 
01  ft.  605 
8<^.:a8 
566,615 
50S.219 
618,770 
538.883 

575,804 
Sai  716 
901  443 

141.293 
651.405 
023,378 
914.626 
839,504 
■22.5,621 


46 
46  . 
46  I 
42  1 
41  I 
41  I 
39 
37 


38 

44 

42 

42 

42 

41  I 

42 

42 

43 

43 

42 

43 

46 

48 

46 

42 


Miles. 
80.64 
30.10 
30.80 
28.68 
27.80 
27.89 
26.70 
26.04 
26.60 
24.02 
26.43 
23.97 
23.82 
24.18 
24.06 
24.22 
24.88 
25.00 
25.12 
26.86 
25.82 
27.00 
26.86 
26.97 
21.29 


•iThls  ptiiwenger-train  mileage  excludes  25  per  cent  of  mixed-train  mileage  which  in  prior  yean 
was  included.  The  change  in  the  rule  for  compiling  pa»<enger-train  mileage  is  followed  for  all  sub- 
Hequent  years. 
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Xll.— Freight  traffic  for  tlw  years  endimj  June  SO,  1904  to  1880— VmU4  State*. 


i  Number  of  ton^  of  freight 
I       reported  m  cnnied. 


Tear  , 


Jane 


TotMi. 


\  Excluding 

tnniiage  pe- 

cuh  cd  fHHn 

connei^tliiff 

rondi^  andf 

olher  L«r- 

ricra. 


^1- 


IWI  . 
ISM. 

ISS: 


vm. 


vm. 

ie83. 

ISHI. 


t,ao9,a9o.ifl£ 
;  ],9[ri,SHS2S 

I,300,mft,7a7 
1,069,^26,440 

1,081,  Baa,»>] 


714*37&.33fJ 
Hi,  767, 821 
<357,846,B07 
&83,6«2,4!Z7 
5S3,3oU»51 


I 


Ma, 715, 372  I  501,527,376 

aa3,«2&,eofi  '    <. 

728,900,27s  ' _.., 

TSSI, 71^^662  y. 
680.514.778 

<5aa,757,i9e 

7^,55^,341 
700.744,  IW 

rsae,  897,058 
Bai.740.fla6 

FiW'>j2ji(,  yo 

.=ia4.1U&,i>*7 
4<i0, 291,177 
41iafi&pU2 
SBS,2tI,441 
375,;J9ft.S8l 
S5a,G46,9ai 
»25,7IS.946 
290,«97,aWi 


Number  uf  totui 

freight  carried 

0£)e  milt?. 


174, 5:«, 

1&7,2J<9. 
147,  (J77, 
141,5%, 
12S,(M37, 
114.077, 
fl5,la9, 
96,32M, 
S.MV7. 
N),33fj, 
»a.5KH. 
S8,241. 
79,0^ 
77.!»7, 

fiS!,574, 

49.2i>3. 
45,  S63, 
43,a7«. 

^rj.ai3, 

3J),1W, 
32,tt4«, 


J7S,^^ 
370,0*3 

561,161 
2&7J5a 
576,306 
0'l;i/225 
a60,i!7A 
515, S9l 
l{>4.702 
ni,?^i3 
060,225 

020, 5«a 

W7,1»» 
4ff7,OZft 
fi&4,fl6l 
067,]0tt 
1S9.27S 
177,  S41 
ill,39S 
2^,S^ 
7lO,M7 


Xnmbc^r  I 
oCtonaofl 
frxiight 
curded 
one  mUe ' 
per  lulile  ^ 
of  Une 


Frtight 
truln  mile 


I  Aver- 

beri>l 
toui^  in 


iAvemge  huul  per 
I  ton. 


£2d,47fi 
855.442 

7t3,35l 

735,352 
fr^,565 
617,810 
519, 079 
£^,832 
479,490 
457,2^4 
55l,t2^ 
543,365 
490,386 
4»a,«afl 
46^,^761 
lSft.«77 
4Ei3,#10 
444,0^ 
422, 14S 

4aso«4 

407,7S«| 
414.  dU 
4*7,712 
3««.&i4 


I 


hatil  of 

the  ftT- 

emire 

milway. 


536,  OK),  971 
526.312^433 
499,711,174 
491.942,011 
»492,«43,5^ 

603,766, 25a 
464,9t?A:m 
479,UK1,1V0 
449,29I*23» 
146,807,323 
508, 719,  MW 
4S5,40t>,369 
41^,274,5CW 
435,170,ai2 
4l9,l^p2^ 
414,5D!»,ft40 
3S4,556,482 
S40.379,421 
3l9,7fl0,36a 
3Ift,062,5?»l 
310, 229, 4E^ 
.  2rt7.t87,659 
273.523.  M3 
2f»l,0'-£2,710 


307.  Tfi 
3L0..54 
296,47 
2S1.3G 
270,  i*6 
243.52 
226.45 

•m.«ti 

190.81 
1^,1^ 
I7B.M) 
l«a.97 
181.  79 

in.  20 

177.42 
165.^5 
159.35 
162.72 
150.70 
154.08 
145.57 
141.44 
140.03 
1H9.  U 
12H,S7 


133.23 
132.  »a 
131.  l>1 
135.03 
130.  B7 
131.01 
1^09 
130.52 
1^.48 
124.13 

127,  n 

125.92 

12^.77 
122.21 
115.07 
llfl.6^ 
U7.16 
118. 10 
119.81 
HR.  14 
116,89 
113.  71 
116.  t-4 
111.20 


T>ptC»l 
haul  at 
all  the 
mllwir* 
regud- 
eda*a 
vytienL 

244.30 

242.35 
2^.10 
251.* 
212.73 


\ 


oThiH  freight-truin  mileage  excludes  75  i>er  cent  of  mixed-train  mileage,  which  in  prior  years  was 
included.  The  change  in  tne  rule  for  compiling  freight-tniin  mileage  is  followeil  for  all  sub«iequent 
years. 

XIII. — Summary  showing  freight  traffic  movement,  by  class  of  commodity ^  for  the  yearn 
ending  June  SO,  1904  to  lt)00,  and  1890— United  States. 

TONNAGE  ORIGINATING  ON  ROAD. 


ClasK  of  commodity. 


Product^  of  agriculture . 

Products  ((f  animals 

Products  of  mincM 

Products  of  fore«t« 

Manufactures 

If  erchandifcte 

MisoellaneouK 


Grand  total . 


1904.                  '                  1903. 

1 

1902. 

1      Ppr      1 

Amount.      1   ^^^^    .       Amount. 

Tons.                                Tom. 
61,5l2,r)43  1      9.69            61,056,212 
17,576.078  1      2.74            16.802,893 
330, 872, 1 96       51. 56          329, 336, 621 
80,383,577  ;     12.53            74,569,980 
86.088,583       13.41             91.980.908 
30,986,689  :      4.83            29,949,022 
34,260.882,      5.311          35,116,027 

Per 
cent. 

9.56 
2.63 
51.56 
11.67 
14.39 
4.69 
6.50 

Amount. 

Per 
cent. 

Tons. 

63,?23,115 
15,862,410 
304,634,808 
67,703,060 
84. -289,2=17 
25,444.025 
30, 675, 776 

9.23 
2,64 
52.36 
11.64 
14.49 
4.37 
.5.27 

641.680,517  1  100.       1        638,800,658 

100. 

681,832.441 

100. 

ClasH  of  commodity. 


1901. 


Amount. 


Tonn. 

ProductH  of  agriculture .'»6, 102. 838 

Products  of  animalH 15, 14.5, 297 

Products  of  mines 269, 372, 6.')6 

Products  of  forests ,  60, 844,  y:« 

Manufactures 71, 6^1. 178 

Merchandise 21, 697, 693 

3fiscellaneou.s 26. 493, 338 

Grand  total b'!!,^"  ,?««i 


Per 
cent. 


10.76 
2.91 
51.67 
11. (w 
13.75 
4.16 
5.08 


1900. 


Amount. 


Ton». 

53, 468, 496 
14,844.837 
271.602.072 
59, 956, 421 
69, 257, 145 
21,974,201 
25. 329. 045 


\^. 


Per    ] 
cent.  ; 


10.35 
2.87 
52. 69 
11.61 
13.41  < 

4.26 ; 

4.91  1 


1890. 
Amount. 


Per 
cent. 


Ton«. 
28,865,536 
10,497,285 
129. 977,  W8  : 
32,674.105  j 
37,093,806  ! 
12,946,615 
22,057,871 


10.  V 
3.SS 
47.  f 
11.92 
13.  -XI 
4.73 


;>\<i>,VSl,l\"  \\Qft. 


274,112.866,     100. 
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XIII. — Summary  sJiowing  freight  traffic  movement^  by  cIom  of  commodity,  for  the  years 
ending  June  SO,  J 904  to  1900,  and  1890 — United  States — Continued. 

TONNAGE  RECEIVED  FROM  CONNECTING  ROADS  AND  OTHER  CARRIERS. 


1904. 

1903. 

1902. 

Class  of  commodity. 

Amount.         ^P^'J 

Amount.      ;  ^^^ 

Amount. 

Per 
cent. 

Products  of  agriculture 

Produ<tt8  of  animals 

Tbtw. 

66,093,786  '    12.86 

18,843,327        3.62 

254, 209, 601       47. 52 

Tom. 

66,932,445  ,    12.70 

17.115,254  1      3.25 

94A  «09  MY7  :     4R1S 

Ton$. 

59,225,552 
17,466,157 
226,752,982 
46,283,011 
77,757,089 
21,571,191 

12.84 
8.64 

Products  of  mines 

47.26 

Products  of  forests 

55, 031 ,  340       10. 29  i         51 !  838!  767        9. 84 
83.469,484       15.60  i          88,538,508       16.80 
22,996.284         4.30             25.949.ti85         4.92 

9.64 

Manufactures 

Merchandise 

16.21 
4.60 

Miw^ellaneous 

34,281,850        6.^ 

30, 282, 699        5. 75 

6.41 

Grand  total 

584, 924, 172     100. 

526, 959, 865     100. 

479.786,186 

100. 

Class  of  commodity. 


Products  of  agriculture 
Products  of  animals  . . . 

Products  of  mines 

Products  of  forests 

Manufactures 

Merchandise 

Miscellaneous 

Grand  total 


1901. 


1900. 


Tons. 
71,262,551 
17,6W,875 
208,896,553 
41.090.417 
65.762,982 
21.770.622 
25.111,359 


Per 
cent. 


Amount. 


I 


Per 
cent. 


15.78 
3.91 

46.27  I 
9.10 

14.66 
4.82 
5.56 


Tons.  I 

68.472,600 
17,524,837 
206,181.412 
39,799,754 
65,782.731 
20,546,892 
23,123.262  | 


15.51 
3.97 

46,71 
9.02 

14.90 
4.65 
5.24 


1890. 
Amount. 


Tons. 

41,041,868 
11,680.799 
115.244,678 
21,714,792 
34.929,964 
10,900,392 
23,469,375 


451.529,359     100. 


441,431,888  .  100. 


258,981,868 


Per 
cent. 


15.84 
4.51 

44.60 
8.8». 

18.49 
4.21 
9.06 


100. 


TOTAL  FREIGHT  TONNAGE. 


1904. 

1903.                  1                  1902. 

Class  of  commodity. 

Amount.      ;  ^«^ 

Amount. 

Tons. 
127,988,657 
33,918.147 
575,6i<8.128 
126,398,747 
180.519.411 
55.898.707 
65,898.726 

Tons. 
10.98           112.948,667 
2.91             32,828,567 
49.38          531,387,790 
10.84          118,986,061 
15.48  1        162,046,296 
4.80  i          47,015,216 
5.61            61,406,060 

Per 
cent. 

Products  of  agriculture 

Products  of  animals 

Totis. 
127,(106,329       10.84 
36,419,405         3.10 

10.64 
8.09 

585,081,796       49.72 
135.414,917  \    11.51 
169.5.')8.067  ;    14.41 
53.981,973         4.59 
68, 542, 232         6. 83 

60.06 

Products  of  forests 

10.74 

Manufactures 

Merchandise 

Miscellaneous 

15.20 
4.48 
6.78 

Grand  total 

0  1,176,604,719     100. 

ft  1,165, 760, 528 

100.       ;c  1,061, 618, 627 

100. 

Class  of  commodity. 


Products  of  agriculture . 

Products  of  animals 

Products  of  mines 

Products  of  forests 

Manufactures 

Merchandise 

Miscellaneous 


1901. 


Per 
cent. 


Grand  total 


Tbtis. 
127,3«i5,389  j 

32,780,172 
478,269,109  I 
101,935,350  ' 
137.444,160 

43,468,315  ; 

51.604.697  I 


13.09 
8.37 
49.16 
10.48 
14.13 
4.47 
5.30 


1900. 


Amount. 


Tons. 
121,940.996 

82.869.674 
477,783,484 

99,766,175 
135,089,876 

42.521.093 

48.452,307 


rf  972, 867, 192  I  100. 


«  957, 863. 605 


Per 


I      Amount. 


12.73 
3.88  I 
49.88  I 
10.41  I 
14.10  ; 
4.44 
5.06 


Tbns. 

86,586,657 
26.428,028 
271,545,700 
68,798,185 
79,960,770 
29,746.818 
82,446,896 


100. 


/  640, 452, 648 


Per 
cent. 


18.61 
4.18 

42.40 
9.96 

1X48 
4.66 

12.87 


100. 


a  Does  not  include  183,294,446  tons,  unanigned. 
^  Does  not  include  138,683,800  tons,  unassigned. 
<*  Does  not  include  138.697,160  tons,  unassigned. 
d  Does  not  include  116,359,248  tons,  unassigned. 
«  Does  not  include  124.119,696  tons,  unassigned. 
/Does  not  include  107,357.814  tons,  "unvegregated.* 
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XIV. — Condetised  incmne  account  of  the  railuxiya  in  the  United  StateSt  considered  as  a 
system^  for  tJ^e  years  ending  June  30^  1904  to  1894- 


Amount. 


Item. 


1904. 


Oro68  earnings  from  operation '  $1, 975. 174, 091 

Clear  income  from  investments i         49, 380, 970 


Gross  earnings  and  income \ 

Operating  expenses '    1, 338, 896, 263 

Salaries  and  maintenance  of  leased  I 
lines I  453,341 


Total. 


Net  earnings  and  income ! 

Net  interest  on  funded  debt 282, 118,138 

Interest  on  current  liabilities i         13, 945, 009 

Taxes '         61,696,354 


Total. 


Available  for  dividends,  adjus^  , 

ments,  and  improvements i 

Net  dividends 


Available  for  adjustments  and 
improvements.^ ! 


1903. 


$1,900,846,907    . 
49,896,729  '. 


$2,024,656,061  ! $1,950,743,686 

I    1,257,538,852  | 

430,427    

1,339,349,694  ' '      1,257, 969, •.»7» 

685,206,467  I-....,.-.-.-:-,-!  692,774,867 


357,759,801 


327,445,666 
183,754,236 


268,830,564  . 
9,060.645  1. 
67,849,669    . 


385,740.773 


357,033,579 
166, 176, 5« 


143.691,430  ; 


190,856,993 


Item. 


19U1. 


Gross  earnings  i                       !  | 

from  operation  J$l,  726. 380, 267 $1,688,526,037 

Clear  income  \                      1  | 

from  invest-                         '  ' 

ments \        43,067,141' I        33,488,648 


Gross  earn-  j 

ings  and  <  |  I 

income | $1,769,447,408 

Operating    ex- 


penses 

Salaries   and 

maintenance 

of  leased  lines.. 


Total. 


Net  earnings 

and  income 

•Net  interest   on 

funded  debt 

Interest  on  cur-  , 

rent  liabilities..  I 

Taxes , 


1.116,248,7471. 

I 


527,038. 


1,030,397.270 
532,299 


1.116,775,785    1,030,929,56? 


$1,519,570,880 

961,428, 51l! 


520.102. 


961, 941$,  613 


260,295,»47|. 

7,717,103. 
54.465,437. 


.'      652,671,623 591,085,116 |       657,622.217 

252,594,808, 242,998,285 


.'V,  526, 572. 
50,944.372- 


4,912,892. 
48,332,273. 


Total. 


Available  for 
dividends, 
adjust- 
ment»«.  and 
improve- 
ments 


322, 478. 387' ,      309, 065, 752  . 


Net  dividends. . . . ' I      157, 215, 380 


Available  for 
adjust- 
ments  and 
improve- 
mentsa 


i  i 

330,193,236 282,019,364*. 

I      131,626,672. 


172,977,856. 


160,392,692. 


296.243.460 


261, 378, 767 
118.624.409 


142,7^.358 


a  This  amount  comprises  the  following  items:  Permanent  improvements,  advances  to  cover  deficits 
in  operation  of  weak  lines,  miscellaneous  deductions,  and  surplus. 
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XIV. — Condensed  income  account  of  the  railways  in  the  United  States,  etc, — Continued. 


Item. 

Amount. 

1899. 

1898. 

1897. 

Gross  earnings 
from  operation. 

11,318,610,118 
26,044,996 

11,247,826,621 
21,937,636 

$1,122,089,778 

Clear   income 
from    invest- 
ments  

18,012,880 

•1,339,666,114 

$1,269,263,267 

Qrofls  earn- 
ings and 
income 

$1,140,102,668 

Operating  ex- 
penses   

856,968,999 
695,192 

817,973.276 
443,326 

762,624,764 
608,598 

Salaries  and 
maintenance 
of  leased  lines. . 

857,664,191 

818,416,601 

Total 

763,033,362 

Net  earnings 
and  income 

482,090,928 

450,846,656 

387,069,291 

Net  interest  on 
funded  debt 

241,667,535 

7,102,847 
46,387,632 

287,578,706 

7,073,953 
43,828,224 

238,750,920 

7,844,336 
43,137,844 

Interest  on  cur- 
rent liabilities . 

Taxes 

295,098,014 

288,480,883 

Total 

289,783,100 

Available  for 
dividends, 
ad  j  us t- 
ments,  and 
improve- 
ments  

186,992,909 
94.273,796 

162,865,773 
83,996,884 

97,336,191 
77,403,608 

19,932,688 

Net  dividends.... 



Available  for 
ad  j  ust- 
ments  and 
improve- 
ments a  . . . . 

92,719,113 

78,370,389 

Item. 


Gross  earnings 
from  operation. 

Clear  income 
from  invest- 
ments  


Amount. 


1896. 


1896. 


$1,160,169,376 
18,842,340 


Gross   earn- 
ings   and 

income 

Operating  ex- 
penses   

Salaries  and 
maintenance 
of  leased  lines.. 


$1,169,011,716'. 


772,969,044 
546,468 


Total. 


Net  earnings 

and  income 

Net  interest  on 

funded  debt 

Interest  on  cur- 
rent liabilities. 
Taxes 


Total 

Available  for 
dividends, 
a  d  J  ust- 
ments,  and 
improve- 
ments  

Net  dividends 

Available  for 
adjust- 
ments  and 
improve- 
ments a  .... 


241,389,991 

8,469»068 
39,970,791 


.$1,075,871,462!. 
21,795,948'. 


$1,073,361,797 
25.445,4^ 


$1,097,167,410 


725,720,416 
589,528 


778,584,512: 


395,477,204. 


243,571,401 

7,860,261 
39,832,433 


289,829,848  7 


105,647.366 
78,066,618 


27,680,838 


726,309,938 


370,857,472 


1894. 


$1,098,807,291 


731,414,322 
509,257 


731,923,579 


366,883,712 


244,035,617 

10,239.190 
38,125,274 


291,264,095': 


79,593.8771 
77,146,347 


2,447,030. 


292,399,981 


74,488,781 
89,023,718 


M4, 539, 982 


a  See  tootnote  page  16. 


bT>«ttke\X. 
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XIV. — Condensed  income  account  of  the  railways  in  the  United  States,  etc. — Continued. 


Items. 

Per  mile  of  line  operated. 

1W4. 

190ft. 

1902. 

1901. 

11M». 

ins. 

Q/tom  earnings  fmtn  op- 
dear  Income  frqm  Inrosl- 

10,  ma 

2S3 

a,sio 

•9.368 
34a 

mSflfl 

21G 

88,  MO 

t3,139 
171 

•8^294 
5,37% 

17,722 
IM 

4.996 

"■"■::: 

Qpoffl  eftrnlngt  and 
income  ...... , 

2 

■8,"b77 

» 

hWQ 

39 
2?2 

ft,'269 
S 

4^993 

a 

..,...m,i^ 

Operttting  ex  penae* 

B&lail  cfi  And  main  tenmnce 
vt  leaded  llnefi*,.„„.^^^ 

2 

4,ai70...... 

B« 

Total - 

W2 

1,571 

,, 

Net    eamlnj^  &□(] 
Income. ,,,,,. 

3.229 

A,m 

3,260 
l,fill 

a.cra^ 

XHB& 

a.BTi 

Net   Inlereai  on   funded 
debt... 

3Bl 

1hM2^..-^^ 

2B 

2fl0----- 

1,262 

25 

j,28ej 

38^ 

Intercut   on  eurrent  Itu* 
bllJUcn ,„. 

Tanei^^  *,*•** > 

217 

i.oaA 

l.liSO......!  l.fiSft 

TqUI. 

:: 



1,W1 

1.442* 

a73 

„  .„     7m 

' 

jlvatlable  for  dM- 

dendH.    ftdjunt- 

metiU.    and    Im- 

iiroveinfnta.  *.*... 

Net  dividends -... 

'■IS 

§00 

7S6 

1.85^ 

6ii 

997 

dot 

AvnllAhle  for  Adjust' 
menlH     And     Lm- 
ptovemi^titiii. . 

677 

«3a 

S6i 

741 

J,     191 



Item. 

Per  mile  of  line  operated. 

95. 

1898. 

1897. 

1896. 

18 

1894. 

Gross  earnings  from  opera- 
tion   

96,755 
119 

16,874 
4,482 

96,122 
98 

96.220 
4.108 

16,320 
104 

96,424 
4,251 

96,050  : 

96,109    

Clear  income  from   invest- 
ments   

122 

96,172 
4,066 

145    

1         x*^   .. 

Grow  earnings  and  in- 
come   

'-i'ioe" 

2 

'4;248* 
3 

*4,'088* 
3 

1      ' 

' 1  96.254 

Operating  expenses 

4,430 
2 

4,163  1 

Salaries  and  maintenance  of 
leased  lines 

1              1 

3    

Total 



1,363' 
43 
235 

1,826' 
47 
220 

'i,*876* 

44 

224 

[ 1    4,166 

Net  earnings  and  in- 
come   

2,442 
1,562 

2,U2 
1,681 

2,178 
1,593 

2,086 
1,638 

1    2,088 

Net  interest  on  funded  debt. . 
Interest  on  current  liabilities. 
Taxes 

1,287 
38 
237 

1,389  1 

68  ! 

217  i 

Total 



'     1.664 

AvaiIablefurdi\idcndH, 
adjustments,  and  Im- 
provements   

880 
455 

531 
422 

580 
429 

448 
434 

1 
1       424 

Net  dividends 

507 

1 

Available   for   adjust- 
ments and  impn>ve- 
mentsa 

425 

109 

151 



14 

1    »» 

a  See  footnote  page  16. 


bDelicit. 
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DIGEST   OF   HEARINGS   ON   RAILWAY   RATES. 


Analysis  of  income  for  the  years  ending  June  SOy  1889  to  1880 —  United  States. 
A.— EARNINGS  FROM  OPERATION. 


Veir, 


1689. 
leSB. 

ism- 

1S86. 
1B81. 


II 


Total  pnffienger  service* 


I 


13ft,tS37.2S 

106,104.  la 

08,806.92 
S7,7B1.97 


274,033,3^ 

'  244.6C0,155 

,  a»l,310.367 

340,^44,270 

235,7^.861 

221,(102,473 

I  ie»,266,182 

I  ie3,4U2,7»l 


30.62 
80,72 
30.05 
30.18 
30.71 

ai.u 

m72 

aa.oo 

27.91 
28.15 


fl,96l 

i.guo 

1,B»4 
1.871 
2.000 
2.0.S3 
2,10B 
2  01* 
l,HGi 


ToUl  freight  service* 


fBa6.760,#i& 
6&l,8Kt,7ea 
639,712,782 
566,086,340 

fia-i.oj^.aii 

6^2,117,731 
ri&7,m,73& 
516.  t^,  4:^ 
4SS,IS53,1(K> 
416,145,756 


111 


69,38 
€9.28 
69.95 
69.  B2 
69,29 

68.  eg 

70.28 
71J.00 
72*09 
71,69 


-I 
111 


14,4^ 
I  4,331 
I  4,  .TOO 

.  -i.aoy 

I  -1,2^2 
'  4,127 
■  4,S57 
I  4,S08 
5,211 
4,741 


1 


TotnJ  «s  rti  I  n  e:«  f torn  q 
tlon* 


IIS  '.: 
'Is&'i 


19999, 
M), 
914, 

75S, 
7T2. 
793, 
73fi. 
67». 


802.317 

frlti,  I2f. 
745,495 
32S.668 
4fi2,00l 

9'J2,B99 
109,282 
l^,&y4 


lUO  ^  ] 
100 
100  , 
100  ' 
100  ' 
100  I 
100  I 
100 
100  I 
100  ■ 


a  Includes  $902,056,  other  earnings  from  operation. 

Analysis  of  income  for  the  years  ending  June  SO,  1904  to  1890 — United  States. 
B.— INCOME  FROM  OTHER  SOURCES. 


Year  ending  June  ^ 


1901, 
190a. 
1«^, 
1901. 
1000. 

im, 

1888. 

law. 

139G, 
1896. 
ISM. 

im. 

1890. 


L. 


Stockfl. 


1109,^4^361 
109,606,201 
110,924.621 
m, 637,907 


tfl.fil6,lltV9 
92.S79.&ia 
96,  m^  754 
103,10:^,690 
95.Wi8,454i 
87,491,430 
7S,  409,142 


t44.9ei, 
40,081. 
M.982. 
28,822, 
24,  490, 
20.  im, 
15.  614. 
12,26U 
12.  4.V2. 

11.  797, 
15,742 
14,963. 

12.  &70 
12,3^18, 
12,629, 


7W  . 

725 

^il2' 

788 

£53 

&21 

63fi 

1128 

503 

543 

33t 

mi 

735 

m 

!tl3 


Bonds. 


tlft. 
17. 
17. 
12, 
11. 

10. 
ID, 

9, 
10, 
10. 
11, 
11. 

9. 

Hi 


T02,24fi 
6WS,586 
;3350,238 
055,312 
833.974 
3SI,690 

404,2]?8 
5<^,  ft7fl 
4&4,14«> 
175.  &J9 
0ft*,5P.^ 
IJ(2S,053 
844,461 


I 


AJ  L^ellane- 

OU8. 


»39,567,590 
3«.  212, 968 
33,186,558 
27,230.442 
27,131,225 
IW.  922, 477 
16,687,120  ' 
H,  450. 960 
15,094,193  I 
17,300,937 
a),  856, 071 
20,5?2,760 
21,993,536 
24,187,082 
27,200,215 


Tota 


$212. « 
'205,61 
196.8: 
179,7' 
162,8) 
148,7: 
1S»,2I 
1-25,  a 
1-29.  a 
132. « 
142.81 
149.64 
141. » 
133,91 
1-26, 7C 


Note.— Figures  for  1880  are  shown  in  Report  on  Transportation  Business  in  the  United  Si 
Eleventh  Census,  1890,  Part  I,  page  11,  as  follows:  Lease  of  road,  $53,543,710;  all  other  sources.  127,30 
total,  $80,844,797. 


DIQESI  OF  HEABINGS  ON   BAILWAY  BATES. 


797 


I. — Analysis  of  expenditures  for  the  years  ending  June  30^  1904  to  1880 —  United  States 
A.— OPERATING  EXPENSES. 


I  Mo^lntf^naiiee  of  way  and 


Matntenarjce  of  equlp- 


Conducting  t]iii]f<portation. 


|2  !l 

2¥    I  -si 


|2S 


4 


F.  e*. 

^A^ 

t3,ST2 

.^.»(! 

S.421 

.■>L64 

3.047 

W,S7 

A89U 

55.04 

2,7-18 

^.n 

2,693 

56.81 

%^U 

57. 4« 

2.W) 

57.20 

2,430 

^Al 

2,42fl 

53.  W 

2,245 

fia.i» 

•£,m& 

5a.  OH 

2,501 

.t2.M 

a.  383 

&1.1S 

2.265 

-fU.!" 

2,123 

49.01 

2,117 

19.  H 

2.011 

4V,W 

],irjD 

49.1)6 

l,^£i 

18.92 

2.(r^ 

n.»ft 

2,0* 

lft,39 

2.017 

mils 

2.m 

50,  M 

h^ 

General  expenses. 


J  end- 
:June  . 
JO— 


Amount. 


I  Proper-' 
:  tlon  to      Per 
I   total     mile  of 
;operat-iliue  op- 
ing ex- 1  erated. 
I  penses, ' 


$S1, 
47. 
44, 
42. 
39, 
38. 
36, 
36, 
36, 

a5, 

79, 
85, 
80. 
75, 
70, 
52, 
46. 
42, 
38. 
36, 
35, 
33, 
30, 
27, 
23, 


579, 196 
767.947 
197,880 
566,653 
328.765 
676,883 
476,686 
481,269 
083,286 
907,017 
771,497 
548,837 
683,378 
926.707 
221,050 
367,401 
711.830 
069,817 
119,163 
266,448 
437,286 
149,750 
331.247 
109. 375 
029,710 


P.ct. 
3.85 
3.80 
3.96 
4.13 
4.09 
4.61 
4.46 
4.85 
4.67 
4.95 
10.91 
1033 
10  83 
10  38 
10.15 
7.98 
7.31 
7.25 
7.49 
7.58 
7.13 
6.75 
6.64 
6.48 
6.78 


Unclassified. 


r243 
233 
221 
218 
201 
206 
198 
199 
198 
202  I 
464  ' 
504 
497 
471 
419  , 
338  ' 
310  ' 
296  ' 
293 
293 
296  ' 

289 ; 

289  ' 

289 

262 


Amount. 


$613, 183 
409.671 
326,934 

1.208.766 
589,019 
802,451 
882,494 

1,320.872 
961,229 
899.382 
666,878 
7?2,602 
687,252 
a56,257 
926,108 


Propor- 
tion to ;    Per 
total     mile  of 
operat-  lline  op- 
ing ex- 1  erated. 
penses. 


P.ct. 
0  05 
.03 
.03 
.12 
.06 
.09 
.11 
.18 
.12 
.12 
.08 
.09 
.09 
.12 
.13 


621,077  • 


.18 


Total  operating  expenses. 


$1,338, 
1,267, 
1.116, 
1,030, 
961, 
866, 
817, 
752, 
772, 
725, 
731, 
827. 
780, 
731, 
692, 
656, 
638, 
680, 
508, 
478, 
497, 
490. 
467, 
418, 
339, 


896,263 
638,862 
248,747 
397,270 
428,611 
968,999 
978,276 
624.764 
989,044 
720,416 
414,322 
921.299 
997,996 
887.893 
093.971 
213.762 
676,064 
698, 315 
707,311 
420.317 
039,677 
868.909 
054,750 
363.977 
616,302 


Propor- 
tion to 
total 
operat- 
ing ex- 
penses. 

P.ct. 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 
100 


Per 
mile  of 
line  op- 
erated. 


$6,308 
6, 125 
6,677 
6.269 
4,993 
4,670 
4,430 
4,106 
4,248 
4,083 
4,163 
4,876 
4,809 
4,538 
4,425 
4.281 
4,242 
4,081 
3,918 
3.870 
4,135 
4,276 
4,348 
4,460 
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XVI. — Analysis  of  expendilures  for  the  years  ending  June  SO,  1904  to  ISSO—VnUrd 

Stales — Continued. 

B.— FIXED  AND  OTHER  CHARGES. 

I  Ikfllgiulkm  of  fixed  ctuxgvf. 


Territory 
covered. 


United  States. 
1904. 


United  Slates, 
190S. 


Clam  oi  roftd. 


/Ojjemtios  compAniet. . , 
VC>pem  teif com  patiicH . . . . 

Tot*l 


\OperBliid  compkiUi^, . .. 


fhnTittm      ,  tnRU.t«.    **'**^^**^<'"    Iti teres!-     Renti^pud 


debt. 


current 
lii^bUJtieii. 


afroftid. 


-I 


•B00.Wfi,»17  i #244.179,1*36  |lS.0?s2,»9S  ;|1O9.»|I1.01 

69. 43$«.B(t/i  ,14.^,341  ,    53.195.412  !4»3^0U  '  90»ja: 


670,4a5.1ffl«I    4Jia,3ll  297.67i,7:«     13,5^15,009 


67.644,  TOT 


ToUl, 


»2,m»,4» 


United  Stetes,  jOp^nXlng  cnm^ali^ . .  A    4W,flW,49e 
1902.  tOjHjni  tedf  icitu  jmn  its ... .       *i7  J  sri,  3«6 


Total  , . . . .   . 6L^t.  17H,«>2 

United  States,  ^/Opemtirijjreompatiica.  ..| 


430,427     B3,4^J,»i36 


T.9iO,Sfli 


UO.**57, 


lll.of^Kl 


430.427  ■;i8^,«i3j:;4       9.000.64*  '  Trj,2»JM 


....^j2o,ai7,7oa 

.■i27^.0»«     MJOi^Ul 


6.97fi,n77  I  HO.s:iJ« 

740.?^  I       nn,m 


627.  OB*  ISA.  421 .  8&5  |    7 ,  71 7  -  J  03 


1901.  l(>i*ttrattd  eompftnleii. . . 


I  Total... 

United  States,  '(Operntitig^fompanleH... 
1900.  ,  \Operfttod  f om  pa  nles .... 

I  Total 

United  States,   /OpcratlnjrcompftnleB... 
1899.  ilOpt-ra  t^iKim  panieit .... 

i  Total...... 


United  States,   /OperiiUng  companies. 


4'i3.9M.:i09  !........,.  20S,424,fil3  I    i^mh.^^ 


im.i^mK 


tia.  216,10?) 


401.240. 027 


Uhmnjn 


1I1.6A».93I 
9M.HC 


582, 2i»   Je2,  OW,  83fi  [    .'i.  BSi.  572     112, 641  «a 


...:^},zu.m< 

fi30,l02     5].d3«,738 


l,4fll.230  I  101,271.1s 
45t<€^  '  «n^,lM» 


arJOJfJe  2B2,ftl9,616  i    4.9U.892     10l.9M,Sli 


372,792.468 
ti*t,4ai,«Sl 


441.200,289 


,    ,      .     _.-_^ ...    a69,690,(C71 

,lOf>eniti'dc€impftt>le8....       07.545,032 


Total 427.235.703 


United  States,    rOpL^mtUie  coniiJHTiJy*. . 
1 897.  .\Opt*m ted  c^m  pani^. . . 


64.967.  »*5 


Total 41g.:t97,Mt 


United   States.  'fOp*?rBTlnttcom|w.tile»...,    8nO.2&0,49U 
1896.  .|Opi*rflted«om[iink'*t tiO.  322,644 


Toiiil..... 416.5:3,137 


United   States.  : f Operating oomptin I cj^.,.     35S."i«>1.7«2 
1895.  |)Opi^rot4Kl  comp«nie+ 67. 415, 1&9 


Toti*l  ._...........'    42^1,966,621 


........  "l«6.967*76tt 

E^^n,  &a,i9D,s2t 


5.Sfia.Sl3 


«}.4«(l.»46 
9^9.791 


596,1951  '251. If^, 08?  !    7.lJ(Wt,(s47  )    V4,4a«,7» 


IB1.040.JO(^ 

443,325  -  &5.04«,4N5 


443,32.*!  246,\m,mi 


a,  470,187 


T.0^,9A8  1    tl391,cae 


...im,ow,77A  3  e^38&,a29 

506,fi9«t  ,  HMIV.4.^  I    l,4M».0Cr7 


JI06,«e  l£47,^.:dif>       7,?«4i,33^ 


..w..... "391, 322.997  ■    7.410.433 

b4^%4m   5A,aoi;iso     i,06a,a2gi 


M5,4fl*  ^9,«24,177       |t,l^,06S 


m,wk^ 


9e.iffx.«tf 


90^4^,353 


m,*T95,046  , 

589.,V^  '  57,917,^71 


t2lK3!*9  I 
Ml.fm 


92.^*rr,ffifl 


589, 5aa   2fi2.612,fl20      7,«eO,361  i    94,  ^^rT^ 


United   States,    (UpvmuuK  uuiuimuies...     35», 32(1,927 
1894.  lOperated  companies. . . . '      TO,  €S1, 363 


16l,64fi.2tl9  ( 

50»,2S7     6L  133.254 


9. 200. 390 
l,09«.flpO 


Total 429,*3OS,^il0  (    .^, 257  253, 779, KB     I0,239,19t> 


United   States,    rOperating companies... 
1893.  \Operated  companies. . . 


United   States, 
1892. 


3=.^>72.91?2)... lB8,325,iH7 

7:^,  N9  J  t>4       W9,  ^n     U ,  850, 910 


«.5«0,4iri 
1,409,0H7 


96.609.663 
1.71.S.383 


98.32^-046 


105.OI9.2S6 
2,173.686 


Total 4^1,4'!a,l.Sfl  1    589.*?!   a50,i7«,*e7       7,9«9.Mlih      107,222.921 


rOperating  companies..       34H,(J;i.M^  ! ]«a,^2."iC,85a      «,7lO,5«.^     100,060.600 

\Operated companies. .. .       [>T,4fi9.H04  |    0fi5,212     56,818.042       1,3SS^S^        2,lM.0iS 

Total 110,104,93^1    <J66, 212   240,074,896       7.945.S7i     102.2n,64& 


United   States.    fOiK-rating companies... |    326.!«!4li,Mt 
1891 .  |'\Oi)erated  companies i      lil ,  H'il ,  171 


Total I    388.707,712 


United   State*',    f Operating  companies...     31(i, 371,^4 
1890.  i\Oi.>e rated  companies f^,  42o"  1 04 


..........  171,511,969 


7,40J,9»i^       93.666. 1» 


...2l9.fifn.006  i    8,171, 41H       96,It.MM 


..l««.363,a43      7,110,«W      tCllf41.«^ 
.. I  55.137,0^0       ,  y9r7.8l5         1,IS1.« 


Total .     'S&\,-;*i,\'ab  y. 


.,^m,,*flfc,TNn.      %,\\^.,Tat      VL,«¥r»,996 
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-Analyris  of  expenditures  for  the  years  ending  June  SO,  1904  to  1890 — UnUed 
hales — Continued. 


B.— FIXED  AND  OTHJER  CHARGES— Continued. 


Class  of  road. 

Designation  of  fixed  charges. 

Summary  of  expenditures. 

5^' 

Taxes. 

Perma- 
nent im- 
prove-        Other 
ments        deduc- 
charged        tions. 
to  income 
account.  | 

Total  of 
operating 
expenses 
and  fixed 

charges. 

Propor- 
tion 
assign- 
able to 
opera- 
tion. 

Propor- 
tion 
assign- 
able to 
fixed 
charges 

ates. 

/Operating  companies. 
\Operated  companies. . 

Total 

156, 801 ,  756  935, 682, 363  S41 ,  321, 823 
4,8W,5»8     2,840,185     5,tt54,286 

$1,839,883,170 
69.438,985 

Perct. 
T1,TJ 

'Perct, 

61,696,354,  38,522,548!  47,276,109 

1,909,322,165 

/Operating  companies. 
\Operated  companies. . 

Total 

/Operating  companies. 
\Operated  companies. . 

Total 

ites. 

63,261,862  38,937,583  42,792,526 
4,697,717,    3,010,600     4,364,632 

1,742,613,643 
67, 644, 799 

72.17 

27.88 

67,849,569  41,948,183  47,147,158 

1,810, 158, 342| 

ates, 

60,054,136  33,256,324   37,403,782 
4.411,3011    l,467,644j    5.233,517 

1,575,235.183 
67,192,386 

70.87 

29.18 

54,465,437    34.712.968   42.637.299 

1,642,427,569 

/Operating  companies. 
lOperaled  companies. . 

Total 

26,426,563 
6. 256. 631 

ates, 

46,707,885 
4,236,537 

26,816,462 
6, 122,  439 

1,4.*>4,801,539 
72.459.629 

70.85 

29.15 

'       • 

60,944,372 

81, 938, 901 1  32,682,0941.626.761.168 

/Operating  companies. 
\Operated  companies. . 

ates. 

44,446,146 
3,887,128 

22,691,103  21,841,337 
2,808,932'     .5.23.^363 

1,367,453,333 
66.216.106 

70.88 

29.17 

' 

Total 

48,832,273 

25,500,036 

27,074,690 

1,422,669,438 

ates, 

/Operating  companies. 
(Operated  companies. . 

Total 

44,396,669 
1,940,963 

10,738,197   22,679,067 
2,831,848     6.860,682 

1.229,761,457 
68,407.831 

69.69 

80.81 

46,337,632 

13,070,046  28,529,749 

1,298,169,288 

/Operating  companies. 
\Operated  companies. . 

Total 

ates, 

41,928,719 
1,899,505 

6,823,380'  24,095,874 
1,024,625     6,429,223 

1,177,663,947 
67, 545, 032 

69.46 

30.54 

43,828,224 

6,847,905  30,624,597 

1,245,208,979 

/Operating  companies. 
lOperated  companies. . 

ates, 

41.119,490 
2,018,354 

4,252,334 
292, 479 

17,159,179 
4.817.211 

1,100,954,982 
64.967,346 

68.36 

31.65 

Total 

43.137,844 

4,644,813  21,976,390 

1,165,922,277 

ates, 

/Operating  companies. 
\Operated  companies. . 

Total 

37,961,66b 
2,009,136 

4,684,7781  16,802.876 
577,462     3,026,200 

1,123,239,537 
66. 322, 644 

68.82 

31.  IB 

39,970,791 

6,162,240   19,829,076 

1,189,562,181 

ates,  /Operating  companies. 
,\Operated  companies. . 

38,146,32o|    8,869,819'  22,264,278 
1,686,113         666. 56.')      4.6fi6.S86 

1,084,272,177 
67,415,159 

66.98 

38.07 

Total 

39,832,483 

4,016,382  26,830,664 

1,151,687,386 

/Operating  companies. 
(Operated  companies. . 

Total 

/Operating  companies. 
(Operated  companies. . 

Total 

ates, 

36,666,160 
1,569,114 

4,208,106:  20.106,339 
209,897j    4,505,678 

1,089,741,249 
70,681.383 

67.12 

32.88 

38,125,274 

4.418,003  24,612.017 

1,160.422,632 

ates, 

36,070.952 
1.443,787 

2,768,482 
188,587 

20,777,985 
5,193,226 

1,186,494,291 
72,849.164 

69.78 

80.22 

36,614,689 

2,967,069 

25,971,210 

1,269.343,465 

ates,  /Operating  companies. 
;\Operat€d  companies. . 

32,761,471 
1,302,024 

3,667,020  21?,  588, 665 
569,263     4,748,890 

1,129,933,130 
67,469,804 

69.12 

30.88 

— 

Total 

/Operating  companies. 
(Operated  companies. . 

Total 

34,063,495 

4,126,273  27.337,645 

1,197,402.934 

ates, 

82,051,664!     4.477.071 

17,777,809 
4.467,609 

69.12 

30.88 

1,228,631 

410,904 

38,280,096 

4,887,976 

22,246,418 

ates. 

/Operating  companies. 
\Operated  companies. . 

Total 

29,805,686 
1,401,783 

3,668,664 
942,964 

19.876,166 
6,807,434 

68.63 

.'11.87 

\ \' 

81.207,469 

4,5n,bM 

\  ^,\«a,W 

!\ \- A-"-- 
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XYIL— Summary  of  results  far  Uie  years  ending  June  SO,  1904  to  1880— Passenger  sev^ia. 


Year  ending  June  30— 

Revenue 
per  pas- 
senger 
per  mile. 

Average 

revenue 

from  each 

passenger 

carried. 

Revenue 
per  train 
mile,  pas- 
senger 
trains. 

Passenger 

earnings 

per  mile  of 

road. 

Ratio  of 
passenger 

lOt4)t»l 

1  earning. 

1 

1904 '. 

Cents. 
2.006 
2.006 
1.986 
2.013 
2.003 
1.978 
1.978 
2.022 
2.019 
2.040 
1.986 
2.111 
2.126 
2.142 
2.167 
2.239 
2.069 
2.111 
2.065 
2. 113 
2.217 
2.390 
2.218 
2.251 
2.610 

80.61.746 
.60.720 
.60.494 
.57.941 
.56.459 
.56.816 
.58.237 
.51.168 
.52.078 
.49.486 
.52.851 
.51.116 
.61.206 
.62.067 
.50.818 

$1.14.135 
1.11.644 
1.08.531 
1.02.721 
1.01.075 
1.01.615 
.97.419 
.93.917 
.98.591 
.97.870 
1.04.897 
1.06.984 
1.06.873 
1.06.111 
1.06.641 
1.09.866 
1.08.302 
1.14.388 
1.12.415 
1. 12. 757 
1.21.600 
1.81.673 
1.37.397 
1.30.666 
1.18.215 

$2,570.88 
2,525.83 
2.399.97 
2.218.70 
2,067.17 
1,927.W 
1,812.69 
1,726.40 
1,816.18 
1,764.39 
1,961.68 
2. 120. 53 
2, 108. 74 
2,064.95 
1,978.19 
1.953.94 
1,920.38 
1.933.32 
1,884.33 
1,870.88 
1,999.58 
2,053.54 
2. 103. 56 
2,017.46 
1,861.46 

80—Freigl 

PtrtaL 
27.42 

1903 

1         'J6.»l 

1902 

1       .  27.5; 

1901 

27.  C 

1900 •. 

1          26.77 

1899 

27.  a 

1898...: 

26.a 

1897 

28.11 

1896 

1          2S.74 

1895 

'          29.U 

1894 

82.  U 

1893 

29.49 

1892 

29.16 

1891 

30.17 

1890 

29.41 

1889 

30.  CI 

1888 



$0.^ 

1887 

80.06 

1886 

30LU 

1885 

30.71 

1884 

, 

31.11 

1883 

29.72 

1882 



30.00 

1881 

27.  SI 

1880 

.53.458 

2&.15 

XVIII. — Summary  of  results  for  the  years  ending  June  SOj  1904  to  18 

htservid. 

Year  ending  June  30— 

Revenue 
per  ton 
per  mile. 

Average 
revenue 
from  each 
ton  of 
freight 
earned. 

Revenue 

per  train 

mile, 

freight 

trains. 

$2.42.708 
2.43.967 
2.27.093 
2.13.212 
2,00.042 
1.79.035 
1.78.112 
1.65.858 
1.63.337 
1.61.190 
1.56.744 
1.63.018 
1.64.611 
1.68.683 
1.65.434 
1.63.836 
1.57.269 
1.66.361 
1.66.310 
1.63.253 
1.68.898 
1.79.701 
1.79.614 
1.78.724 
1.66.780 

Freight 

eamlngM 

per  mile  of 

road. 

86,571.76 
6,629.78 
6,113.58 
6.8(M.08 
6,466.47 
4,895.09 
4,773.46 
4,239.64 
4,84:^.83 
4, 130. 24 
4,001.55 
4,905.78 
4.»16.16 
4.587.53 
4,588.82 
4, 428. -25 
4.330.92 
4,600.07 
4,359.88 
4,222.18 
4.427.03 
4,856.59 
4,907.80 
5,211.16 
4,740.79 

Ratio  of 

freight 

to  total 

eaminxs. 

1904 

CenU. 

0.780 

.7(53 

.757 

.750 

.729 

.724 

.753 

.798 

.806 

.839 

.860 

.879 

.898 

.918 

.927 

.955 

.944 

.970 

.980 

1.000 

1.093 

1.191 

1.184 

1.191 

1.286 

$1.07.251 
1.05;  158 
1.08.219 
1.05.116 
.99.378 
.98.853 
1.02.801 
1.06.712 
1.05.W1 
1.07.463 
1.11.938 
1.13.426 
1.14.240 
1.15.052 
1.08.781 

Ptr  cent. 

70.16 

1903 

7a  63 

1902 

7a  21 

1901 

70.67 

1900 

70. 7-* 

1899 

69.!S$ 

1898 

7U.67 

1897 

1896 

1896 

1894 

69.26 
»78 
68.  r 
66.49 

1893 

68.23 

1892 

1891 

1890 

68.56 
67.45 
68. 2S 

1889 

69.38 

1888 

69. -> 

1887 

m.v> 

1886 



69.82 

1885 

69.9 

18^4 

68.9 

1883 

70. 2S 

1882 

70.00 

1881 

72.09 

1880 

1.43.056 

71.69 
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XIX. — TVain  revenuCj  train  costf  and  percentage  of  expenses  to  earnings  for  the  years 
ending  June  SO,  1904  to  1880. 


Year  ending  June  30— 


Revenue 

per  train 

mile,  all 

trainH. 


Average   ;  Percentage 
[     cost  of     I  of  operat- 
j  running  a  ,    ing  ex- 
train  1       penses  to 
I    mile,  all      operating 
train^i.         income. 


1904. 
1908. 
1902. 
1901. 
1900. 

1898! 
1897. 
1896. 
1895. 
1894. 
1893. 
1892. 
1891. 
1890. 
1889. 
1888. 
1887. 
1886. 
1885. 
1884. 
1883. 
1882. 
1881. 
1880. 


93.960  ; 

91.380 

82.350  I 

72.938 

65.721 

50.436  I 

46.449  ! 

38.194 

39.567 

37.723 

36.958  I 

43. 476 

44.649 

43.345 

44.231 

22.791 

19.463 

27.116 

26. 520  , 

25.217  I 

80.835  ; 

39.677 

48.176  I 

42.825  I 

49.121 


Cent». 
1.31.375  I 
1.26.604 
1.17.960 
1.12.292 
1.07.288 
.98.390 
.95.635 
.92.918  I 
.93.838 
.93.029 
.93.478 
.97.426 
.96.580 
.95.707 
.%.O06 
.81.408 
.81.067 
.80.700 
.79.386 
.79.622 
.84.186 
.86.438 
.88.801 
.88.117 
.90.636 


Percent. 
67.79 
66.16 
64.66 
64.86 
64.65 
65.24 
66.58 
67.06 
67.20 
67.48 
68.14 
67.82 
66.67 
66.73 
65.80 
66.80 
67.86 
68.48 
62.75 
63.51 
64.34 
61.88 
62.02 
61.70 
60.78 


XX. — Summarii  of  railway  accidents  for  the  years  ending  June  SO,  1904  to  1890 — United 

States. 


Ycftr. 

Kmp 
EUlHl. 

InJurtNl. 

VaasemgfiTm, 

or  her 

perftons. 

Tot&L. 

Etlled. 

Injured. 

5,973 
5,879 
A,  274 
5,498 
5,066 
4,674 
4,680 
4,52:2 
4,406 
4,1.t5 
4,300 
4,390 
4,217 
4,076 
3,598 

Injuf«4l. 

Killed. 

Injured. 

ifOi - 

3,606 
3,9b-9 
2.fl7& 
2,550 
2,210 
1,908 
1.693 
1,861 
1,811 
l.Jfia 
2,727 
2,firk 
2,660 
2,451 

67,  {M7 
U0.481 

41.142 
39.645 

31,761 
27,667 
29,969 
25,696 
23. 4-22 
31,739 
38,267 
26,140 
22.396 

441 
365 
•Mh 
282 
249 
229 
221 
22-^ 
181 
170 
334 
299 
376 
2TO 
2H5 

9,111 
8,'m 
6.6^ 
4,968 
4,128 
3,442 
2,915 
2,795 
2,8TJ 
2,475 
3,034 
3,229 
3,227 
2,97^/ 
2,4^ 

7,977 

m  ftu 

84,16& 
76,55» 
64,6fi2 

IMS... 

7,M1  1    9]m 
7.45a      H  &SSi 

i9oa , 

1901 

7,^09 
6.549 
6.2S5 
0.176 
6, 360 
5,845 
5,<i77 
5,433 

5,4a& 

5,168 
4,76» 

4,im 

8,4&& 

7,S65 

7, 12a 

6,SM 

6.437 

6,448 

6,186  ■ 

6,447 

7,M6 

7,147 

7,029 

6,335 

!i^*SS» 

igoa 

go,  320 

IMS ,*_, 

44,620 
40^882 

laos , 

11197. .*«...*. 

36,731 

1896 _.„. 

38,687 

1896 , 

33,748 

18M 

31,889 

1898.,.....-. 

40,303 

Ian,. 

36,652 

IBK, , 

£]h881 

189Q -. 

2e,flU7 

S.  Doc.  244,  59-1- 
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XXI. — Accidents  to  employees  for  the  years  ending  June  SO,  1904  to  1901 —  United  State*. 
A.— ACCIDENTS  RESULTING  FROM  THE  MOVEMENT  OF  TRAINS,  LOCOMOTIVES,  OR  CARS. 


Trainmen. 

Kind  of  accident. 

1904. 

1903. 

1902. 

1901. 

Killed. 

269 
363 

Injured. 
3,506 

3.041 

Killed. 

Injured. 

Killed. 

Injured. 

KUled.   Injured. 

Coupling  or  uncoupling 

CollisionH 

211 
458 
190 
20 

84 

440 

101 

367 

82 
167 

3,023 

3,195 

1,331 

450 

238 

4,191 

3,133 

824 

656 

8,685 

141 
360 
174 
20 

16 

371 

78 

256 
78 
180 

2,475 

2,345 

1,005 

388 

163 

3,821 

2,681 

739 

664 

7.222 

298 
166 
20 

2,377 
1,6»> 

DerailmuntH 

aw           1-296 

820 

Parting  of  trains 

26 

IH 

457 

561 

244 

4.757 

392 

Locomotives  or  onre  break- 
ing down 

24  1         les 

Falling  from   trains,  loco- 
motives, or  cars 

376  1          3.147 

Jumping  on  or  off  trains, 
locomotives,  or  cars 

Struck   by  trains,  locomo- 
tives, or  cars 

116          3.926 

357              920 

75              840 

183  1      10, 184 

65  '          1,983 
255  1             574 

Overhead  obstructions 

Other  causes 

48                457 
122  1          5.114 

Totol 

2,114  1      29.275 

2,070  1      25,676 

1,674 

21.503 

1.537  •        16,715 

Number   employed    for    1 
killed 

120 
9 

123 
10 

136 
10 

136 

Number    employe<l    for    1 
injured .' . . . 

13 

Switch  tenders,  crossing 

tenders,  and  watchmen. 

Kind  of  accident. 

1 
KiUed. 

901. 

1903. 

1902. 

1901. 

Injured. 

Killed. 

Injured. 

416 
64 
78 
29 

19 

461 

279 

210 
56 
746 

Killed. 



17 
7 
5 

2 

40 

12 

98 

4 

20 

Injured. 

Killed.  1  Injured. 

Coupling  or  uncoupling 

Collisitms 

28 
11 
9 
2 

420 
92 
46 
11 

1 

301 

278 

229 
52 
640 

57 
14 
3 

1 

89 

15 

180 
5 
19 

285 

10 

8 

276 

208 

159 
29 
403 

25 
5 
6 
1 

2 

26 

11 

79 
3 
17 

2M 
45 

Derailments 

86 

Parting  of  trains 

10 

Locomotives  or  cars  break- 
ing down 

7 

Falling  from  trains,  loco- 
motives, or  cars 

25 

14 

116 
8 
26 

222 

Jumping  on  or  off  trains, 
locomotives,  or  cars 

Struck  by  trains,  locomo- 
tives, or  cars 

144 

145 

Overhead  obstructions 

Other  causes 

19 

279 

Total 

229 

2,070 

283 

2,852 

200 

1,443 

176 

1,190 

Number    employed    for    1 
killed : 

202 

22 

177 
21 

252 
36 

272 

Number    employed   for    1 
injured 

40 
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XXI. — Accidents  to  employees  for  the  years  ending  June  SO,  1904  to  1901 — United  States — 

'Continued. 


A.— ACCIDENTS   RESULTING    FROM   THE   MOVEMENT    OF    TRAINS,    LOCOMOTIVES,    OB 

CARS— Continued. 


1 

Station  men. 

902. 

Kind  of  accident. 

904. 

1903. 

1 

1901. 

Killed. 

Injured. 

KiUed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Coupling  or  uncoupling' . . . , 

U 

13 

3 

1 

1 

36 

37 

48 

1 

127 

i* 

28 
16 

6 
15 

1 

3 

21 

ColluJions 

10 

Derailment ■ 

1               6 

'         1 

1             1 

4 

Partinir  of  trainB  .  . 

Locomotiyes  or  cars  break- 
ing down 

Falling  from  trains,  loco- 
motives, or  cars 

1 
2 
14 

8 

5 

22 

31 
32 
50 

2 
3 

16 

32 
22 
S4 

4 

5 
14 

4' 

26 

Jumping  on  or  off  traino, 
locomotives,  or  cars 

Struck  by  trains,  locomo- 
tives, or  cars 

28 
85 

Overhead  obstructions 

1 

1       " 

1 

Other  causes 

6 

3  1           102 

85 

Total 

23 

278 

39 

272 

21 

188 

80 

209 

B.— ACCIDENTS  ARISING   FROM   CAUSES  OTHER  THAN  THO^E  RESULTING  FROM   THE 
MOVEMENT  OF  TRAINS,  LOCOMOTIVES,  OR  CARS. 


StAtioi 

904.            !             1903. 

j 

1  men. 

Kind  of  accident. 

1 

1902. 

1901. 

Killed. 

Injured. ;  Killed.  Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Handling  traffic 

2 

1 

2,026            6 

86             4 

85             1 

27  i 

324             4 

2,070 

101 
196 

44 

879 

5 

i' 

2' 

1,723 

61 
67 

19 
242 

7 

4' 

7' 

1,863 

Handling  tools,  machinery, 
etc 

74 

Handling  nuppiie^f,  etc 

59 

Getting  on  or  off  locomo- 
tives or  cars  at  rest 

Other  causes 

1 
5 

28 
208 

Total 

9 

2,518  1         15  1       2,789 

8 

2,112 

18 

1.716 

Number  employed  for  one 
killed......... 

4,841            j             2,882 
55                               51 

4,790 
60 

2,649 

Number  employed  for  one 
injured 

66 

1 

«04 
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XXI. — Accidents  to  employeen  for  the  yearn  ending  June  SO,  1904  to  1901 — United  *Sfa^j«— 

Continued. 

I   A.-ACCIDENTS  RESULTING  FROM  THE  MOVEMENT  OF   TRAINS,  LOCOMOTIVES.   OR 

CARS. 


Shopmen. 


Kind  of  accident. 


1904. 


I 


1903. 


Killed. 


Coupling  or  uncoupling  —  5 

Colllsioni* I  8 

Derailments '  1 

Parting  of  traimt j 

liocomotivcs  or  cars  break- 
ing down I 

jFalllng  from   trains,  loco-  i 
motives,  or  cars 1  3 

Jumping  oo  or  off  trains,  i 
locomotives,  or  cars 2 

Struck  by  trains,  locomo-  I 
tives,orcars I         57 

Overhead  obstructionfi I 

Other  causes 11 


Total. 


87 


Injured. ,  Killed. 


26 
3  .. 


51  I 

163  I 

4 
291  I 


662  ; 


83 


Injured. 


6 

77 

65 

188 

8 

266 


1902. 


1901. 


621 


Killed.    Injured.  I  Killed.    Injured. 


5 
6 
52 

'ii' 


86 


19 

3' 

32 

21 

1 

2!* 

7 

2 

1 

42 

41 

99 
4  I 
217 


453  I 


iib 


i 

43 
63 


421 


B.— ACCIDENTS  ARISING    FROM    CAUSES  OTHER   THAN   THOSE   RESULTING    FROM   THE 
MOVEMENT  OF  TRAINS.  LOCOMOTIVES,  OR  CARS. 


1904. 
Killed.   Injured. 
71 

Shopmen. 

Kind  of  accident. 

1903.             1             1902. 

1901. 

Killed.   Injured. 

Killed. 

Injured. 

Killed.    Injured. 

dandling  traffic 

1               57 

19  ■       7,329 

3  1,680 

4  ;           385 
28          3,488 

1 

34 

Handling  tools,  machinery, 
«tc 

28          8,307 
6  1        1,954 

441 

1 
15  '       •V4ns 

17            0  66tt 

Handling  supplies.  eU* 

Getting  on  or  off  locomo- 
tives or  cars  at  rest 

3 

2 
22 

1,495 

336 
2,575 

2             1,252 
1                237 

Other  causes 

85  1        3,609 

14  !          1,635 

Total 

69  i      14,282 

60        12,939 

43 

9,860 

34I 

8  823 

Number  employed  for  one 
killed...... 

1,663 
17 

1,924 
19 

1,768 

22 

2,063 
22 

Number  employed  for  one 
injured 
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XXI. — Accidents  to  employees  for  the  years  endina  June  SO^  1904  to  1901 — United  States — 

Continued. 

A.— ACCIDENTS  RESULTING  FROM  THE  MOVEMENT  OF  TRAINS,  LOCOMOTIVES,  (ML 

CARS. 


Trackmen. 

Kind  of  accident. 

1904. 

1903. 

1902. 

1901. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Coupling  or  uncoupling 

CoIIMons 

4 
1 

2 
87 
30 

452 

1 
25 

7 

211 

120 

16 

14 

213 

181 

585 

4 

588 

45* 

8 

1 

5 

39 

35 

407 

7 

21 

11 
189 
100 

15 

6 

234 

222 

482 

18 

518 

1 
20 
13 

1 

3 

88 

25 

368 

25* 

34 
171 
179 

12 

15 

293 

215 

418 

16 

481 

1 
27 
12 

1 

1 
24 
27 

292 

1 
18 

172 

Derailments 

18» 

Parting  of  trainti 

» 

L<K«omotive8  or  cars  break- 
ing down 

10 

Falling   from  trains,  loco- 
motives, or  cars 

225 

Jumping  on  or  off  trains, 
locomotives,  or  cars 

Struck  by  trains,  locomo- 
tives, or  cars 

208 
876 

Overhead  obstructions 

Other  causes 

12 
275 

Total 

598 

1,889 

568 

1,795 

494 

1.834 

404 

1,428 

B.-ACCIDENT8  ARISING    FROM  CAUSES  OTHER  THAN  THOSE   RESULTING   FROM    THE 
MOVEMENT  OF  TRAINS,  LOCOMOTIVES,  OR  CARS. 


Trackmen. 

1901. 

Kind  of  accident. 

1904.                        1903. 

1902. 

Killed. 

Injured. :  Killed.  Injured. 

Killed,  j  Injured. 

Killed. 

Injured. 

Handling  traffic 

5 

3 
5 

3 
49 

101   no 

1 
1  1             50 

9          1,517 
3          2,297 

85 

2 

5 

4 

2 
41 

66 

Handling  tools,  machinery, 
etc 

1,818 
2,944 

83 

9            1   A14 

1,212 
i;972 

86 

Handling  supplies,  etc 

Getting  on  or  off  locomo- 
tives or  cars  at  rest 

7 

2,480 

84 
1,987 

Other  causes 

2,213            31 

80  1        1,960 

1,500 

Total 

65 

7,154  1         47 

6,275 

48  1       5,929 

54 

4,826 

Number  employed  for  one 
killed......... 

496 

549 
42 

590 
41 

596 

Number  employed  for  one 
injured 

36 

44 
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XXI.  —Accidents  to  employees  for  the  years  endina  June  SO,  1904  to  1901 —  United  States— 

Continuea. 

A.— ACCIDENTS  RESULTING  FROM  THE  MOVEMENT  OF  TRAINS,  LOCOMOTIVES,  OR  CARS. 


Telegraph  employees. 

Kind  of  accident. 

1904. 

1903.            1            1902. 

1901. 

Killed. 

Injured. 

Killed. 

Injured. '  Killed. 

Injured. 

Killed.  1  Injured. 

Coupling  or  uncoupling 

1 

1 
1 

Collisions ! . . .  r. 

1 

5 

8 

2  I 

2    

1  1  . 

8 
10 

2  1 

5 

Derailments 

*    4 

Parting  of  trains 

Ixxjomotives  or  cars  break- 
ing down 

6 
9 
12 

16 

1 
58 

1 
10 

11 

12 

1 

33 

1 

Falling  from   trains,  loco- 
motives, or  cars 

Jumping  on  or  oflf  trains, 
locomotives,  or  cars 

Struck   by  trains,  locomo- 
tives, or  cars 

1 

1 
9 

1 
10 

14  '            2 
1Q               19 

1 

1 



1 

8 

7 
6 
11 

Overhead  obstructions 

2    

32  1 

Other  causes 

1 

31 

Total 

13 

116 

14                82            15  ' 

86 

11  i 

7? 

9»a. 

Number  employed  for  one 
killed 

2 

94X\ 

2, 213                         1 

2,419 
870 

Number  emyloyed  for  one 
injured 

265 

378             1                  328 

Kind  of  accident. 


Coupling  or  uncoupling 


1904. 
Killed.  I  Injured. 


Collisions 

Derailments , 

Parting  of  trains , 

Locomotives  or  cars  break- 
ing down , 

Falling  from  trains,  loco- 
motives, or  cars , 

Jumping  on  or  ofT  trains, 

locomotives,  or  cars 

Struck  by  trains,  locomo- 
tives, or  cars , 

Overhead  obstructions , 

Other  causes , 


Total. 


8  ' 
25  i 
12  ' 


1903. 
Killed.   Injured. 


Other  employees. 

1902. 


201 
3  i 


49 

305 

149 

8 

2 

229 

225  I 

299  I 
841 


5U  I 
16 
1  , 


169  : 
2  ! 
54  I 


47 
279 
117 


4 

184 

175 

255 

9 

945 


1901. 
Killed. :  Injured.    Killed. '  Injured. 


.  I 

7  i 
32  f 
14  I 

2 


34 


129  ' 
1 
59  I 


45 

157 

71 

7 


193 

163 

238 

14 

917 


3 

46 

15 

140 

3 

62 

... 

14 

2 

9 

31 

152 

20 

123 

143  , 


201 
18 
719 


357  ; 


2.124 


351  ,        2,022 


1.80M 


1.4*4 


B.— ACCIDENTS   ARISING    FROM    CAUSES   OTHER  THAN    THOSE    RESULTING   FROM   THE 
MOVEMENT  OF  TRAINS,  LOCOMOTIVES,  OR  CARS. 


Kind  of  accident. 


Handling  traffic 

Handling  tools,  machinery, 
etc 

Handling  supplies,  etc 

Getting  on  or  off  locomo- 
tives or  cars  at  rest 

Other  CAUscs 


Total. 


Number    employed    for    1 

.  kUled :. 

Number   employed    for    l 
injured 


Killed. 


Injured. 


691 


Killed. 


Other  employees. 
1903.  I  1902. 

Injured. 


1,090 
992  ' 


3  I  352  : 

53  3..>i5  1 


3  , 

r»3 


Killed. 


812 
731 


367  I 
3.065  I 


-I- 


1901. 


InjurtHi.iKilkMl.    Injured, 


8  ' 


75  i 


830  I 

786  I 


260  ,. 
2.846  i 


73  I 


6,670  I 


86  i 


5,658  I 


522 
2ft 


523 


525 
28 


'\\ 


.VJ  I 


7?^ 
6»a 


239 
1.854 


4,25S 


529 
32 
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XXI. — Accidents  lo  employees  for  tfie  years  ending  June  SO,  1900  to  1890 —  United  States — 

Continued. 

TRAINMEN. 
A.— ACCIDENTS  RESULTING  FROM  THE  MOVEMENT  OF  TRAINS,  LOCOMOTIVES,  OR  CARS. 


Kind  of  accident. 


Coupling  or  uncoupling 

Collisions 

Derailments 

Parting  of  trains 

Locomotives  or  cars  break- 
ing down  

Falling  from  trains,  loco- 
motives, or  cars 

Jumping  on  or  off  trains, 
locomotives,  or  cars 

Struck  by  trains,  locomo- 
tives, or  cars 

Overhead  obstructions 

Other  causes 


Total  employees. 


1904. 


1903. 


KiUed.  Injured.    Killed. 


307 
447 
276 
29 


667 

191 

1,206 

82 

298 


Totiil I    3,416 

I 


4.019 

3,698 

1.636 

598 

271 

5,628 

4,710 

2,260 

919 

12,679 


36.413 


281 

574 

219 

22 

40 

551 

198 

1,151  I 

96 

276 


Injured. 


8,551 

3,772 

1,634 

506 

274 

5,188 

3,920 

1,978 

753 

11,244 


1902. 


1901. 


Killed. 


167 
424 
209 
23 

21 

491 

140 

926 


Injured.    Killed. 


2,864 

2,759 

1,301 

418 

192 

4.667 

3.336 

1,699 

729 

9.850 


8,408 


32,820  I    2,782        27,315 


198 
348 
187 
22 

29 


136 

824 
56 
230 


2,493 


Injured. 


2,768 

2,089 

1.066 

425 

193 

3,821 

2,550 

1,431 

509 

6,667 


21,519 


B.— ACCIDENTS  ARISING   FROM   CAUSES   OTHER  THAN   THOSE  RESULTING   FROM   THE 
MOVEMENT  OF  TRAINS.  LOCOMOTIVES,  OR  CARS. 


Total  employees. 

Kind  of  accident. 

1904. 

1903. 

1902. 

1901. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed.   Injured. 

Killed. 

Injured. 

Handling  traffic 

10 

43 

14 

7 
142 

2,889 

11,296 
5,975 

903 
9.591 

12 

43 
15 

7 
121 

2,920 

9,856 
5,086 

880 
8,919 

11            Q.410 

12 

35 
14 

8 
118 

2,159 

7,737 
8,946 

685 
5,197 

Handling  tooLs,  machiner>', 
etc 

80 
15 

2 
129 

7,811 
4,646 

700 
7.643 

Handling  supplies,  etc 

Getting  on  or  off  locomo- 

tivesor  cars  at  rest 

Other  causes 

Total 

216 

80,654 

196 

27,661 

187 

23,209 

182 

19,623 

Number  employed    for    1 
killed 

357 
19 

864 
22 

401 
24 

400 

Number   employed    for    1 
injured 

26 
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XXI. — Accidents  to  employees  for  the  years  ending  June  SO,  1900  to  1890 — United  State*— 

Continued. 


TRAINMEN-Contlnued. 


Kind  of  accident. 


Coupling  and  uncoupling  . . . 
Falling  from  trains  and  en- 
gines  

Overhead  obstructions 

Collinions 

Derailments 

Other  train  accident^) 

At  high  wa}'  crossings 

At  stations 

Other  causes 


Total. 


Number  emploved  for  one 
killed 

Number  employed  for  one 
injured 


1900. 


188       3,803 


412 

47 
224 
156 

65 
1  I 

37  I 
266 


3,859 
373 

1,248 

619 

599 

12 

712 

6,846 


1,396  I  17.571 

137 
11 


180 

337 
39 
155 
126 
35 


24 
260 


1,156 


5,055 

3,053 
849 

1,113 

600 

468 

5 

612 

5,408 


156 
11 


i!  1 


182  5.290 

856  i  2,979 

46  835 

142  829 

120  ,  538 

42  '  422 

1  8 

21  672 

231  1  4,572 


1,141  j  15,645 


1897. 


147 


1896. 


4,698       157 


825  2,726  I  378 

85  807  '  57 

126  754  I  146 

1-24  ;  .573  ,  95 

29  I  372  I  87 

1  '  6  ,  4 

22  I  518  34 

167  I  8.811  170 


6.457 

s,m 

304 

T» 
518 
405 

91 
M2 

8.71& 


976  I  13,795   1,073  ,     15,93S 


165 
12 


1895. 


Kind  of  accident. 


Coupling  and  un- 
coupling  

Falling  from  trains 
and  engines 

Overhead  obstruc- 
tions  

Collisions 

Derailmients 

Other  train  acci- 
dents   

At  highway  cross- 
ings  

At  stations 

Other  causes 


1894. 


Total. 


189 

343 

42 
104 
116 

32 

2 
30 


6,077  I    181  i  5,639 
2,543  '    344  |  2,203 


294 
742  I 

648 

374 

12 
499 


44 

101 
90 


853 
688 
602 


169  ,  3,669 


1,017  il4,748 


11 

27        873 
179     3,051 


Number  employed 
fori  killed 

Number  employed 
fori  injured 


155 
11 


[1,029  13,102 

156 
12 


1898. 


310 

507 

66 
189 
130 

90 

4 
34 
237 


1,567 


8,763 

2.984 

896  i 

1,260  I 

704  I 

515  i 

12  i 
404  i 
3,849 


150 

11 

I 

1892. 

t  !   1 
«  !  a 


258  I  7,766      288 


1891. 

Killed. 
Injured. 

t 

,165 


485  '  2,540       467     2,494 


152 
10 

1890. 


265  i    6.073 
456  I     l.tW 


75  ■  353 
•221  I  1,103 
115  ,      612  I 

59  I      314 


12 
409 
265  ;  3,412 


26  ' 


18,877  ,1,503  16,621 


115 
10 


I 


113 
10 


72| 
230  I 
168  I 

40  i 


357 

1.139 

686 


3  I  15 
82  450 
233     2,807  , 


811 
197  j 
121 


230  , 


S13 
866 
572 

574 

20 
2,616 


1,533  115.421  |1,459  .  18,172 


104 
10 


105 
12 
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XXI. — AccidenU  to  employees  for  the  years  endinaJune  SO,  1900  to  1890—  United  States — 

Continaed. 


SWITCH  TENDERS,  CROSSING  TENDERS,  AND  WATCHMEN. 


1900. 

11 

»9. 

"a 

1898. 

1897. 

1896. 

Kind  of  accident. 

i 

s 

•8 

1 

g 

1 

1 

5 

Coapling  and  nncoupling  . . . 
Falling  from  trainA  and  en- 
gines  

77 

45 
8 

8 
3 
3 
9 
17 
107 

1,264 

501 
45 
87 
54 
72 
13 
148 
876 

74 

60 
3 

11 
3 
4 

10 

8 

100 

1,583 

3T7 
49 
70 
45 
81 
12 
115 
760 

90 

60 
3 

16 
64 

1,486 

359 
37 
36 
33 
26 
32 
88 

580 

58 

82 
5 
7 
4 
5 

13 
6 

71 

1,825 

367 
15 
33 

41 
28 
20 
62 
542 

58 

42 
2 
2 
8 
3 
10 
15 
70 

1,686 
390 

Overhead  obetraotions 

Collisions 

33 
37 

Derailments 

36 

Other  train  accidents 

At  highway  crossings 

At  stations 

28 
20 
81 

Other  causes 

500 

Total 

272 

3,060 

273 

2,992 

242 

2,677 

201 

2,423 

210 

2,751 

Number  employed  fori  killed 
Number  employed  for  1  in- 
jured   

] 

187 
17 

] 

78 
16 

195 

18 

218 
18 

211 
16 

Killed. 
Injured. 

1894. 

1893. 

1892. 

1891.               1890. 

Kind  of  accident. 

i 

3 

t 

1 

2 

1 

'a 

2,290 

321 
36 
43 
36 
28 
15 
46 

490 

1 

1 

t 

s 

1 

a 

Coupling  and  uncoupling  . . . 
Falling  from  trains  and  en- 
gines  '. 

90     1,826 

49        863 
1          27 
3  ;        45 
1          88 
3            9 
11          18 
17          86 
73  •      521 

63 

42 
4 
5 
4 
3 
9 
14 
72 

1,492 

274 
81 
25 
30 
18 
12 
59 

380 

109 

60 
3 
8 
6 
9 
13 
14 
95 

116 

45 

1 
9 
6 
4 

10 
17 
87 

2,252 

&12 
25 
46 
84 
12 
19 
78 

446 

111 

65 
3 
5 
6 
2 
11 
17 
91 

2,044 

800 
25 
55 

75 

32 
3 

1,628 
218 

Overhead  obstructions 

Collisions 

18 
22 

Derailments 

47        2 
11  1    16 
19       13 
79       16 
439       76 

80 

Other  train  accidents 

At  highway  crossings 

At  stations 

60 

7 

48 

Other  causes 

886 

Total 

248  ;  2,933 

216 

2,321 

807 

3.304 

294 

3,264 

301 

3,019     234 

2,807 

Number  employed  fori  killed 
Number  employed  for  1  in- 
jured   

174 
15 

206 
19 

150 

14 

146 
13 

134 
13 

161 
1A 
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XKl.^AccidenU  to  employes  for  the  years  ending  June  SO,  1904  to  1901— United  States— 

Oontmaed. 

OTHER  EMPLOYBES. 


1900. 

1899. 

1898. 

1897 

1896. 

Kind  of  accident. 

i 
1 

1 
5 

1 

1 

i 

3 

a 

i 

i4 

a 

1 

s 

"c 

Ck>upling  and  uncoupling 

gines 

17 

72 

6 

32 

38 

10 

10 

•    59 

638 

162 

566 
18 
241 
204 
164 
28 
1,710 

6 

62 
3 

21 

19 
6 
9 

51 
605 

177 

540 
28 
185 
140 
79 
21 
1,412 
12,686 

7 

67 
2 

29 
9 
9 
4 

29 
419 

212 

621 

25 

206 

161 

42 

8 

1,197 

11,067 

9 

51 
2 
31 
11 
12 
9 
S3 
858 

260 

544 
53 
156 
95 
62 
7 
778 
9,494 

14 

57 
4 
30 
14 
18 
10 
43 
398 

314 
45S 

Overhead  obstructions 

CJolliaions 

21 
221 

Derailments 

105 

Other  train  accidents 

At  highway  crossings 

At  stations 

5S 

49 

84$ 

Other  causes 

9,218 

Total 

882  I  19,012 

782 

15,268 

575  1  18,439 

516 

11,449 

578 

11,282 

Number  employed  for  1  killed 
Number  employed  for  1  in- 
jured  

879 
41 

884 
45 

1,142 
49 

1,196 
54 

1 

.072 
55 

Kind  of  accident. 


Ck>upling  and  uncoupling  ... 
Falling  nom  trains  and  en- 
gines  

Overhead  obstructions 

Collisions 

Derailments 

Other  train  accidents 

At  highway  crotsings 

At  stations 

Other  causes 

Total 

Number  employed  fori  killed 

Number  employed  for  1  in- 

jure<l  


1896. 


1894. 


12 


546 


^      I  I 


234  I 

391  I 
22  I 

221  I 

115  I 
51  I 
27 

745  I 
i,209 


S,OV) 


578 


1 

"a 


209 


23 
181 
116 
70 
23 
668 
6,317 


7,999 


1,070 
73 


995 
72 


1893.       I       1892. 


1891. 


I 


J_li 


284  ;    10 


I 
475  I 

12  I 
188  I 
127 
107 

16  I 
809 


7,580  ;  483 


9,548     757 


a  '« 


301  ;  16 

862  I  76 
22  '    3 


209: 

189 
52  ' 
18  1 

908  ! 


6,431  1532 


8,492  '826 


1890. 


232 

897 
30 

306 

186 
40 
16 

898 
5.595 


7,700 


760 
68 


804 
72 


707 
76 


29 

78 

5 

35 

27 

61 

4 

48 

449 


312 
14 

146 
121 
197 


5,244 


781     6,681 


764 

84 
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XXI. — AccidenU  to  emphyee$for  the  years  endina  June  SO,  1900  to  1890—  United  Sitate9 — 

Continued. 

ALL  EMPLOYEES. 


1900. 

1899. 

1896. 

1897. 

1896. 

Kind  of  accident 

1 

i 

i 

i 

1 
S2 

5 

i 

t 

i 

3 

i 

■a 

t-4 

CoupliDff  and  unconpling  ... 
Falling  from  tialna  and  en- 
gines  

282 

529 
56 

264 

197 
78 
20 

118 
1,011 

5,229 

4,425 

436 

1,576 

877 

835 

53 

2,570 

23,642 

260 

459 
45 

187 

147 
45 
19 
83 

965 

6,766 

3,970 

426 

1,368 

785 

578 

38 

2,139 

18,854 

279 

473 
51 

180 

133 
53 
21 
54 

714 

6,988 

8,869 

397 

1,071 

732 

490 

48 

1,957 

16,219 

214 

408 
42 

164 

139 
46 
23 
61 

596 

6,283 

3,627 

375 

913 

709 

462 

33 

1,388 

13,847 

229 

472 
68 

178 

117 
58 
24 
92 

633 

8,457 

8,898 
856 

1,047 
650 

Overhead  obfltroctions 

ColUfllons 

Derailmentd 

Other  train  accidentB 

At  highway  croMingB 

At  stations 

486 

160 

1,471 

Other  causes 

13,438 

Total 

2,550 

39,643 

2,210 

34,923 

1,958 

1 

81,761 

1,693 

27,667 

1,861 

29,969 

Number  employed  for  1  killed 
Number  employed  for  1  in- 
jured  

399 
26 

. 

120 
27 

M7 
28 

486 
30 

< 

28 

Kind  of  accident. 


Coupling  and  uncoupling. 
Falling  from  trains  and 

engines 

Overhead  obstructions 

Collisions 

Derailments 

Other  train  accidents 

At  highway  crossings 17. 

Atstations 92' 


1895. 


18»1. 


1893. 


I  i  1  ■  I  '  1  ;  I     1 


291  «.  137 


4521 

134: 
132. 
42 


2511     7,2tOi    433    11,277 


Othercauses 599  10, 


Total. 


1 ,  81 1    25, 696, 1 ,  H23,  23, 422  2, 727   31 .  729  2, 554   28, 267  2, 660  26. 1 40  <r2. 451  622, 396 


Number  employed  for  1 
killed 

Number  employed  for  1 
injured 


3,297 
343 

1,008 
7011 

434, 
57' 
1,330 


139 
oO 
145 
lOX 

as 

16 
93 


"I 

2,869' 
407 
M94 
t>48 
470 
46 
,100 


641 

247 
153 
125 

11: 


fi3t>     9.748     y03 


3,780 
444 

1,491 

867, 

650 

43I 

1.2581 

11.9191 


378 

611 
80 
286 
145 
84 
26 
109 
835 


10,319 

3,244 

400 

l,a')8 

835 

378 

49| 

1,395' 

10,289 


1891. 


415  9,431 

598  3,191 

78,      412 

303   1,560 

2061      919 

57       319 

20'        50 

127   1,427' 

856  8,841 


1890. 


s 

3€ 

561 

89 

235 

150 

146 

22 

98 

754 


-I' 


I 

s 

"a 

7,842 

2,368 
845 

1,084 
728 
881 
34 
740 

8,248 


4.^3 
31 


128 
33 


320 

28 


322 
29 


296 
30 


306 
33 


o  Includej)  27  unclassified. 
AInclude.s^236  unclassified. 
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